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PREFACE 


THE    SIXTH     EDITION. 


Many  imponant  changes  have  been  made  in  the  constructive 
details  of  gas  engioes  since  the  first  part  of  this  work  was  pub- 
lished, and  oil  engines  using  heavy  oil  have  become  practicable 
jmotors,  so  that  it  has  become  necessary  to  bring  the  informa- 
tion in  this  book  thoroughly  up  to  date.  In  doing  this  the  author 
thought  it  better  to  make  additions  rather  than  alterations  on  the 
original,  and  accc»dingly  the  first  part  of  the  book  is  retained  in 
its  ori^nal  form,  and  two  parts  have  been  added :  the  second 
part  deals  with  modem  gas  ermines,  both  impulse-every-revolution 
and  Otto  cycle ;  and  the  third  part  deals  with  the  oil  engine.  The 
first  part  of  the  book  thus  remains  in  the  form  in  which  it  is 
bmiliar  to  many  ei^;ineers ;  indeed,  the  author  may  say  with  truth 
all  engineers  interested  in  the  gas  engine  throughout  the  world, 
because  the  book  has  been  translated  and  published  in  German, 
and  many  parts  extracted  in  French  works,  while  it  is  largely  used 
in  America  both  by  engineers  and  in  the  engineering  classes  of 
the  Univo^ties. 

In  dealing  with  the  various  engines  the  author  has  drawn 
upon  his  personal  experience  of  gas  and  cnl  engines,  now  extending 
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vi  The  Gas  Engine 

over  twenty  years,  and  he  has  endeavoured  to  discuss  the  various 
points  involved  in  a  dispassionate  manner,  pointing  out  to  the 
engineer  the  difficulties  as  well  as  the  advantages  peculiar  to  each 
construction  or  type.  This  is  very  necessary  if  moderately  rapid, 
advance  is  to  be  made,  and  it  appears  to  the  author  most  un- 
desirable to  adopt  the  tone  so  often  found  in  engineering  literature 
of  indiscriminate  admiration  of  this  or  that  firm's  wonderful  motor, 
when  in  reality  the  motor  discussed  in  so  far  as  it  departs  from 
standard  practice  is  not  an  improvement,  but  the  reverse.  The 
author  has  accordingly  freely  criticised  any  points  which  appear 
to  him  defective  in  ihe  various  engines. 

In  this  edition  special  attention  has  been  paid  to  the  oil 
engine,  in  view  of  its  rapid  rate  of  present  development  and  the 
probability  of  its  very  extensive  use  for  many  new  purposes,  such 
as  motor  cars.  Many  engineers  are  now  paying  attention  to  the 
oil  engine,  to  whom  the  subject  is  unfamiliar  ;  and  in  the  hope  of 
proving  useful  to  such  new  men  on  the  work,  the  author  has  gone 
carefully  into  the  discussion  of  the  chemical  nature  of  petroleum 
and  the  different  methods  of  vaporising  heavy  oils. 

In  dealing  with  the  oil  engine  the  author  has  freely  availed 
himself  of  the  careful  experiments  on  oil  engines  by  the  engineers 
for  the  Royal  Agricultural  Society's  Show  at  the  Cambridge 
Meeting.  The  author  has  made  many  tests  himself ;  but  as  these 
were  mostly  made  in  the  course  of  his  professional  work  and  were 
confidential,  he  has  chosen  for  discussion  the  publicly  made  tests 
and  descriptions  rather  than  his  personal  tests. 

In  concluding,  the  author  expresses  his  thanks  to  the  Council 
of  the  Institution  of  Civil  Engineers  for  the  use  of  illustrations 
from  papers  by  Professor  Unwin  and  Mr.  J.  E.  Dowson,  published 
in  the  valuable  Minutes  of  the  Institution,  and  also  for  extracts  of 
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tests  by  Mr.  Dowson,  and  tables  by  the  author,  also  published  in 
Institution  papers. 

The  author  also  thanks  the  various  makers  of  gas  and  oil 
engines  who  have  allowed  him  to  test  their  engines  for  the 
purposes  of  this  book,  and  who  have  lent  him  blocks  ;  among  those 
makers  are  Messrs.  Crossley  Bros.  Limited,  J.  E.  H.  Andrew 
&  Co.  Limited,  T.  B.  Barker  &  Co.,  Tangyes.  Limited,  Robey 
&  Co.  Limited,  Wells  Bros.,  Hornsby  &  Sons,  Fielding  &  Piatt, 
Mr.  Peter  Burt,  and  Mr.  Bellamy  of  Andrew  &  Co. 

Many  of  the  dtawings  for  the  book,  however,  have  been  made 
by  the  author's  draughtsmen  directly  from  the  engines. 

In  the  Appendix  the  author  has  added  a  complete  list  of 
British  gas  and  oil  engine  patents  from  1791  to  the  end  of  1893. 
All  the  English  specifications  From  1876,  including  this  year,  are 
in  the  author's  possession,  and  he  will  l)e  very  pleased  to  freely 
allow  those  interested  access  to  them. 

D.   C. 
18  Southampton  Buildings,  Chakcekv  Lane, 
LONUOM :  Jufu  1S96. 
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PREFACE 


THE     FIRST     EDITION. 


In  this  work  the  author  has  endeavoured  to  systematise  the  know- 
ledge in  existence  upon  the  subject,  and  to  explain  the  science 
and  practice  of  the  Gas  Engine  in  a  way  which  he  hopes  may  be 
useful  to  the  engineer. 

The  historical  sketch  with  which  the  book  opens  proves  tha^ 
like  other  great  subjects,  the  gas  engine  has  long  occupied  men's 
minds. 

The  first  six  chapters  treat  of  theory,  including  the  distin- 
guishing features  of  the  gas  engine  method,  classification,  thermo- 
dynamics of  the  various  types,  and  the  chemical  and  physic^ 
phenomena  of  combustion  and  explosion. 

In  the  seventh  chapter,  standard  engines  illustrative  of  the 
different  types  are  described,  and  tests  from  each  engine  for  power 
and  consumption  of  gas  are  given.  The  diagrams  and  efhcienciea 
are  shortly  discussed,  compared  with  theory,  and  the  various  sources 
of  loss  pointed  out. 

The  eighth  chapter  deals  with  typical  igniting  arrangements, 
and  the  ninth  with  governing  gear  and  other  mechanical  details. 
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The  tenth  chapter  briefly  describes  and  discusses  various 
theories  which  have  been  propounded  concerning  the  action  of 
the  gases  in  the  cylinder  of  the  gas  engine  and  in  gaseous  explo- 


In  the  last  chapter  the  great  sources  of  loss  of  heat  still 
existing  in  the  best  gas  engines  are  discussed,  with  the  object  of 
pointing  otit  the  way  still  open  for  further  advance. 

Many  of  the  tests  and  most  of  the  theoretical  and  practical 
discussion,  result  from  the  author's  personal  experience  with  the 
gas  engine. 

In  the  chapter  on  thermodynamics  the  author  is  much  indebted 
to  the  work  of  the  late  Prof.  Rankine,  and  he  has  adopted,  in 
treating  of  efficiency,  some  of  the  elegant  formulae  of  Dr.  Aim£ 
WiTZ,  of  Lille,  to  whom  as  well  as  to  Prof.  Schottler  and  Prof. 
Thurston  he  has  much  pleasure  in  expressing  his  indebtedness. 

D.  C 

BIRUINGHAM  :  July  1886. 
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GAS     ENGINE. 


HISTORICAL  SKETCH  OF  THE  GAS  ENGINE. 

The  origin  of  the  gas  engine  is  but  imperfectly  known ;  by  some 
it  is  dated  as  far  back  as  1680,  when  Huyghens  proposed  to  use 
gunpowder  for  obtaining  motive  power.  Papir^  ip,i65p._  continued 
Huyghens'  experiments,  but  witliout  success.  ■. T^ftlrjeltibd  u^t}  :■ 
was  a  fairly  practicable  one.  The  explosiQrf  was  used.indjre.ctly  ; 
a  small  quantit)'  of  gunjiowder  exploded  in  ilatge/aJ.irjfJricatyesss', ' 
filled  with  air,  expelled  the  air  through  check  valves,  thus  leaving, 
after  cooling,  a  partial  vacuum.  ITie  pressure  of  the  atmosphere 
then  drove  a  piston  down  to  the  bottom  of  the  vessel,  lifting  a 
weight  or  doing  other  work. 

In  a  paper,  published  at  Leipsic  in  r688,  Papin  stated  that, 
'  until  now  all  experiments  have  been  unsuccessful ;  and  after  the 
combustion  of  the  exploded  powder,  there  always  remains  in  the 
cyhnder  about  one-fifth  of  its  volume  of  air.' 

The  Abb^  Hautefeuille  made  similar  proposals,  but  does  not 
seem  to  have  made  actual  experiments.  These  early  engines 
cannot  be  classed  as  gas  engines.  The  explosion  of  gunpowder  is 
so  different  in  its  nature  from  that  of  a  gaseous  mixture  that  com- 
parison is  untenable.  The  first  real  gas  engine  described  in  this 
country  is  in  Robert  Street's  patent,  No.  1983,  1794.  It  contains  a 
motor  cylinder  in  which  works  a  piston  connected  to  a  lever, 
from  which  lever  a  pump  is  driven.  The  bottom  of  the  motor 
cylinder  is  heated  by  a  fire ;  a  few  drops  of  spirits  of  turpentine 
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being  introduced  and  evaporated  by  the  heat,  the  motor  piston 
is  drawn  up,  and  air  etitering  mixes  with  the  inflammabie  vapour, 
the  application  of  a  flame  to  a  touch-hole  causing  explosion  ;  and 
the  piston  being  driven  up  forces  the  punip  piston  down,  so  per- 
forming work  in  raising  water.  The  details,  as  described,  are 
crude,  but  the  main  idea  is  correct  and  was  not  improved  upon  in 
practice  till  very  lately. 

Samuel  Brown's  inventions  come  next.     His  patents  are  dated 
1823  and  1826,  Nos.  4874  and  5350.     The  principle  used  is  in- 


Fir..  i.-Btown's  Gas-vacuum  Engine.  l8a6. 
genious,  and  easily  carried  oat  in  practice,  but  it  is  not  economical, 
and  it  gives  a  ver^'  cumbrous  machine  for  the  amount  of  power 
produced.  A  partial  vacuum  is  produced  by  filling  a  vessel  with 
Dame,  and  expelling  the  air  it  contains,  a  jet  of  water  is  thrown 
in  and  condenses  the  flame,  giving  vacuum.  The  atmospheric 
pressure  thus  made  available  for  power  is  utilised  in  any  engine  of 
ordinary  construction.    ' 

Brown's  apparatus  consists  essentially  of  a  large  upright  cylin- 
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drical  vessel  fitted  on  the  top  with  a  movable  valve  cover,  of  the 
whole  diameter  of  tKe  cylinder.  The  cover  is  raised  and  lowered 
from  and  to  its  seat  by  a  lever  and  suitable  gear  at  proper  times. 
The  gas  supply  pipe  enters  the  cylinder  at  the  bottom  ;  the 
cylinder  being  filled  with  air,  and  the  valve  raised,  the  gas 
cock  is  opened  and  the  issuing  gas  lighted  by  a  small  flame 
as  it  enters  the  cylinder.  The  flame  produced  fills  the  whole 
vessel,  expelling  the  air  it  contains ;  the  valve  being  now 
lowered  and  the  gas  supply  shut  off",  the  water-jet  is  thrown  in 
and  causes  condensation.  To  keep  up  a  constaJit  supply  of  power, 
several  of  these  cylinders  are  required,  so  that  one  at  least  may  be 
always  vacuous  while  the  others  are  in  the  process  of  obtaining 
the  vacuum.  In  the  specification  three  are  shown  and  three 
engines.  The  engines  are  all  connected  to  the  same  crank-shaft. 
Notwithstanding  this  provision,  the  motion  must  have  been 
irregular.  The  idea  was  evidently  suggested  by  the  condensing 
steam  engine  ;  instead  of  using  steam  to  obtain  a  vacuum  flame  is 
employed.  Brown's  engine,  although  uninteresting  theoretically, 
is  important  as  being  the  first  gas  engine  undoubtedly  at  work. 
According  to  the  '  Mechanics'  Magazine,'  published  in  London,  a 
boat  was  fitted  with  one  including  a  complete  gas  generating 
plant,  and  was  run  upon  the  Thames  not  for  public  use  but  only 
as  an  experiment  Another  engine  was  made  in  combination 
with  a  road  carriage  ;  it  also  ran  in  London.  If  these  statements 
are  10  be  relied  upon,  then  Samuel  Brown  was  a  really  great  man 
and  should  be  considered  as  the  Newcomen  of  the  gas  engine  ;  in 
some  points  he  achieved  a  measure  of  success  not  yet  ecjualled  by 
his  successors. 

W.  L.  Wright,  r833,  No.  6525.— In  this  specification  the 
drawings  are  very  complete  and  the  details  are  carefully  worked 
out.  The  explosion  of  a  mixture  of  inflammable  gas  and  air  acts 
directly  upon  the  piston,  which  acts  through  a  connecting  rod  upon 
a  crank-shaft.  The  engine  is  double-acting,  the  piston  receiving 
two  impulses  for  every  revolution  of  the  crank-shaft.  In  appear- 
ance it  resembles  a  high  pressure  steam  engine  of  the  kind  known 
as  the  table  pattern.  The  gas  and  air  are  supplied  to  the  motor 
cylinder  from  separate  pumps  through  two  reservoirs,  at  a  pressure 
a  few  pounds  above  atmosphere,  the  gases  (gas  and  air)  enter 
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spherical  spaces  at  the  ends  of  the  motor  cylinder,  partly  displacing 
the  previous  contents,  and  are  ignited  while  the  piston  is  crossing 
the  dead  centre.  The  explosion  pushes  the  piston  up  or  down 
through  its  whole  stroke  ;  at  the  end  of  the  stroke  the  exhaust 
valve  opens  and  the  products  of  combustion  are  discharged  during 


Fin.  z.     Wright's  Gas -exploding  Engine,  1S33. 

the  return,  excepting  the  portion  remaining  in  the  spaces  not 
entered  by  the  piston.  The  ignition  is  managed  by  an  external 
flame  and  touch-hole.  The  author  has  been  unable  to  find 
whether  the  engine  was  e\er  made,  but  the  knowledge  of  the 
detail  essential  to  a  working  gas  engine  shown  by  the  drawings 
indicates  that  ii  or  some  similar  machine  had  been  worked  by  the 
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inventor.  Both  cylinder  and  piston  are  water- jacketed,  as  would 
have  been  necessary  in  a  double-acting  gas  engine  to  preserve  the 
working  parts  from  damage  from  the  intense  heat  of  the  explosion. 
This  is  the  earliest  drawing  in  which  this  detail  is  properly  shown. 
William  Bametf,  1838,  No.  7615. — Barnelt's  inventions  as 
described  in  his  specification  are  so  important  that  they  require 
more  complete  description  than  has  been  here  accorded  to  earlier 
inventors. 

Bamett  is  the  inventor  of  a  very  good  form  of  igniting  arrange- 
ment. The  flame  method  most  widely  used  at  the  present  time 
was  originated  by  him. 

Bamett  is  also  the  inventor  of  the  compression  system  now  so 
largely  used  in  gas  engines.  The  Frenchman,  Letxin,  it  is  true, 
described  an  engine  using  compression,  in  the  year  1801,  but  his 
cycle  is  not  in  any  way  similar  to  that  proposed  by  Barnett,  or 
used  in  the  modem  gas  engine.  Barnett  describes  three  engines. 
The  first  is  single-acting,  the  second  and  third  are  double-acting  ; 
all  compress  the  explosive  mixture  before  igniting  it.  In  the  first 
and  second  engines  the  inflammable  gas  and  air  is  compressed  by 
pumps  into  receivers  separate  from  the  motor  cylinder,  but  com- 
municating with  it  by  a  short  port  which  is  controlled  by  a  piston 
valve.  The  piston  valve  also  serves  to  open  communication 
between  the  cylinder  and  the  air  when  the  motor  piston  dis- 
charges the  exhaust  gases. 

In  the  third  engine  the  explosive  mixture  is  introduced  into 
the  motor  cylinder  by  pumps,  disi)lacing  as  it  enters  the  exhaust 
gases  resulting  from  the  previous  explosion  ;  the  motor  piston  by 
its  ascent  or  descent  compresses  the  mixture.  Part  of  the  com- 
pression is  accomplished  by  the  charging  pumps,  but  it  is  always 
completed  in  the  motor  cylinder  itself. 

In  all  three  engines  the  ignition  takes  place  when  the  crank  is 
crossing  the  dead  centre,  so  that  the  piston  gets  the  impulse  during 
the  whole  forward  stroke. 

Fig.  3  is  a  sectional  elevation  of  the  first  engine,  showing  the 
principal  working  parts,  but  omitting  all  detail  not  required  for 
explaining  the  action. 

There  are  three  cylinders  containing  pistons  ;  a  is  the  motor 
piston,  B  is  the  air  pump  piston.     The  gas  pump  piston  cannot  be 
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seen  in  the  section,  but  works  m  the  same  crosshead  as  B.  The 
motor  piston  is  suitably  connected  to  the  crank  shaft,  and  the 
other  two  are  also  connected  by  levers  in  such  manner  that  all 
three  move  simulLineously  up  or  down.  'i"he  pump  pistons, 
moving  up,  take  respectively  air  and  inflammable  gas  into  their 


Fiu.  3.— Banieit  Gas  Engine. 

cylinders  ;  upon  the  down  stroke  the  gases  are  forced  through  an 
automatic  lift  valve  intoihe  receiver  d,  and  there  mix.  When  the 
down  stroke  is  complete  and  the  receiver  is  fully  charged  with  the 
explosive  mixture,  the  pressure  has  risen  to  about  25  lbs.  per  square 
inch  above  atmosphere.  At  the  same  time  as  the  pumps  are  com- 
pressing, the  motor  piston  is  moving  down  and  discharging  the 
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exhaust  gases  from  the  power  cylirrtier;  it  reaches  the  bottom  of 
its  stroke  just  when  compression  is  complete.  The  piston  valve 
E  then  opens  communication  between  the  receiver  and  the  motor, 
at  the  same  time  closing  to  atmosphere.  The  motor  cylinder 
being  in  free  communication  with  the  receiver,  the  explosion  of 
the  mixture  is  accomplished  by  the  igniting  cock  or  valve  f  ;  the 
pressure  resulting  actuates  the  motor  piston  during  its  whole  up- 


FlG,  4    -Bamelt's  Igniting  Cock. 

ward  stroke,  the  hot  gases  flowing  through  the  port  G  precisely  as 
steam  would  do.  The  volume  of  the  receiver  being  constant,  the 
pressure  in  the  motor  cylinder  slowly  falls  by  expansion,  due  to 
the  movement  of  the  piston,  upon  which  work  is  performed,  and 
by  cooling,  the  pressure  still  existing  in  the  cylinder  when  the 
stroke  is  complete  depending  on  the  ratio  between  the  volume 
swept  by  the  motor  piston  and  the  volume  of  the  receiver. 
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The  down  stroke  a^ain  expels  the  products  of  combustion,  the 
valve  opening  to  atmosphere,  while  the  compression  again  takes 
place.  This  cycle  gives  a  single-acting  engine.  It  is  obvious  that  as 
the  piston  a  does  not  enter  the  receiver  it  cannot  displace  the 
exhaust  gases  there.  If  means  are  not  taken  to  expel  these  gases 
they  must  mix  with  the  fresh  explosive  charge  pumped  in. 

It  is  very  desirable  that  these  gases  should  be  as  completely 
as  possible  discharged.  An  exhausting  pump  is  described  for 
doing  this,  but  in  small  engines  it  adds  an  additional  complication  ; 
and  so  Barnett  states  that  in  some  cases  it  may  be  omitted.  The 
exhaust  gases  do  not  so  injuriously  affect  the  action  of  small  gas 
engines. 

The  igniting  valve  is  very  ingenious.  It  is  shown  at  Fig.  4,  on  a 
larger  scale.  A  hollow  conical  plug  a  is  accurately  ground  into 
the  shell  B,  and  is  kept  In  position  by  the  gland  c ;  the  shell  has 
two  long  slits  D  and  E  ;  the  plug  has  one  port  so  cut  that  as  the 
plug  moves  it  shuts  to  the  slit  d  before  opening  to  e.  In  the 
bottom  of  the  shell  there  is  screwed  a  cover  carrying  a  gas  burner 
F,  which  may  be  lit  while  the  port  in  the  plug  is  open  to  the  air 
through  D.  The  external  consLint  flame  h  lights  it.  So  long 
as  the  plug  remains  in  this  position  the  internal  flame  continues 
to  bum  quietly.  If  the  plug  be  now  turned  to  shut  to  the  outer 
air,  it  opens  to  the  slit  e,  and  as  that  contains  explosive  mixture 
it  at  once  ignites.  The  explosion  extinguishes  the  internal  flame, 
but  it  is  again  lighted  at  the  proper  time  when  the  plug  is  moved 
round.  The  valve  acts  well  and  is  almost  identical  in  principle 
with  the  flame-igniting  arrangements  of  Hugon,  Otto  and  Langen 
and  Otto. 

Barnett's  second  engine  is  identical  with  his  first  except  that  . 
it  is  double-acting,  and  therefore  requires  a  greater  number  of 
parts. 

Barnett's  third  engine  is  worthy  of  careful  description.  Fig.  5 
is  a  vertical  section  of  the  principal  parts.  It  is  double-acting. 
It  has  three  cylinders,  motor,  air-pump  and  gas-pump ;  the  air 
and  gas  pumps  are  single-acting,  the  motor  piston  is  double- 
aaing.  The  pumps  are  driven  from  a  separate  shaft,  which  is 
actuated  from  the  main  crank  shaft  by  toothed  wheels ;  the  wheel 
upon  the  pump  shaft  is  half  the  diameter  of  that  on  the  motor 
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shaft,  so  that  it  makes  two  revolutions  for  one  of  the  other.  The 
pumps  therefore  make  one  up-and-down  stroke  for  each  up  or 
down  stroke  of  the  motor  piston  ;  the  angles  of  the  cranks  are  so 
set  that  ihey  (pumps)  discharge  their  contents  into  one  or  other  side 
of  the  motor  cylinder  at  every  stroke  ;  the  exhaust  gases  are  partly 


Fig.  5.— Bamett  Engine. 

displaced  by  the  fresh  explosive  mixture,  and  the  motor  piston  com- 
pletes the  compression  in  the  motor  cylinder  itself.  When  full  up 
or  down  the  igniting  cock  acts,  and  the  explosion  drives  the  piston 
to  the  middle  of  its  stroke  ;  it  here  runs  over  a  port  in  the  middle 
of  the  cylinder,  and  ihe  pressure  at  once  fells  to  atmosphere. 
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A  is  the  mocoi  piston  ;  b  is  the  air-pump  piston  ;  c  is  the  gas- 
pump  piston,  which  is  behind  the  air-pump,  and  therefore  not 
seen  in  the  section  ;  d  is  the  main  crank  shaft  ;  e  the  pump  shaft 
driven  from  the  main  shaft  by  the  wheels  f  and  g.  The  engine 
is  exceedingly  interesting  as  tiie  first  in  which  the  compression  is 
accomplished  in  the  motor  cylinder,  but  it  is  not  so  good  a  machine 
as  the  first  because  of  the  difficulty  of  obtaining  a  sufhcient  amount 
of  expansion. 

From  1838  to  1854  inclusive  eleven  British  patents  were  applied 
for  ;  some  were  not  completed  but  only  reached  the  provisional 
stage.  Of  these  patents  by  far  the  most  important  is  Bamett's  ;  the 
others  are  interesting  as  showing  the  gradual  increase  of  attention 
the  subject  attracted.  The  other  names  are  Ador,  1838  ;  Johnson, 
1841  ;  Robinson,  1843  ;  Reynolds,  1844  ;  Brown,  1846  ;  Roger, 
1853,  also  Bolton  and  U'ebb,  making  three  patents  for  the  year ; 
for  1854  two  patents,  Edington  and  Barsanti  and  Matteucci.  None 
of  the  proposals  in  these  patents  are  really  valuable  or  novel, 
being  anticipated  by  either  Street,  Wright,  or  Samuel  Brown. 
Robinson's  is  the  best,  being  similar  to  Lenoir's  in  some  of  its 
details,  and  showing  distinctly  a  better  understanding  of  gas 
engine  detail. 

A.  V.  Neu'ton,  1855,  No.  562. — This  specification  is  interesting, 
and  describes  for  the  first  time  a  form  of  igniting  arrangement 
'  only  now  coming  into  use  ;  it  seems  to  be  identical  with  the 
invention  of  the  American  Drake,  although  not  described  as  a 
communication  from  him.  It  is  a  double-acting  engine,  and  takes 
into  the  cylinder  a  charge  of  gas  and  air  mixed,  during  a  portion 
of  the  stroke,  at  atmospheric  pressure.  The  igniting  arrangement 
is  a  thimble-shaped  piece  of  hard  cast-iron  which  projects  into  a 
recess  formed  in  the  side  of  the  cylinder  ;  it  is  hollow,  and  is  kept 
at  all  times  red-hot  by  a  blow-pipe  flame  projected  into  it  by  a  small 
pump.  When  the  piston  uncovers  the  recess  the  explosive  gases 
coming  in  contact  with  it  ignite,  and  the  pressure  produced  drives 
it  forward. 

.This  is  the  first  instance  of  ignition  by  contact  with  red-hot 
metal ;  the  proposal  has  often  been  made  since  then  in  varyitig 
forms. 

Barsanti  and  Maileucci,  1857,  No.  1655. — This  is  the  first  ftee 


byGOOQiC 


Historical  Sketch  oftlic  Gas  Engine  1 1 

piston  engine  ever  proposed ;  instead  of  allowing  the  explosion  to  act 
directly  upon  the  motive  power  shaft  through  a  connecting  rod, 
at  the  moment  of  explosion  the  piston  is  perfectly  free.  The 
cylinder  is  very  long,  and  is  placed  vertically.  When  the  explosion 
occurs,  it  expends  its  power  in  giving  the  piston  velocity  ;  the 
expansion  therefore  takes  place  with  considerable  rapidity,  and 
the  piston,  gaining  speed  until  the  pressure  upon  it  falls  to  atmo- 
sphere, moves  on,  till  the  energy  of  motion  is  absorbed  doing  work 
on  the  external  air,  lilting  the  piston  and  in  friction.  When  the 
energ)-  is  all  absorbed  in  this  manner  it  stops  ;  it  has  reached  the 
top  of  its  stroke.  A  partial  vacuum  has  been  formed  in  the  cylinder, 
and  the  weight  has  been  raised  through  the  stroke.  It  now 
returns  under  the  pressure  of  the  atmosphere  and  its  own  weight ; 
in  returning,  a  tack  attached  to  the  piston  engages  the  motive  shaft 
and  drives  it.  The  cooling  of  the  gases  as  the  piston  descends 
continues  and  helps  to  keep  up  the  vacuum. 

The  method  although  indirect  is  economical.  Three  advantages 
are  gained  by  it — rapid  expansion,  considerable  expansion  (an  ex- 
pansion of  six  times  is  common  in  these  engines),  and  also  some 
of  the  advantages  of  a  condenser. 

Fig.  6  shows  a  vertical  sectian  of  their  best  modification.  The 
motor  piston  a  working  in  the  tall  vertical  cylinder  B  is  attached  to 
the  rack  c,  which  works  into  the  toothed  wheel  d.  The  motor 
shaft  E  revolves  in  the  direction  of  the  arrow,  and  it  is  provided 
with  a  ratchet ;  a  pall  upon  the  wheel  d  engages  the  ratchet  on  the 
down  stroke  of  the  piston  onlj-,  on  the  up  stroke  it  slips  freely 
past  the  ratchet.  The  piston  a  is  therefore  quite  free  to  move 
without  the  shaft  on  the  up  stroke,  but  it  engages  on  the  down 
stroke.  The  cams  f  and  c  are  arranged  to  strike  projections 
upon  the  rack,  and  so  raise  or  lower  the  piston.  It  is  raised  when 
the  charge  is  to  be  taken  in,  and  lowered  when  it  has  completed 
its  working  stroke  and  the  exhaust  gases  have  to  be  discharged. 
When  raised  the  valve  h  is  in  the  position  shown.  Air  first  enters 
the  cylinder  through  the  port  i,  which  also  serves  to  discharge  the 
exhaust  After  the  piston  has  uncovered  the  port  K  the  valve  h 
shuts  on  I,  opening  at  the  same  time  on  k  ;  the  gas  supply  then 
enters  and  mixes  more  or  less  perfectly  with  the  air  previously 
introduced. 
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A  small  further  movement  of  the  piston  now  closes  the  valine, 
and  the  explosion  is  caused  by  the  passage  of  the  electric  spark  in 
the  position  indicated  upon  the  drawing.     The  piston  shoots  up 


Fig.  6.— Barsanti  and  Atatteucci  Engine,  1857. 

freely  to  the  top  of  its  stroke,  to  give  out  the  work  stored  up  usefully 
upon  its  return. 

As  the  next  engine  to  be  described  marks  the  beginning  of  the 
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practicable  stage  of  gas  engine  development,  it  is  advisable  to 
summarise  before  proceeding. 

Previous  to  i860  the  gas  engine  was  entirely  in  the  experimental 
stage.  Many  attempts  were  made,  but  none  of  the  inventors 
sufficiently  overcame  the  practical  difficulties  to  make  any  of  their 
engines  commercially  successful.  This  was  mostly  due  to  the 
very  serious  nature  of  the  difficulties  themselves,  but  it  was  also 
due  to  too  great  ambition  of  the  inventors  ;  they  wished  not  only 
to  compete  with  the  steam  engine  for  small  powers,  but  for  large 
powers.  They  thought  in  (act  more  to  displace  the  steam  engine 
than  to  compete  with  it 

This  is  clearly  shown  in  many  of  their  descriptions  of  the  appli- 
cations of  their  inventions. 

The  greatest  credit  is  due  to  Wright  and  Barnett.  Wright 
very  dosely  proposed  the  modern  no n- compression  system,  Barnett 
the  modem  compression  system.  Barnett  is  also  the  originator  of 
one  of  the  modem  flame  systems  for  ignition.  Barsanti  and 
Matteucci  follow  in  order  of  merit  as  the  inventors  of  the  free-piston 
gas  engine. 

M.  Lenoir  occupies  the  honourable  position  of  the  inventor 
of  the  first  gas  engine  ever  actually  introduced  to  public  use.  The 
engine  was  not  strikingly  novel ;  nothing  was  done  in  it  which  had 
not  been  proposed  before,  but  its  details  were  thoroughly  and 
carefully  worked  out.  It  was  in  fact  the  first  to  emerge  from  the 
purely  experimental  stage.  Lenoir's  real  credit  consists  in  over- 
coming the  practical  difficulties  sufficiently  to  make  previous 
proposals  fairly  workable. 

The  principle  is  exceedingly  simple  and  evident  The  piston 
moves  forward  for  a  portion  of  its  stroke,  by  the  energy  stored  in 
the  fly  wheel,  and  takes  into  the  cylinder  a  charge  of  gas  and  air 
at  the  ordinary  atmospheric  pressure.  The  valves  cut  oflf  com- 
munication, and  the  explosion  is  occasioned  by  the  electric  spark  ; 
this  propels  the  piston  to  the  end  of  the  stroke.  Exhausting  is 
done  precisely  as  in  the  steam  engine. 

The  engine  is  simply  an  ordinary  high-pressure  steam  engine  with 
valves  arranged  to  admit  gas  and  air  and  discharge  the  products 
of  combustion.  Fig.  7  is  an  external  elevation  of  a  three-horse 
engine.     It  was  first  constructed  in  Paris  in  i860  by  M.  Hippolyte 
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MarinonL  In  Mpjgno's  'Cosmos' of  that  year  it  is  stated  that  two 
engines  were  in  course  of  manufacture,  one  of  six  horse- power,  the 
other  of  twenty. 

The  early  statements  of  its  economy  were  ludicrously  inaccurate. 
A  one  horse-power  engine  consumed,  it  was  said,  but  3  cubic  metres 
( 106  cubic  ft.  nearly)  of  coal  gas  in  twelve  hours'  work,  and  therefore 
cost  for  fuel  not  more  than  one-half  of  what  a  steam  engine  would 
have  done. 

The  actual  consumption  was  speedily  shown  to  be  much  nearer 
3  cubic  metres  per  effective  horse-power  per  hour. 

Notwithstanding  the  high  consumption,  the  engine  had  many 
good  points  ;  its  action  was  exceedingly  smooth  ;  no  shock  whatever 
was  heard  from  the  explosion.  Indeed  it  is  quite  impossible  when 
watching  the  engine  in  motion  to  realise  that  regular  explosions 
are  occurring.  The  motion  is  as  smooth  and  silent  as  in  the  best 
steam  engines. 

In  the  'Practical  Mechanics'  Journal'  of  August  1865,  there 
is  an  article  describing  the  progress  made  by  the  engine  since  the 
dale  of  its  introduaion,  from  which  it  appears  that  in  Paris  and 
France  from  300  to  400  engines  were  then  at  work,  the  power  ranging 
from  half  horse  to  three  horse. 

The  Reading  Iron  Works  .Company,  Limited,  at  Reading,  un- 
dertook the  manufacture  for  this  country.  One  hundred  engines 
were  made  and  delivered  by  them  :  several  of  them  have  continued 
at  work  till  now.  Notably  one  engine  inspected  by  the  author  at 
Petworlh  House,  Petworth,  worked  for  twenty  years  pumping  water, 
and  is  even  yet  in  good  condition. 

The  work  performed  by  the  engines  was  multifarious  in  its 
character— printing,  pumping  water,  driving  lathes,  cutting  chaff, 
sawing  stone,  polishing  marble,  in  fact,  wherever  from  one-half  to 
three  horse-power  was  sufficient. 

Lenoir's  patent  in  this  country  was  obtained  by  ].  H.  JoJmson, 
i860,  No.  335.  It  describes  very  closely  the  engine  as  manu- 
factured both  in  France  and  England.  The  subsequent  patent, 
1861,  No.  107,  does  not  seem  to  have  been  carried  into  effect. 

These  specifications  contain  many  erroneous  ideas,  showing 
the  notions  then  prevalent  among  inventors  of  the  nature  of 
gaseous  explosions.    Lenoir  erroneously  supposed  that  the  economy 
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at  his  engine  would  be  improved  if  he  could  obtain  a  slower 
explosion.  He  evidently  thought  that  the  power  impaned  to  the 
piston  by  explosion  was  similar  in  nature  to  a  sudden  blow — a 
rapid  rise  of  pressure,  and  a  fall  nearly  as  rapid.  He  therefore 
attempted  to  avoid  explosion  by  such  expedients  as  stratification 
and  injection  of  steam  or  water  spray.  The  stratification  idea  he 
very  clearly  expressed  in  his  second  specification,  stating  that '  the 
object  of  preventing  the  admixture  of  air  and  gas  is  to  avoid 
explosion.'  It  is  somewhat  extraordinary  to  find  notions  so 
erroneous  common  at  a  time  when  Bunsen's  work  had  clearly 
proved  the  continuous  nature  of  the  combustion  in  gaseous  explo- 
sions, and  when  Him  had  made  experiments  which  showed  that 
the  heat  evolved  by  explosion  in  a  gas  engine  was  only  a  smi^ 
part  of  the  total  heat  of  the  combustion,  the  heat  which  did  not 
appear  during  explosion  being  produced  during  expansion. 

Other  speculations  on  the  cause  of  the  uneconomical  working 
of  the  engine  were  frequent,  but  the  true  reason  was  fully  explained 
by  Gustav  Schmidt  in  a  paper  read  before  '  The  Society  of  Ger- 
man Engineers '  in  1861.  He  stales  :  'The  results  would  be  far 
more  favourable  if  compression  pumps,  worked  from  the  engine, 
compressed  the  cold  air  and  cold  gas  to  three  atmospheres  before 
entrance  into  the  cylinder  ;  by  this  a  greater  expansion  and  trans- 
formation of  heat  is  possible.' 

This  opinion  became  common  at  this  time.  Compression 
engines  were  proposed  with  great  clearness  and  a  full  understand- 
ing of  the  advantages  to  be  gained. 

Million,  1861,  No.  1840. — This  Frenchman  had  exceedingly 
clear  ideas  of  the  advantages  of  compression  ;  he  evidently  con- 
siders himself  as  the  first  to  propose  its  use  in  a  gas  engine, 
apparently  unaware  of  the  existence  of  Bamett's  engine  already 
described.  He  claims  the  exclusive  right  to  use  compression  in 
the  most  emphatic  language. 

The  first  engine  described  is  exactly  what  Schmidt  asks  for. 
Separate  pumps  compress  the  air  and  gas  into  a  reservoir,  from 
which  the  movement  of  the  motor  piston,  during  a  portion  of  the 
stroke,  withdraws  its  charge  under  compression.  Ignition  is  ac- 
complished by  the  electric  spark,  and  the  piston  moves  forward 
under  the  high  pressure  produced.     He  states : 
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•  In  ordinary  air  engines  the  operation  of  the  motivft  cyhnders 
is  analogous  to  that  of  the  pumps,  the  result  being  that  there  are 
two  cylinders,  which  act  in  directions  contrary  to  each  other,  and 
that  the  pump,  which  is  an  oi^an  of  resistance,  even  works  at  a 
greater  pressure  than  that  of  the  motive  cylinder,  which  is  an 
organ  of  power.  Thus  these  engines  are  very  large  in  proportion  to 
their  power.  On  the  contrary  by  employing  gases  under  the  con- 
ditions above  explained,  these  engines  will  exert  great  power  in 
proportion  to  their  dimensions.  The  sudden  ignition  of  the  gases 
in  the  motive  cylinder  causes  the  latter  to  work  at  an  operative 
pressure  much  greater  than  that  of  the  pumps.' 

The  advantage  of  compression  in  a  gas  engine  could  not  be 
more  fully  and  clearly  stated.  But  he  goes  even  a  step  further ; 
he  sees  that  the  portion  of  the  motor  piston  stroke  spent  in  taking 
in  the  charge  under  compression,  is  a  disadvantage,  and  he  pro- 
poses to  make  the  whole  stroke  available  for  power  by  providing  a 
space  at  the  end  of  the  cylinder  in  which  the  gases  are  compressed. 

'Instead  of  introducing  the  cold  gases  into  the  cylinders, 
during  a  portion  of  the  stroke  and  igniting  them  afterwards,  when 
the  induction  ceases  .  .  .  another  arrangement  might  be  adopted. 
The  motive  cylinder  might  be  made  longer  than  necessary,  in 
order  that  the  piston  should  always  leave  between  it  and  the  end 
of  the  cylinder  a  greater  or  less  space,  according  to  the  pleasure 
of  the  constructor,  such  as  one-fourth  or  one-third,  more  or  less, 
of  the  volume  generated  by  the  motive  piston.  This  space  is 
called  by  the  inventor  a  cartridge  On  opening  the  slide  valve 
the  gases  could  be  allowed  to  enter  suddenly  from  the  pressure 
reservoir  Into  this  cartridge  towards  the  dead  point,  and  this  induc- 
tion having  ceased,  an  electric  spark  would  ignite  the  gases  in 
the  cartridge  by  which  the  driving  piston  would  be  set  in  motion.* 

Such  an  engine  would  resemble  in  its  action  the  best  modern 
compression  engines.  The  difficulties  of  ignition  however  are  too 
considerable  to  be  overcome  without  further  detail 

The  compression  idea  at  this  date  was  evidently  widely 
spread,  because  it  again  crops  up  in  a  remarkably  clever  pamphlet 
\i^  M.  Alph.  Beau  de  Rochas,  published  at  Paris  in  1862.  He 
advances  a  step  further  than  Million,  and  investigates  the  con- 
ditions of  greatest  economy  in  gas  engines  using  compression. 
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with  reference  to  volume  of  hot  gases  and  surfaces  exposed.  He 
states  that  to  obtain  economy  with  an  explosion  engine,  four  con- 
ditions are  requisite : 

1.  The  greatest  possible  cylinder  volume  with  the  least  pos- 
sible cooling  surface. 

2.  The  greatest  possible  rapidity  of  expansion, 
5.  The  greatest  possible  expansion  ;  and 

4.  The  greatest  possible  pressure  at  the  commencement  of  the 
expansion. 

In  using  boiler  tubes,  he  states,  the  efficiency  of  the  heat 
transmitted  increases  with  reduction  in  the  diameter  of  the  tubes. 
In  the  case  of  engine  cylinders,  therefore,  the  loss  of  heat  of  explo- 
sion would  be  in  inverse  ratio  to  the  diameter  of  the  cylinders. 

Therefore,  he  reasons,  an  arrangement  which  for  a  given  con- 
sumption of  gas,  gives  cylinders  of  the  greatest  diameters,  will 
give  the  best  economy,  or  least  loss  of  heat  to  the  cylinder.  One 
cylinder  only  must  be  employed  in  such  an  engine. 

But  loss  of  heat  depends  also  upon  time  ;  cooling,  therefore, 
will  be  proportionately  greater  as  the  working  speed  is  slower. 

The  sole  arrangement  capable  of  combining  these  conditions,  he 
states,  consists  in  using  the  largest  possible  cylinder,  and  reducing 
the  resistance  of  the  gases  to  a  minimum.  This  leads,  he  states, 
to  the  following  series  of  operations. 

1.  Suction  during  an  entire  outstroke  of  the  piston, 

2.  Compression  during  the  following  instroke. 

3.  Ignition  at  the  dead  point  and  expansion  during  the  third 
stroke. 

4.  Forcing  out  of  the  burned  gases  from  the  cylinder  on  the 
fourth  and  last  return  stroke. 

The  ignition  he  proposes  to  accomplish  by  the  increase  of 
temperature  due  to  compression.  This  he  expects  to  do  by 
compressing  to  one-fourth  of  the  original  volume. 

In  our  own  country  the  late  Sir  C.  W,  Siemens  proposed  com- 
pression in  1862.  The  idea  was  exceedingly  widely  spread,  as  is 
evident  from  those  numerous  and  independent  inventions.  The 
practical  experience  to  enable  it  to  be  successfiilly  effected  had 
yet  to  be  created,  however,  and  this  took  many  years  of  patient 
work. 
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The  igniting  arrangement  was  the  Rrst  weak  point  re<juiring 
improvemenL  The  electrical  method  of  Lenoir  wras  exceedingly 
delicate  and  troublesome. 
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Hugon's  engine,  produced  in  1865,  was  similar  to  Lenoir's  ; 
but  the  igniting  was  accomplished  by  flame,  a  modification  of 
Bamett's,  1838,  using  a  shde  valve  instead  of  a  lighting  cocEi. 
I'he  flame  ignition  was  certain  and  easily  kept  in  order.  In 
other  points  the  engine  was  a  great  improvement  upon  its  prede- 
cessor. The  lubrication  was  improved  by  injecting  water  into  the 
cylinder  and  the  cooling  water  jacket  was  better  arranged.  As  a 
result  the  consumption  of  gas  was  reduced. 

Fig.  8  is  an  external  elevation  of  the  Hugon  engine. 

Mr.  Otto  now  ap|>ears  upon  the  scene.  Before  him  much  had 
been  done  in  inventing  and  studying  engines,  but  it  remained  for 
him  by  sheer  perseverance  and  determination  of  character,  to 
overcome  ail  difficulties  and  reduce  to  successful  practice  the 
theories    of    his   predecessors. 

In  1867  Messrs.  Otto  and  Langen  exhibited  at  the  Paris  exhibi- 
tion of  that  year,  their  free  piston  engine,  exterior  elevation  shown 
at  fig.  9.  It  was  absolutely  identical  in  principle  with  the  previous 
invention  of  Barsanti  and  Matteucci,  but  the  details  were  com- 
pletely and  successfully  carried  ouL  The  Germans  succeeded 
commercially  and  scientifically  when  the  Italians  completely 
failed 

Flame  ignition  was  used  and  great  economy  was  obtained,  a  half- 
horse  engine,  according  to  Professor  Tresca,  giving  over  half- horse 
power  effective,  on  a  gas  consumption  at  the  rate  of  44  cubic  feet 
per  effective  horse-power  per  hour.  This  is  less  than  half  the 
consumption  of  Lenoir  or  Hugon  ;  accordingly  the  prejudice  ex- 
cited by  the  strange  appearance  and  noisy  action  of  the  engine 
did  not  prevent  its  sale  in  lat^e  numbers.  It  completely  crushed 
I,enoir  and  Hugon,  and  held  almost  sole  command  of  the  market 
for  ten  years,  several  thousands  being  constructed  in  that  period. 

The  Brayton  gas  engine  ap[>eared  in  America  in  1873,  but 
although  more  mechanical  than  any  free  piston  engine,  its  economy 
was  insufficient  to  enable  it  tocom[K;te.  It  was  belter  than  l^noir 
or  Hugon,  but  not  nearly  so  good  as  Oito  and  langen. 

Oliier  inventors  attem])ted  free  piston  engines,  but  with  small 
success. 

In  1876  Mr.  Otto  superseded  his  former  invention  by  the 
|>ro(liiction  of  the  '  Otto  Silent '  engine,  now  known  all  over  the 
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globe.  It  is  a  compression  engine,  using  the  precise  cycle  described 
in  1862  by  Beau  de  Rochas,  but  carried  out  in  a  most  perfect 
manner  and  using  a  good  form  of  flame  ignition, a  modified  Otto  and 
Langen  valie  in  facL     The  economy  is  greater  than  that  of  any 


Fig.  9.  — Olio  and  Langen  free  Fision  Engine. 

previous  engine,  one  indicated  horse  being  obtained  upon  zo  cubic 
feet  of  gas,  or  one  effective  horse  upon  24  to  30  cubic  feet  per 
hour. 

This  engine  has  established  gas  engines  upon  a  lirm  commercial 
basis,  15,000  having  been  sold  since  its  invention  ;  this  represents 
at  least  an  effective  power  of  90,000  horses. 
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Strangely  enough,  although  Mr.  Oito  is  the  greatest  and  most 
successful  gas  engine'  inventor  who  has  yet  appeared,  he  adheres 
to  Lenoir's  erroneous  ideas,  and  in  his  specification  zo8i  of  1S76 
he  attributes  the  economy  of  his  machine  to  a  slow  explosion  caused 
by  arrangement  of  gases  within  the  cylinder. 

The  compression,  which  is  the  real  cause  of  the  economy  and 
efficiency  of  the  machine,  he  seems  to  consider  as  an  accidental  and 
unessential  feature  of  his  invention. 

The  gas  engine,  like  all  great  inventions,  is  the  result  of  the 
long-continued  labour  of  many  minds  ;  it  is  a  gradual  growth  due 
Co  the  united  labours  of  many  inventors.  In  the  earlier  days  of 
motive  power,  explosion  was  as  much  in  the  minds  of  the  inventors, 
Huyghens  and  Papin,  as  steam,  but  the  mechanical  difficulties 
proved  too  great  The  constructive  skill  of  the  time  was  heavily 
taxed  by  the  rude  steam  engine  of  Newcomen,  and  still  more 
unequal  to  the  invention  of  James  Watt ;  it  was  in  1774  that  Watt 
ran  his  first  successful  steam  engine  at  Soho  Works,  Birmingham. 
Twenty  years  later,  1794,  Street's  gas  engine  patent  indicated  the 
direction  of  men's  minds,  seeking  a  rival  for  steam  before  steam  had 
been  completely  introduced.  The  experience  and  skill  accumulating 
in  the  construction  of  the  steam  engine  made  the  gas  engine  more 
and  more  possible. 

The  proposals  of  Brown,  1823  ;  Wright,  1833  ;  Bamett,  1838  ; 
Barsanti  and  Matteucci,  1857,  show  gradually  increasing  knowledge 
of  detail  and  the  difficulties  to  be  overcome,  all  leading  to  the  first 
practicable  engine  in  i860,  the  Lenoir, 

Since  that  date  till  now,  twenty-five  )'ears,  great  advances  have 
been  made,  and  at  present  the  gas  engine  is  the  only  real  rival  to 
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Gas  engines,  while  diSering  widely  in  theory  of  action  and 
mechanical  construction,  possess  one  feature  in  common  which 
distinguishes  them  from  other  heat  engines  :  that  feature  is  the 
method  of  heating  the  working  fluid. 

The  working  fluid  is  atmospheric  air,  and  the  fuel  required  to 
heat  it  is  inflammable  gas.  In  all  gas  engines  yet  produced,  the 
air  and  gas  are  mixed  intimately  with  each  other  before  introduc- 
tion to  the  motive  cylinder  ;  that  is,  the  working  fluid  and  the 
fuel  to  supply  it  with  heat  are  mixed  with  each  other  before  the 
combustion  of  the  fuel. 

The  fuel,  which,  in  the  steam  and  in  most  hot-air  engines,  is 
burned  in  a  separate  furnace,  is,  in  the  gas  engine,  introduced 
directly  to  the  motive  cylinder  and  burned  there.  It  is  indeed 
part  of  the  working  fluid. 

This  method  of  heating  may  be  called  the  gas-engine  method, 
and  from  it  arises  at  once  the  great  advantages  and  also  the  great 
difficulties  of  these  motors. 

Compare  first  with  the  steam  engine.  In  it  there  exist  two 
great  causes  of  loss  :  water  is  converted  into  steam,  absorbing  a 
great  amount  of  heat  in  passing  from  the  liquid  to  the  gaseous 
state  ;  after  it  has  been  used  in  the  engine  it  is  rejected  into  the 
atmosphere  or  the  condenser,  still  existing  as  steam.  The  heat 
necessary  to  convert  it  from  the  liquid  to  the  gas  is  consequently 
in  most  part  rejected  with  it.  Loss,  occurring  in  this  way,  would 
be  smalt  if  high  temperatures  could  be  used  ;  but  this  is  the  point 
where  steam  fails.  High  temperatures  cannot  be  obtained  without 
pressure  sogreat  as  to  bequiteunmanageable.  The  attempt  to  obtain 
high  temperatures  by  super-heating  has  often  been  made,  but  with- 
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out  any  substantial  success.  Although  the  difficulty  of  excessive 
pressure  is  avoided,  another  set  of  troubles  are  introduced.  All  the 
heat  to  be  given  to  the  gaseous  steam  must  pass  through  the  iron 
plates  forming  the  boiler  ot  super-heater,  which  plates  will  only 
stand  a  comparatively  low  temperature,  certainly  npt  exceed- 
ing that  of  a  low  red  heat,  or  about  600°  to  700°  C.  Steam, 
being  a  gas,  is  much  more  difficult  to  heat  than  water ;  it  follows 
that  even  these  temperatures  cannot  be  attained  without  enormous 
addition  to  the  healing  surface.  The  difficulties  of  making  a 
workable  engine  using  high  temperature  steam  are  so  great  that 
even  so  distinguished  an  engineer  and  physicist  as  the  late  Sir 
C.  W.  Siemens  failed  in  his  attempts,  which  extended  over  many 
years.  It  may  be  taken  then  that  low  temperature  is  the  natural 
and  unavoidable  accompaniment  of  the  steam  method,  arising 
firom  the  necessary  change  of  the  physical  state  of  the  working 
fluid,  and  the  limited  temperature  which  iron  will  safely  bear. 
The  originators  of  the  science  of  thermodynamics  have  long 
taught  that  the  maximum  efficiency  of  a  heat  engine  is  obtained 
when  there  is  the  maximum  difference  between  the  highest  and 
lowest  temperatures  of  the  working  fluid.  So  long  ago  as  1854, 
Professor  Rankine  read  a  paper  before  the  British  Association, 
'  On  the  means  of  realising  the  advantages  of  the  Air  Engine,'  in 
which  he  expresses  his  belief  that  such  engines  will  be  found  to  be 
the  most  economical  means  of  developing  motive  power  by  the 
agency  of  heat.  In  this  opinion  he  stood  by  no  means  alone. 
Engineers  so  able  as  Stirling,  Ericsson,  and  Siemens  \  physicists 
so  distinguished  as  Dr.  Joule,  and  Sir  Wm.  Thomson,  devoted 
much  energy  and  study  to  their  practice  and  theory.  Notwith- 
standing all  their  efforts,  aided  by  a  host  of  less  able  inventors, 
the  difficulties  proved  too  formidable  ;  and  although  more  than 
thirty  years  have  now  passed  since  Rankine  announced  his  belief, 
the  hot-air  engine  proper,  has  made  no  real  advance.  Similar 
causes  to  those  acting  in  the  steam  engine  impose  a  limit  here. 
It  is  true  the  complication  of  changing  physical  state  is  avoided, 
but  the  limited  resistance  of  iron  to  heat  acts  as  powerfully 
as  ever.  Air  is  much  more  difficult  to  heat  than  water,  and,  there- 
fore, recjuires  a  much  larger  surface  per  unit  of  heat  absorbed 
In  the  larger  hot-air  engines,  accordingly,  the  furnaces  and  heating 
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surfaces  gave  great  trouble.  Very  low  maximum  temperatures 
were  attained  in  practice.  In  a  Stirling  engine  giving  out  thirty- 
seven  brake  horse-power,  the  maximum  temperature  was  only 
343°  C.  ;  in  the  engines  of  the  ship  '  Ericsson,'  the  maximum  was 
only  about  212°  C,  according  to  Rankine,  the  indicated  power 
being  about  300  horses.  These  figures  show  that  the  heating 
surfaces  were  insufficient,  as  in  both  cases  the  furnaces  were  pushed 
to  heat  the  metal  to  a  good  red.  A  method  of  internal  firing  was 
proposed,  first  by  Sir  George  Cayley  and  afterwards  carried  out 
with  some  success  by  others  ;  the  furnace  was  contained  in  a 
completely  closed  vessel,  and  the  air  to  be  heated  was  forced 
through  it  before  passing  to  the  motor  cylinder.  The  plan  gave 
better  results,  but  the  temperature  of  700°  C.  was  still  the  limit,  as 
the  strength  of  the  iron  reservoir  had  to  be  considered,  and  the 
hot  gases  had  to  pass  through  valves.  Wenham's  engine,  described 
in  a  paper  read  before  the  Institution  of  Mechanical  Engineers  in 
1873,  is  a  good  example  of  this  class.  In  it  the  highest  temperature 
of  the  working  fluid,  as  measured  by  a  pyrometer,  was  608°  C. ; 
higher  temperatures  could  easily  have  been  got  but  the  safety  of 
the  engine  did  not  permit  it.  Professor  Rankine  in  his  work  on 
the  steam  engine  has  very  fully  discussed  the  disadvantages  arising 
from  low  maximum  temperatures.  He  calculates  that  in  a  ])erfect 
air  engine  without  regenerator  an  average  pressure  of  83  lbs. 
per  square  inch  would  only  be  attained  with  a  maximum  of 
zi6-6  lbs.  per  square  inch,  thus  necessitating  great  strength  of 
cylinder  and  working  parts  for  a  very  small  return  in  efiective 
power.  In  the  '  Ericsson,'  the  average  eflective  pressure  was  less 
than  this,  being  only  about  2  lbs.  per  square  inch ;  it  had  four  air 
cyhnders  each  of  14  feet  diameter,  and  only  indicated  300  horse- 
power. Stirhng's  motor  cylinder  did  not  give  a  true  idea  of  the 
bulk  of  the  engine,  as  the  real  air-displacer  was  separate.  Even 
with  Wenham's  machine  the  hulk  was  excessive,  an  engine  of 
34  inches  diameter  cylinder  and  12  inches  stroke  giving  4  horse- 
power. 

Those  facts  sufficiently  illustrate  the  practical  diflficulties  which 
prevented  the  development  of  the  hot-air  engine  proper.  All  flow 
from  the  method  of  heating.  Low  temperature  is  necessary  to 
secure  durability  of  the  iron. 
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All  hot-air  engines  are,  therefore,  very  large  and  very  heavy 
for  the  power  they  are  capable  of  exerting. 

The  friction  of  the  parts  is  so  great  that  although  the  theoreti- 
cal efficiency  of  the  working  fluid  is  higher  than  in  the  best  steam 
engines,  the  practical  efficiency  or  result  per  horse  available  for 
external  work  is  not  nearly  so  great.  The  best  result  ever  claimed 
for  Stirling's  engine  is  i-]  lbs.  of  coal  per  bk.  horse-power  per 
hour,  probably  under  the  truth,  but  even  allowing  it,  a  first  class 
steam  engine  of  to-day  will  do  much  better.  According  to  Prot 
Norton,  the  engines  of  the  '  Ericsson  '  used  I'S?  ibs.  of  anthracite 
per  indicated  horse-power  per  hour ;  but  the  friction  must  have  been 
enormous.  Compared  with  the  steam  engine,  the  practical  disadvan- 
tages of  the  hot-air  engine  are  much  greater  than  its  advantage  of 
theory.  Owing  to  the  great  inferiority  of  air  to  boiling  water  as  a 
medium  for  the  convection  of  heat,  the  efficiency  of  the  furnace  is 
much  lower  ;  owing  to  the  high  maximum  and  low  available  pres- 
sure, the  friction  is  much  greater— which  disadvantages  in  practice 
more  than  extinguish  the  higher  theoretical  efficiency. 

The  gas  engine  method  of  heating  by  combustion  or  explosion 
at  once  disposes  of  those  troubles ;  it  not  only  widens  the  limits 
of  the  temperatures  at  command  almost  indefinitely,  but  the  causes 
of  failure  with  the  old  method  become  the  very  causes  of  success 
with  the  new  method. 

The  difficulty  of  heating  even  the  greatest  masses  of  air  is 
quite  abolished.  The  rapidly  moving  flash  of  chemical  action 
makes  it  easy  to  heat  any  mass,  however  great,  in  a  minute  fraction 
of  a  second  ;  when  once  heated  the  comparatively  gradual  con- 
vection makes  the  cooling  a  very  slow  matter.  The  conductivity 
of  air  for  heat  is  but  slight,  and  both  losing  and  receiving  heal 
from  enclosing  walls  are  carried  on  by  the  process  of  convection, 
the  larger  the  mass  of  air  the  smaller  the  cooling  surface  relatively. 
Therefore  the  larger  the  volumes  of  air  used,  the  more  economical 
the  new  method,  the  more  difficuh  the  old.  The  low  conductivity 
for  heat,  the  cause  of  great  trouble  in  hot-air  machines,  becomes 
the  unexijected  cause  of  economy  in  gas  engines.  If  air  were  a 
rapid  carrier  of  heat,  cold  cylinder  gas  engines  would  be  impos- 
sible. The  loss  to  the  sides  of  the  enclosing  cylinders  would  be 
so  great  that  but  liitle  useful  effect  could  be  obtained     Even  as 
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It  is,  present  toss  from  this  ca.use  is  sufficiently  heavy.  In  the 
earlier  engines  as  much  as  three-fourths  of  the  whole  heat  of  the 
combustion  was  lost  in  this  way ;  in  the  best  modern  engines  so 
much  as  one-half  is  stilt  lost. 

A  little  consideration  of  what  is  occurring  in  the  gas  engine 
cylinder  at  each  explosion  wilt  show  that  this  is  not  surprising. 
Platinum,  the  most  infusible  of  metals,  melts  at  attout  1700°  C; 
the  ordinary  temperature  of  cast  iron  flowing  from  a  cupola  is 
about  i^oo"  C.;  a  temperature  very  usual  in  a  gas  engine  cylinder 
is  1600°  C,  a  dazzling  white-heat.  The  whole  of  the  gases  fitting 
the  cylinder  are  at  this  high  temperature.  If  one  could  see  the 
interior  it  would  appear  to  be  filled  with  a  blinding  glare  of  light 
This  experiment  the  writer  has  tried  by  means  of  a  small  aperture 
covered  with  a  heavy  glass  plate,  carefully  protected  from  the 
heat  of  the  explosion  by  a  long  cold  tube.  On  looking  through 
this  window  while  the  engine  is  at  woric,  a  continuous  glare  of 
white  light  is  observed  A  look  into  the  interior  of  a  boiler 
furnace  gives  a  good  notion  of  the  flame  filling  the  cylinder  of 
a  gas  engine. 

At  first  sight  it  seems  strange  that  such  temperature  can  be 
used  with  impunity  in  a  working  cylinder ;  here  the  convenience 
of  the  method  becomes  evident.  The  heating  being  quite  inde- 
pendent of  the  temperature  of  the  walls  of  the  cylinder,  by  the  use 
of  a  water-jacket  they  can  be  kept  at  any  desired  temperature, 
The  same  property  of  rapid  convection  of  heat,  so  useful  for 
generating  steam  from  water,  is  essential  in  the  gas  engine  to  keep 
the  rubbing  surfaces  at  a  reasonable  working  temperature.  In 
this  there  is  no  difficulty,  and  notwithstanding  the  high  tempera- 
ture of  the  gases,  the  metal  itself  never  exceeds  the  boiling  [mint 
of  water. 

So  good  a  result  cannot  of  course  be  obtained  without  careful 
proportioning  of  the  cooling  surfaces  for  the  amount  of  heat  to  be 
carried  away  ;  in  all  modem  engines  this  is  carefully  attended  to, 
with  the  gratifying  result  that  the  cylinders  take  and  retain  a 
polished  surface  for  years  of  work  just  as  in  a  good  steam  engine. 

The  gas  engine  method  gives  the  advantage  of  higher  tempera- 
ture of  working  fluid  than  is  attainable  in  any  other  heat  engine, 
at  the  same  time  the  working  cylinder  metal  may  be  kept  as  cool 
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as  in  the  steam  engine.  It  also  allows  of  any  desired  rate  of  heat- 
ing the  working  fluid  in  any  required  volumes. 

In  consequence  of  high  temperatures  the  available  pressures 
are  high,  and  therefore  the  bulk  of  the  engine  is  small  for  the 
power  obtained. 

It  realises  all  the  thermodynamic  advantages  claimed  for  the 
hot-air  engine  without  sacrificing  the  high  available  pressures  and 
rapid  rate  of  the  generation  of  power  which  is  the  characteristic  of 
the  steam  engine. 

For  rapid  convection  of  heat  existing  in  the  steam  boiler  is 
substituted  the  still  more  rapid  heating  by  explosion  or  combustion, 
a  rapidity  so  superior  that  the  power  is  generated  for  each  stroke 
separately  as  required,  there  being  no  necessity  to  collect  a  great 
magazine  of  energy. 

The  only  item  to  the  debtor  side  of  the  gas  engine  account 
is  the  flow  of  heat  through  the  cylinder  walls,  which  disadvantage. 
is  far  more  than  paid  for  by  the  advantages. 
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CHAPTER   II. 

GAS   ENGINES   CLASSIFIED. 

Although  the  gas  engine  patents  now  in  existence  number  many 
hundreds,  the  essential  differences  between  the  inventions  are  not 
great  In  their  working  process  they  may  be  divided  into  a  few 
well-defined  types : 

1.  Engines  igniting  at  constant  volume,  but  without  previous 
compression. 

2.  Engines  igniting  at  constant  pressure,  with  previous  com- 
pression. 

3.  Engines  igniting  at  constant  volume,  with  previous  com- 
pression. 

The  first  type  is  the  simplest  in  idea  ;  it  is  the  most  apparent 
method  of  obtaining  power  from  an  explosion. 

In  it  the  engine  draws  into  its  cylinder  gas  and  air  at  atmos- 
pheric pressure,  for  a  part  of  its  stroke,  in  proportions  suitable  for 
explosion  ;  then  a  valve  closes  the  cylinder,  and  the  mixture  is 
ignited.  The  pressure  produced  pushes  forward  the  piston  for 
the  remainder  of  its  travel,  and  upon  the  return  stroke  the  pro- 
ducts of  the  combustion  are  expelled  exactly  as  the  exhaust  of  a 
steam  engine  By  repeating  the  same  process  on  the  other  side 
of  the  piston,  a  kind  of  double-acting  engine  is  obtained.  It  is 
not  truly  double-acting,  as  the  motive  impulse  is  not  applied 
during  the  whole  stroke,  but  only  during  that  portion  of  it  left 
free  after  performing  the  necessary  function  of  charging  with  the 
explosive  mixture. 

The  working  cycle  of  the  engine  consists  of  four  operations  ; 

I.  Charging  the  cylinder  with  explosive  mixture. 

z.  Exploding  the  charge. 

3.  Expanding  after  explosion. 

4.  Expelling  the  burned  gases. 
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To  carry  it  out  in  a  perfect  manner,  the  mechanism  must  be- 
so  arranged  that  during  the  charging,  the  pressure  of  the  gases  in 
the  cylinder  does  not  fall  below  atmosphere  ;  there  must  be  no 
throttling  of  the  entering  gases.  The  cut-off  and  the  explosion 
must  be  absolutely  simultaneous  and  also  instantaneous,  so  that 
the  heat  may  be  applied  without  change  of  volume,  and  thereby 
produce  the  highest  pressure  which  the  mixture  used  is  capable 
of  giving.  The  expansion  will  be  earned  far  enough  to  reduce 
the  pressure  of  the  explosion  to  atmosphere  ;  and  the  exhaust 
stroke  will  be  accomplished  without  back  pressure.  The  chaise 
in  entenng  must  not  be  heated  by  the  walls  of  the  cylinder,  but 
should  remain  at  the  temperature  of  the  atmosphere  till  the  very 
moment  previous  to  ignition.  At  the  same  time,  the  cylinder 
should  not  cool  the  gases  after  the  explosion,  no  heat  should  dis- 
appear except  through  expansion  doing  work. 

Although  all  these  conditions  are  necessary  to  the  perfect 
cycle,  it  is  evident  that  no  actual  engine  is  capable  of  combining 
them.  Some  throttling  at  the  admission  of  the  mixture,  and  a 
little  back  pressure  during  the  exhausting  are  unavoidable  ;  some 
time  must  elapse  between  the  closing  of  the  inlet  valve  and  the 
explosion,  in  addition  to  the  time  taken  by  the  explosion  itself. 
Heat  will  be  communicated  to  the  entering  gases  and  lost  by  the 
exploded  gases  to  the  walls  of  the  cylinder. 

The  actual  diagram  taken  from  an  engine  will  therefore  differ 
considerably  from  the  theoretic  one. 

The  theoretical  conditions  are  to  a  great  extent  contradictory. 

The  idea  of  the  type,  however,  is  easily  comprehensible,  and 
evidently  suggested  by  the  common  knowledge  of  the  destructive 
effect  of  accidental  coal  gas  explosions  which  occurred  soon  after 
the  introduction  of  gas  into  general  use.  '  The  power  is  there,  let 
us  use  it  like  steam  in  the  cylinder  of  a  steam  engine,'  said  the 
early  inventors. 

The  two  most  successful  engines  of  this  type  were  Lenoir's 
and,  later,  Hugon's,  for  very  small  powers  ranging  from  one  man 
to  half-horse.  Simple  forms  of  this  type  are  still  in  extensive  use. 
The  most  widely  known  of  these  is  the  Bisschof,  a  French  inven- 
tion. 

The  second  type  is  not  so  simple  in  its  main  idea,  and  required 
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much  greater  knowledge  of  detail,  both  mechanical  and  theoretical. 
As  a  hot-air  engine  its  theory  was  originally  proposed  by  Sir  Geo. 
Cayley,  and,  later,  by  Dr.  Joule  and  Sir  Wm.  Thomson.  As  a 
hot-air  engine  it  ^led  for  the  reasons  discussed  in  the  previous 
chapter. 

In  it  the  engine  is  provided  with  two  cylinders  of  unequal 
capacity  ;  the  smaller  serves  as  a  pump  for  receiving  the  charge 
and  compressing  it,  the  larger  is  the  motor  cylinder,  in  which  the 
chaise  is  expanded  during  ignition  and  subsequent  to  it. 

The  pump  piston,  in  moving  forward,  takes  in  the  charge  at 
atmospheric  pressure,  in  returning  compresses  it  into  an  inter- 
mediate receiver,  from  which  it  passes  into  the  motor  cylinder  in 
a  compressed  state.  A  contrivance  similar  to  the  wire  gauze  in  a 
Davy  lamp  commands  the  passage  between  the  receiver  and  the 
cylinder,  and  permits  the  mixture  to  be  ignited  on  the  cylinder 
Mde  as  It  flows  in  without  the  flame  passing  back  into  the 
receiver. 

The  motor  cylinder  thus  receives  its  working  fluid  in  the  state 
of  flame,  at  a  pressure  equal  to,  but  never  greater  than,  the 
pressure  of  compression.  At  the  proper  time,  the  valve  between 
the  motor  and  the  receiver  is  shut,  and  the  piston  expands  the 
ignited  gases  till  it  reaches  the  end  of  its  stroke,  when  the  exhaust 
valve  is  opened,  and  the  return  expels  the  burned  gases. 

The  ignition  here  does  not  increase  the  pressure,  but  increases 
the  volume.  The  pump,  say,  puts  one  volume  or  cubic  foot  into 
the  receiver ;  the  flame  causes  it  to  expand  while  entering  the 
cylinder  to  two  cubic  feet.  It  does  the  work  of  two  cubic  feet  in 
the  motor  cylinder,  so  that,  though  there  is  no  increase  of  pres- 
sure, there  is  nevertheless  an  excess  of  power  over  that  spent  in 
compressing. 

In  the  flrst  type  of  engine  the  heat  is  given  to  the  working 
fluid  at  constant  volume,  in  the  second  type  the  heat  is  given  to 
the  working  fluid  at  constant  pressure  during  change  of  volume 

The  working  cycle  of  the  engine  consists  of  five  operations  : 

I.  Charging  the  pump  cylinder  with  gas  and  air  mixture. 

3.  Compressit^  the  charge  into  an  intermediate  receiver. 

3.  Admittii^  the  charge  to  the  motor  cylinder  in  the  state  of 
flame,  at  the  pressure  of  compression. 
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4.  Eitpanding  after  admission. 

5.  Expelling  the  burned  gases. 

To  carry  out  the  process  perfectly  the  following  conditions 
would  be  required. 

No  throttling  during  admission  of  the  charge  to  the  pump. 

No  healing  of  the  charge  as  it  enters  the  pump  from  the 
atmosphere. 

No  loss  of  the  heat  of  compression  to  the  pump  and  receiver 
walls. 

No  throttling  as  the  charge  enters  the  motor  cylinder  from  the 
receiver. 

No  loss  of  heat  by  the  flame  to  the  sides  of  the  motor  cylinder 
and  piston. 

And  last,  No  back  pressure  during  the  exhaust  stroke. 

The  exhaust  gases  also  must  be  completely  expelled  by  the 
motor  piston  ;  that  is,  the  motor  cylinder  should  have  no  clear- 
ance. 

The  requirements  of  this  type,  although  sufficiently  numerous 
and  exacting,  are  not  so  contradictory  among  themselves  as  in  the 
first. 

Although  every  engine  of  the  kind  yet  made  fails  to  fulfil  them, 
it  is  quite  possible  that  a  machine  very  closely  approximating  may 
be  yet  constructed. 

The  most  successful  engines  of  this  kind  have  been  Brayton's 
and  Simon's,  the  first  an  American  invention,  and  the  second 
an  English  adaptation  of  it.  Sir  C.  ^V.  Siemens  proposed  such 
an  engine  in  1861,  but  does  not  seem  to  have  been  successful  in 
carr>'ing  it  out.  In  i860  it  was  also  proposed  by  F.  Million,  but 
without  a  sufficient  understanding  of  the  mechanical  detail  neces- 
sary for  a  working  machine. 

Brayton's  engine  was  made  in  considerable  numbers  in  America, 
and  was  applied  by  him  to  drive  a  good-sized  launch,  petroleum 
being  used  as  the  fuel  instead  of  gas.  It  was  exhibited  at  the  Cen- 
tennial Exhibition  in  Philadelphia  ;  at  the  Paris  exhibition  of  1878 
by  Simon. 

The  thikd  type  is  ihe  best  kind  of  compression  engine  yet 
introduced  ;  by  far  the  largest  number  of  gas  engines  in  every  day 
use  throughout  the  world  are  made  in  accordance  with  its  require- 
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ments.  In  theory  it  is  mote  easily  understood  as  requiring  two 
cylinders,  compression  and  power. 

The  leading  idea,  compression  and  ignition  at  constant  volume, 
was  first  proposed  by  Barnett  in  1838,  then  by  Schmidt  in  more 
general  terms,  very  fully  by  Beau  de  Rochas  in  i860  and  also  by 
y.  Million  in  the  same  year.  Otto,  however,  was  the  first  to  suc- 
cessfully apply  it,  which  he  did  in  1876. 

The  compression  cylinder  may  be  supposed  to  take  in  the 
charge  of  gas  and  air  at  atmospheric  temperature  and  pressure  ; 
compress  it  into  a  receiver  from  which  the  motor  cylinder  is  sup- 
plied ;  the  motor  piston  to  take  in  its  chaise  from  the  reservoir  in 
a  compressed  state  ;  and  then  communication  to  be  cut  off  and 
the  compressed  charge  ignited. 

Here  ignition  is  supposed  to  occur  at  constant  volume,  that  is, 
the  whole  volume  of  mixture  is  first  introduced  and  then  fired  j 
the  pressure  therefore  increases.  The  power  is  obtained  by 
igniting  white  the  volume  remains  stationary  and  the  pressure  in- 
creases. 

Under  the  pressure  so  produced,  the  piston  completes  its 
stroke,  and  upon  the  return  stroke  the  products  of- the  combus- 
tion are  expelled 

In  this  case  the  working  cycle  of  the  engine  consists  of  six 
operations : 

1.  Charging  the  pump  cylinder  with  gas  and  air  mixture. 

2.  Compressing  the  charge  into  an  intermediate  receiver. 

3.  Admitting  the  charge  to  the  motor  cylinder  under  com- 
presiuon. 

4.  Igniting  the  mixture  after  admission  to  the  motor. 

5.  Expanding  the  hot  gases  after  ignition. 

6.  Expelling  the  burned  gases. 

To  carry  out  the  process  perfectly,  similar  conditions  are  neces- 
sary to  those  in  the  second  type.  But  the  conditions  are  more 
contradictory.  The  gases  entering  the  cylinder  under  pressure  must 
not  be  heated  by  its  walls  ;  no  heat  should  be  added  till  the  igni- 
tion ;  then,  after  ignition  the  gases  must  not  lose  heat  to  the 
cylinder— conditions  which  it  is  impossible  for  the  same  cylinder 
to  fulfil  simultaneously. 

In  the  engines  constructed  the  receiver  is  dispensed  with,  for 
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reasons  which  will  be  explained  in  discussing  the  practical  difficul- 
ties of  constniction  ;  bui  this  does  not  in  any  way  modify  the 
theory,  which  shall  first  be  discussed. 

The  most  considerably  used  engine  of  this  kind  is  the  Otto, 
next  to  it  coming  Clerk's  engine,  then  Robson's  by  the  Messrs. 
Tangye,  and  Andrews'  Stockport  compression  engine.  In  none 
of  these  types  does  any  part  of  the  working  cycle  require  either 
the  heating  or  the  cooling  of  the  working  fluid  by  the  relatively 
slow  processes  of  convection  and  conduction. 

Heating  is  accomplished  by  the  rapid  method  of  explosion  or, 
if  the  term  be  preferred,  combustion,  and  for  the  cooling  neces- 
sary in  all  heat  engines  is  substituted  the  complete  rejection  of 
the  working  fluid  with  the  heat  it  contains  and  its  replacement  by 
a  fresh  portion  taken  from  the  atmosphere  at  the  atmospheric 
temperature,  which  is  the  lower  limit  of  the  engines. 

This  is  the  reason  why  those  cycles  can  be  repeated  with 
almost  indefinite  rapidity,  and  why  gas  engines  can  be  run  at 
speeds  equal  to  steam  engines,  while  the  old  hot-air  engines  could 
not  be  run  fast,  because  of  the  very  slow  rate  at  which  air  could  be 
heated  and  cmoled  by  contact. 

There  still  remains  one  important  type  of  gas  engine  not 
included  in  this  classification  ;  in  it  part  of  the  efficiency  is  de- 
pendent on  cooling  by  contact,  and  consequently  only  a  slow  rate 
of  working  stroke  can  be  obtained.  It  is  the  kind  of  engine 
known  as  the  free  piston  or  atmospheric  gas  engine.  It  may  be 
regarded  as  a  modification  of  the  first  type.  The  first  part  of  its 
action  is  precisely  similar,  the  latter  part  differs  considerably. 

It  may  be  called  T^pe  One  A.  In  it  the  piston  moves  for- 
ward, taking  in  its  charge  of  gas  and  air  from  the  atmosphere  at 
the  atmospheric  pressure  and  temperature.  When  cut  off  it  is 
ignited  instantaneously,  the  volume  being  constant  and  the 
pressure  increasing ;  the  piston  is  not  connected  directly  to  the 
motor  shaft,  but  is  free  to  move  under  the  pressure  of  the  explo- 
sion, like  the  ball  in  a  cannon.  It  is  shot  forward  in  the  cylinder 
(whicb  is  made  purposely  very  long)  ;  the  energy  of  the  explosion 
gives  the  piston  velocity  ;  it  therefore  continues  to  move  con- 
siderably after  the  pressure  has  fallen  by  expansion  to  atmos- 
phere ;  a  partial  vacuum  forms  under  the  piston  till  its  whole 
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energy  of  motion  is  absotbed  in  doing  work  upon  the  exterior 
air.  It  then  stops,  and  the  external  pressure  causes  it  to  perfonn 
its  instroke,  during  which  a  clutch  arrangement  yokes  it  to  the 
motor  shaft,  giving  the  shaft  an  impulse.  The  explosion  is  made 
to  give  its  equivalent  in  work  upon  the  external  air,  in  forming  a 
vacuum  in  fact ;  the  vacuum  is  increased  by  the  cooling  of  the 
hot  gases  during  the  return  of  the  piston.  The  piston  proceeds 
completely  to  the  bottom  of  the  cylinder,  expelling  the  products 
of  combustion.  So  far  as  the  working  fluid  of  the  engine  is  con- 
cerned the  cycle  consists  of  five  operations  : 

I.  Charging  the  cylinder  with  explosive  mixture. 

3.  Exploding  the  charge. 

3.  Expanding  after  explosion. 

4.  Compressing  the  burned  gases  after  some  cooling. 

5.  Expelling  the  burned  gases. 

To  carry  it  out  perfectly,  in  addition  to  the  requirements  of  the 
first  type,  the  expansion  should  be  carried  far  enough  to  lower  the 
temperature  of  the  working  fluid  to  the  temperature  of  the  atmos- 
phere, and  the  compression  to  atmospheric  pressure  again  should 
be  conducted  at  that  temperature  ;  that  is,  the  compression  line 
should  be  an  isothermal. 

This  kind  of  engine  was  proposed  first  by  Barsanti  and  Mat- 
teucci  in  1854,  by  F.  H.  Wenham  in  1864,  and  then  by  Otto  and 
Langen  in  1866,  The  last  named  inventors  were  successful  in 
overcoming  the  practical  difficulties,  and  many  engines  were 
made  and  sold  by  them.  Their  engine,  although  cumbrous  and 
noisy,  was  a  good  and  economical  worker  ;  many  are  still  in  use. 
The  next  best  known  engine  of  the  kind  was  Gillies's,  of  which  a 
considerable  number  were  constructed  and  sold. 
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CHAPTER  III. 

THERMODYNAMICS   OF  THE  CAS   ENGINE. 

Beginminc  with  Professor  Rankine,  able  writers  have  so  fully 
treated  the  thermodynamics  of  the  air  engine  that  but  little  can 
be  added  to  the  knowledge  of  the  subject  now  in  existence.  The 
gas  engine  method  of  heating,  however,  introduces  limits  of 
temperature  so  extended  and  cycles  of  action  so  different  from 
those  possible  in  the  air  engine  proper,  that  something  remains  to 
be  done  in  applying  the  existing  data.  So  far  as  the  author  is 
aware,  this  has  been  previously  attempted  by  three  writers  only — 
Prof.  R.  Schottler,  Dr.  A.  Witz,  and  himself. 

Before  proceeding  with  the  special  consideration  of  the  sub- 
ject, it  is  advisable  for  the  sake  of  completeness  to  state  briefly 
the  general  laws.  In  doing  so  Rankine  will  be  followed  as  closely 
as  possible. 

Thermodynamics  Defined. 

'  It  is  a  matter  of  ordinar>'  observation  that  heat,  by  expanding 
bodies,  is  a  source  of  mechanical  energ)-,  and  conversely,  that 
mechanical  energ)-,  being  expended  either  in  compressing  bodies 
or  in  friction,  is  a  source  of  heat. 

'  The  reduction  of  the  laws  according  to  which  such  phenomena 
take  place  to  a  physical  theory  or  connected  system  of  principles 
constitutes  what  is  called  the  science  o(  thermodynamics,' 

First  Law  of  Thermodvnamics. 
Heat  and  mechanical  energj'  are  mutually  convertible,  and 
heat  requires  for  its  production,  and  produces  by  its  disappear- 
ance, mechanical  energy  in  the  proportion  of  1,390  footpounds 
for  each  centigrade  heat  unit,  a  heat  unit  being  the  amount  of 
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heat  necessary  to  heat  one  pound  weight  of  water  through  1°  C. 
This  is  Joule's  law,  having  been  first  determined  by  him  in  1843. 
It  holds  with  equal  truth  for  other  forms  of  ener^,  and  is  a 
general  statenient  of  the  great  truth,  that  in  the  universe,  enei^is 
as  incapable  of  creation  or  destruction  as  matter.  Energy  may 
thange  its  form  indefinitely  while  passing  from  a  higher  to  a 
lower  level,  but  it  can  neither  be  created  nor  destroyed.  The 
energy  of  outward  and  visible  movement  of  matter  may  be 
arrested  and  caused  to  disappear  as  movement  of  the  whole  mass 
in  one  direction,  but  its  equivalent  reappears  as  internal  move- 
ment or  agitation  of  the  particles  or  molecules  composing  the 
body.  Enerjiy  assumes  many  forms,  but  the  sum  of  all  remains 
a  constant  quantity,  incapable  of  change  of  quantity,  but  capable 
of  disappearing  in  one  form  and  reappearing  in  another. 

Second  Law  of  Thermodynamics. 

Although  heat  and  work  are  mutually  convertible  and  in 
definite  and  invariable  proportions,  yet  no  conceivable  heat 
^gine  is  able  to  convert  all  the  heat  given  to  it  into  work. 

Apart  altogether  from  practical  limitations,  a  certain  portion 
of  the  heat  must  be  passed  from  the  hot  body  to  the  cold  body  in 
order  that  the  remainder  may  assume  the  form  of  mechanical 
energy.  To  get  a  continuous  supply  of  mechanical  energy  from 
heat  depends  upon  getting  a  continuous  supply  of  hot  and  cold 
substances  :  it  is  by  the  alternate  expansion  and  contraction  of 
some  substance,  usually  steam  or  air,  that  heat  is  converted  into 
mechanical  energy, 

Perfect  heat  engines  are  ideal  conceptions  of  machines  which 
are  practically  impossible,  but  whose  operations  are  so  arranged 
that,  if  possible,  they  would  convert  the  greatest  conceivable 
proportion  of  the  heat  given  to  them  into  mechanical  work. 

E0cun<y. — The  efficiency  of  a  heat  engine  is  the  ratio  of  the 
heat  converted  into  mechanical  work  to  the  total  amount  of  heat 
which  enters  the  engine. 

In  this  work  the  word  Effidenty,  when  used  without  qualifica- 
tion, bears  this  meaning  only. 

The   efficicHcy  of  a  perfect  heat  engine  depends  upon  two 


byGOOQiC 


38  The  Gas  Engine 

things  alone  :  these  are,  the  temperature  of  the  source  of  heat  and 
the  temperature  of  the  source  of  cold  {allowing  the  expression). 
The  greater  the  difference  between  these  temperatures  (he  greatei 
the  efficiency.  That  is,  the  greater  will  be  the  proportion  of  the 
total  heat  converted  into  mechanical  energ)',  and  the  smaller  the 
proportion  of  the  total  heat  which  necessarily  passes  by  conduction 
from  the  hot  to  the  cold  body. 

Properties  of  Gases. — Gases  are  the  most  suitable  bodies  for 
use  in  heat  engines ;  they  are  almost  perfectly  elastic,  and  they  ex- 
pand largely  under  the  influence  of  heat 

A  gas  is  said  to  be  perfect  when  it  completely  obeys  two 
laws  : 

I.  Boyle's  law. 
z.  Charles's  law. 

Boyle's  Law. — Suppose  unit  volume  of  gas  to  be  contained  in 
a  cylinder  fitted  with  a  piston  which  is  perfectly  tight  at  unit 
pressure.  Suppose  the  temperature  to  be  kept  perfectly  constant. 
Then,  according  to  Boyle's  law,  however  [he  volume  may  be 
changed  by  moving  the  piston,  the  pressure  is  always  inversely 
proportional  to  volume,  that  is,  if  volume  becomes  two,  pressure 
becomes  one-half ;  volume  becomes  three,  pressure  becomes 
one -third. 

The  product  of  pressure  and  volume  is  always  constant. 

Denoting  pressure  by/,  and  volume  by  v, 

Boyle's  law  '\%,  pv  ^  constant. 

Charles's  Law. — If  a  gas  kept  at  constant  volume  is  heated, 
the  pressure  increases.  If  a  gas  is  kept  behind  a  piston  which 
moves  without  friction  so  that  the  pressure  upon  the  gas  is  alwaj's 
constant,  the  heat  applied  will  cause  it  to  expand. 

One  volume  of  gas  at  o°  C,  if  heated  through  t°C.  will  expand 
j^,  and  become  i  j|^  volume,  if  the  pressure  is  constant.  If  the 
rolume  is  constant,  then  its  pressure  will  increase  by  ^^l^,  that  is, 
its  pressure  will  become  ij-lj  of  the  original.  In  the  same  way 
if  cooled  1°  C.  below  o°  C,  it  will  contract  or  diminish  in  pressure 
by  ^Ij,  its  volume  or  pressure  becoming  ^^  of  what  it  is  at  CC. 

For  every  degree  of  heat  or  cold  above  or  below  o°  C.  a  perfect 
gas  expands  or  contracts  by  ^\-^  of  its  volume  al  o°  C. 
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From  this  it  is  evident  that  a  perfect  gas,  if  cooled  to  lyj"  C. 
below  0°  C,  will  have  neither  volume  nor  pressure. 

This  originally  gave  rise  to  the  conception  of  absolute  zero  of 
temperature.  The  absolute  temperature  of  a  body  is  ordinary 
temperature  Centigrade  +  273,  just  as  the  absolute  pressure  of  any 
gas  is  its  pressure  above  atmosphere  plus  atmospheric  pressure.  The 
absolute  temperature  of  a  body  is  its  temperature  above  Centigrade 
zero  +  273. 

The  pressure  or  volume  of  a  gas  is  therefore  directly  propor- 
tional to  its  absolute  temperature. 

If  ^=pressure  for  absolute  temperature  t,  and  /'  pressure  for 
/'  temperature,  also  absolute, 

then        ^-,=^, 
or  if  If  be  the  volume  at  absolute  temperature  /  and  w'  at  /', 

*«     ^  -  ?,. 

The  Second  taw  {quantitative). — If  heat  be  supplied  to  a  perfect 
heat  engine  at  the  absolute  temperature  t',  and  the  absolute  tem- 
perature of  the  source  of  cold  is  T,  then  the  efficiency  of  that 
engine  is,  denoting  it  by  e. 


It  is  unity  minus  the  lower  temperature  divided  by  the  upper 
temperature.    The  efficiency  is  greater  or  less  as  the  fraction    — , 

is  less  or  greater.  This  fraction  may  be  diminished  either  by 
reducing  t  or  by  increasing  t'.  The  lowest  available  temperature 
is  not  capable  of  great  variation,  being  in  our  climate  about  290" 
absolute.  It  therefore  follows  that  efficiency  could  only  be  in- 
creased by  increasing  t'- 

Suppose  T=29o'  absolute  and  t'=58o°  absolute. 
Then        E  =  I  -  M  =  •  -  i  =  o-5- 

Suppose  T=29o°,  and  t'  =  i45o°,  a  tempeiatuie  c 
gas  engines,  then 

E=i-^,»„=i  -i  =  o-8. 
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The  efficiency  increases  with  increase  of  the  maximum  tempe- 
rature. The  second  law,  in  its  quantitative  fomi,  is  the  statement 
of  the  efficiency  of  any  perfect  heat  engine  in  terms  of  absolute 
temperatures  of  the  souice  of  heat  and  the  source  of  cold. 

Thermal  Lines.— \i  a  volume  of  air  is  contained  in  a  cylinder 
having  a  piston  and  fitted  with  an  indicator,  the  piston,  if  moved 
Lo  and  fro,  wilt  alternately  compress  and  expand  the  air,  and  the 
indicator  pencil  will  trace  a  line  or  lines  upon  the  card,  which  lines 
register  the  charge  of  pressure  and  volume  occurring  in  the  cylinder. 
If  the  piston  is  perfectly  free  from  leakage,  and  it  be  supposed  that 
the  temperature  of  the  air  is  kept  quite  constant,  then  the  line  so 
traced  is  called  an  Isothermal  line,  and  the  pressure  at  any  point 
when  multiplied  by  the  volume  is  a  constant  according  to  Boyle's 
law, 

pji  =  a  constant. 
If,  however,  the  piston  is  moved  in  very  rapidly,  the  air  will  not 
remain  at  constant  temperature,  but  the  temperature  will  increase 
because  work  has  been  done  upon  the  air,  and  the  heat  has  no 


Fig.  lo. 

time  to  escape  by  conduction.  If  no. heat  whatever  is  lost  by  any 
cause,  the  line  will  be  traced  over  and  over  again  by  the  indicator 
pencil,  the  cooling  by  expansion  doing  work  precisely  equalling 
the  heating  by  compression.  This  is  the  line  of  no  transmission 
of  heat,  therefore,  known  as  Adia&atic.     Fig.  lo  shows  these  two 
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lines  for  air  starting  from  atmospheric  pressure  and  tempera- 
ture. 

The  pressures  at  different  points  of  the  curve  are  related  by  the 
equation 

pv''  =  constant 

The  pressure  when  multiplied  by  the  volume  raised  to  the  y  power 
is  always  constant. 

The  powers  is  the  ratio  between  the  specific  heat  of  the  air  at 
constant  pressure  and  its  specific  heat  at  constant  volume.  Ac- 
cording to  Rankine 

y  ■=  \  "408  for  air. 

Imperfect  Heat  Engines. — For  a  complete  description  of  the 
working  cycle  of  perfect  heat  engines,  the  reader  is  referred  to 
works  upon  the  steam  engine,  which  contain  the  fullest  possible 
details  both  of  reasoning  and  results. 

The  working  cycles  of  practicable  heat  engines  are  always  im- 
perfect, that  is,  the  operations  are  such  that,  although  perfecdy 
carried  out,  the  maximum  efficiency  possible  by  the  second  law  of 
thermodynamics  could  not  be  attained  by  them.  Each  cycle  has 
a  maximum  efficiency  pecuhar  to  itself,  which  is  invariably  less 
than  — ^^  ,  but  which  does  not  necessarily  vary  with  T'  and  T. 

It  does  not  always  follow  that  increase  of  the  higher  tempera- 
ture causes  increase  of  efficiency ;  conversely,  it  does  not  always 
follow  that  diminution  of  the  upper  temperature  causes  diminution 
of  efficiency.  Under  some  circumstances,  indeed,  the  opposite 
effect  is  produced— increase  of  the  upper  temperature  diminishes 
efficiency,  while  its  diminution  increases  it,  of  course  within  certain 
limits. 

All  the  gas  engine  cycles  described  in  the  previous  chapter  are 
imperfect  in  this  sense,  but  all  are  practicable.  It  follows  that  if 
any  one  of  them  gives  a  higher  efficiency  than  another  in  theory, 
it  will  also  do  so  in  practice,  provided  the  practical  losses  do  not  in- 
crease with  improved  theory. 

It  is  necessary  before  discussing  the  practical  losses  to  see  how 
the  cycles  compare  with  each  other,  if  each  be  perfectly  carried 
out  The  results  obtained  can  then  be  modified  by  examination 
of  the  way  in  which  unavoidable  practical  losses  affect  each  cycle. 
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EpnciENCY   FORMIIL,*. 


If  H  is  the  quantity  of  heat  given  to  an  engine,  and  H'  the 
amount  of  heat  discharged  by  it  after  performing  work,  then,  the 
portion  which  has  disappeared  in  perfonning  work  is  H  —  H', 
supposing  no  loss  of  heat  by  conduction  or  other  cause,. and  the 
efficiency  of  the  engine  is 


Type  I. — A  perfect  indicator  dii^ram  of  an  engine  of  this  kind 
is  shown  at  fig.  1 1 :  the  line  a  ^  ^  is  the  atmospheric  line,  represent- 
ing volume  swept  by  the  piston,  the  line  ad'\%  the  line  of  pressures. 
From  o  to  i  the  piston  moves  forward,  taking  in  its  charge,  at 
atmospheric  temperature  and  pressure;  at  b  communication  is  in- 
stantaneously cut  off,  and  heat  instantaneously  supplied,  raising 
the  temperature  to  the  maximum,  before  the  movement  of  the  pis- 
ton has  time  to  change  the  volume.  From  e,  the  point  of  maxi- 
mum temperature  and  pressure,  the  gases  expand  without  loss  of 
heat,  the  temperature  only  falling  by  reason  of  work  performed 
till  the  pressure  again  reaches  atmosphere.  The  curve  «  c  is 
therefore  adiabatic     In  all  cases  let 

/  be  the  initial  temperature  of  the  air  In  absolute  degrees  Centi- 
grade. 

T  the  absolute  temperature  after  explosion  or  heating. 

t'  the  absolute  temperature  of  the  gases  after  adiabatic  ex- 
pansion. 

/  the  atmospheric  pressure. 

Po  the  absolute  pressure  of  the  explosion. 

V,  the  volume  at  atmospheric  temperature  and  pressure. 

»  the  volume  at  the  termination  of  adiabatic  expansion. 

In  the  particular  case  of  diagram  fig.  ii,  where  the  expansion 
is  continued  to  the  atmospheric  line,  the  formula  expressing  the 
efficiency  is  very  simple.  Calling  k...  the  specific  heat  of  air  at 
constant  volume,  and  k,  the  sp.  heat  at  constant  pressure,  then 
the  heat  supplied  to  the  engine  is 

H  =  K^(T-/), 
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and  the  heat  discharged  from  it  is 


h'  = 

"/ 

T'- 

t): 

therefore  efficiency  is 

K.(T- 

Jl 

ZLi«_ 

T'-O 

therefore  e=i-_v(^^ ')■  (i) 

It  is  evident  that  for  every  value  of  T  there  is  a  corresponding 
value  of  t',  which  increases  with  the  increase  of  T.  If  t'  is 
known  in  terms  of  t,  then  the  calculation  of  efficiency  is  very 
rapid,  as  all  that  is  required  is  a  knowledge  of  the  maximum 
temperature  of  the  explosion  to  calculate  the  efficiency  of  an 
engine  using  that  maximum  temperature,  and  perfectly  fulfilling 
this  cycle. 

For  any  adiabatic  curve,  the  pressure  multiplied  by  volume 
which  has  been  raised  to  the  ^h  power  is  a  constant;  there- 
fore 

p,  v/  =sp,v'  (seediagram,  fig.  ii),  (a) 

and  —=  ^  which,  as  jt=/fl  is  the  same  as  —  ; 


,%  in  equation  (a)  T  may  be  substituted  for  v„  t  for  /„  /  for  v„  and 
r'  for  V,  giving 


'(^)' 


In  most  engines  of  this  type  the  expansion  is  not  great  enough 
to  reduce  the  pressure  to  atmosphere  before  opening  the  exhaust 
valve  ;  it  is  therefore  necessary  to  give  formula  where  the  best 
condition  is  not  carried  out.  Fig.  12  is  a  diagrani  of  a  case  of 
this  kind. 

The  pressure  at  the  termination  of  the  stroke  has  fallen  lop„ 
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and  the  temperature  to  t'.  The  heat  supplied  to  the  engine  is 
the  same  as  in  the  Arst  case 

H  =  k^(t-/). 
The  heat  discharged  by  it  cannot  be  so  simply  expressed. 
Suppose  the  hot  gases  at  the  pressure  /,  to  be  allowed  to  cool  by 
contact  with  the  sides  of  the  cylinder  at  constant  volume  till  the 
atmospheric  pressure/  is  reached,  then  the  temperature 

or  in  terms  of  volume  and  t  /'=-/■, 

and  the  heat  lost  is  k,  (t'  —  /■ ). 

The  heat  to  be  still  abstracted  before  the  air  returns  to  its 
original  condition  at  /,  and  pressure/  is 

«,(''-')■ 

Total  heat  discharged  by  exhaust,  therefore, 

h'  =  K„(T'  -  /'  )  +  K,(/'  -  t). 

The  efficiency  consequently  is 

p      _       K.(T  -  /)  -  {K,(t'  -  /■)  +  K^(^'  -  /)} 
^ *:.(T-/) 

=     ■       (T'  -  ?')  +  yjf-  -  I)  . 

T   -   t  ^^' 

In  this  case  there  is  no  fixed  relationship  between  T  the  tempera- 
ture of  the  explosion,  and  t'  the  temperature  of  the  gases  at  the 
termination  of  adiabatic  expansion.  As  the  expansion  is  more  or 
less  complete,  so  docs  t  and  t'  change.  In  no  case,  however, 
can  the  efficiency  be  so  great  as  that  in  the  first  case. 

Type  2. — A  perfect  indicated  diagram  of  an  engine  of  this  type 
is  shown  at  fig.  13.  Although  the  cycle  requires  two  cylinders, 
producing  two  diagrams,  they  are  better  compared  when  super- 
posed. The  whole  diagram  may  be  supposed  to  come  from  the 
motor  cylinder,  the  shaded  portion  of  it  representing  the  available 
worlt  of  the  cycle,  and  the  unshaded  part,  the  part  done  by  the 
compressing  pump.  The  atmospheric  line  is  a  be.  The  pump 
volume  is  a  A,  the  motor  volume  is  o<r.  The  pump  takes  in  the 
volume  a  A  at  atmospheric  pressure;  it  compresses  it  into  an 
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intermediate  receiver,  the  compression  line  (adiabattc)  is  bf, 
passing  into  receiver,  line  fe.  From  the  receiver  it  enters  the 
cylinder  at  the  constant  pressure  of  compression  on  the  line  tfg, 
supply  of  heat  cut  off  at  g.  Then  expansion  (adiabatic)  to  the 
point  c  atmospheric  pressure.  The  part  i/gc  is  the  part  avail- 
able for  work,  the  part  i/ea  representing  the  work  of  Ihe  com- 
pressing pump,  which  is  deducted  from  the  total  motor  cylinder, 
diagram  d^^f. 

The  total  volume  of  air  passed  through  the  pump  is  r„  volume 
swept  by  motor  cylinder,  v.  So  far  as  the  heat  operations  are 
concerned,  the  part  of  the  diagram  to  volume  v^  may  be  disre- 
garded ;  it  represents  the  pressing  of  the  compressed  chaise  into 
the  reservoir  after  reaching  the  maximum  pressure  of  compression 
(it  is  called  ;>,  because  it  is  volume  of  compression).  The  admis- 
sion to  the  motor  cyhnder  is  identical,  so  that  work  done  in  pump 
in  that  part  equals  work  done  upon  the  motor  piston. 

In  addition  to  the  letters  used  in  type  i, 
V,  is  volume  of  compression. 
V,  volume  at  point  g  on  diagram. 
/,  is  pressure  of  compression. 
/,  is  temperature  of  compression. 

The  temperature,  volume,  and  pressure  letters  are  figured 
below  the  diagram  to  make  matters  clear.  Compression  is  carried 
on  from  volume  v,  at  atmospheric  pressure  and  temperature  to 
volume  ?',  at  pressure  /,  and  temperature  t^  the  curve  being 
adiabatic. 

After  compression,  heat  is  added  without  allowing  the  pres- 
sure to  increase,  but  the  piston  moves  out  till  the  maximum  tem- 
perature T  is  attained,  and  the  supply  of  heat  being  completely  cut 
off,  adiabatic  expansion  follows  till  the  atmospheric  pressure  is 
reached  ;  the  exhaust  valve  is  then  opened,  and  the  hot  gases  dis- 
charged. 

It  is  evident  that  as  the  pressure  is  constant,  while  heat  is 
being  given,  the  amount  of  heat  given  to  the  engine  in  all  is 

H  =  K,  (t  -  /,), 
^d  the  heat  discharged  from  it  is  also  at  constant  pressure, 
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The  efficiency  is  therefore 

r_K,(T->,)-ii,(Ti-0 

=  '-T-,f  (4) 

The  compression  and  expansion  curves  being  adiabatic, 
Compression  p,  vf  =  /  v/, 
Expansion /^  r/  ^jiji^-, 

BO  that  H  =  ^  (a) 

and  ^'^  =  -',  also  ''  =  -?^  ■ 

j^         T  T'         T' 

Substituting  in  equation  (a) 

'l  =  L 

T        T'' 

and '-'  =  -'. 

T         I. 

As  the  efficiency  is 

t'-/ 

it  may  be  either  =  i  —  -  or  =  i  —  (5) 

That  is,  when  expansion  is  carried  to  the  same  pressure  as  existed 
before  compression,  the  efficiencj-  depends  upon  the  compression 
%lone,  /  being  the  temperature  before  compression,  and  C,  the  tem- 
perature of  compression.    The  efficiency  being  i  —  -,  the  greater 

the  temperature  I,  the  less  is  the  fraction  -,  and  the  more  nearly 

does  F.  approach  unity. 

In  most  working  engines  of  this  kind,  the  expansion  is  not 
continued  long  enough  to  make  the  pressure  after  expanding  (all 
to  atmosphere  ;  so  that  the  efficiency  is  never  so  great,  as  when  that 
is  done,  a  greater  portion  of  the  heat  is  discharged  than  need  be. 
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The  modification  of  the  fOTmulfe  is  precisely  as  in  type  1  for 
similar  circumstances.  A  diagram  of  the  kind  is  shown  at  fig.  14. 
The  temperature  /'  is  found  as  before  : 

The  heat  supplied  to  the  cycle  is  as  before  : 

and  the  heat  discharged  is 

H'  =  K,  (t"  -  /')  +  K,  (/'  -  /). 

The  efficiency  is 

i(T'  -/')  +  (/'-<) 

.=  .-^ -_-,_ (6) 

Although  there  is  no  fixed  proportion  between  the  efficiency  and 
the  temperature  of  adiabatic  compression,  it  is  evident  that  E  in- 
creases with  increase  of  t^ 

Type  3. — A  perfect  indicator  diagram  of  an  engine  of  this  type 
is  shown  at  tig.  15.  As  in  type  2,  the  diagrams  of  pump  and 
motor  are  combined,  the  whole  diagram  being  that  given  in  the 
motor  cylinder,  but  the  shaded  portion  only  represents  the  avail- 
able work.  The  atmospheric  line  \^  ab  c.  The  pump  volume  is 
ab,  the  motor  cylinder  volume  is  a  c.  The  pump  takes  in  the 
volume  a  ^  at  atmospheric  pressure,  compresses  it  on  the  adiabatic 
line  bf  and  into  a  receiver  on  the  line/f.  The  compressed  gases 
enter  the  motof  cylinder  on  the  line  gf,  heat  is  added  instantane- 
ously, and  the  pressure  rises  on  the  line  f  e.  Supply  of  heat  cut 
oflT  at  e  and  the  expansion  line  ec\%  adiabatic.  The  total  diagram 
in  the  motor  cylinder  is  a g / e e,  but  the  portion  agfb  is 
common  to  motor  and  pump ;  the  available  work  is  therefore 
bfe^. 

The  total  volume  of  air  passed  through  the  pump  is  v, ;  the 
volume  after  adiabatic  compression,  from  atmospheric  pressure  / 
and  temperature  t  to  pressure  of  compression /^  and  temperature 
t„  is  Vc.  Heat  is  supplied  at  constant  volume  v^  till  the  maximum 
temperature  of  the  explosion  t  is  attained.  The  piston  then 
expands  the  hot  gases  adiabatically  from  temperature  t  to  t> 
and  pressure  p,  to  pressure  /„  which  in  this  case  is  equal  to 
atmosphere. 
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The  heat  is  discharged  in  passing  from  volume  v  to  v,  at  con- 
stant pressure  of  atmosphere.  The  part  of  the  diagram  from 
volume  Vc  to  zero  may  be  disregarded  as  it  is  common  to  both 
pump  and  motor. 

The  heat  supplied  to  the  cycle  is 

H  =  K,  (T-O- 


/      "* 

s 

tai 

s,                fi                ??* 

1.1%.%%. 

ii-K<««<.S    I 


:*.    .1-    I 
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Heat  discharged 

H'  =  K,   (t'-/). 

The  efficiency  is 

K„(t  — i',)-K^(T'-/) 

""   "  Mt-/,) 

It  is  evident  that  for  any  maximum  temperature  T  and  com- 
pression temperature  /,  there  is  a  temperature  t'  at  which  the 
expansion  adiabatic  line  falls  to  atmosphere.  It  will  much  sim- 
plify subsequent  calculations  to  establish  the  relations  between  T, 
/„  /and-r'. 

p,j'/  =  p,v''  and  pfi?  =  />!•/  and  as  /,=/, 


i:=lsothat^=3 
I'*      '  A      ' 


t'  in  terms  of  t,  /^  and  /  is  therefore 

Although  this  Is  the  best  case  for  the  third  type  it  is  not  the 
one  commonly  occurring  in  practice  ;  no  engine  has  as  yet  been 
arranged  lo  expand  the  gases  after  explosion  to  the  atmospheric 
pressure. 

Fig.  i6  is  a  perfect  diagram  of  the  most  common  case,  namel)', 
when  the  expansion  is  carried  only  so  far  that  the  heat  is  dis- 
charged when  the  volume  is  the  same  as  that  existing  before  com- 
pression. The  formula  of  efficiency  is  exceedingly  simple,  and 
leads  to  a  very  apparent  and  nevertheless  somewhat  paradoxical 
result 

The  heat  supplied  to  the  cycle  is 

H  =  Kj,  (t  —  /,), 

and  the  heat  discharged  is 

h'  =  K,  (t'  -  /J, 
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because  the  volume  of  the  air  is  the  same  as  that  existing  before 
compression,  and  therefore  the  heat  necessary  to  bring  the  fluid 
back  to  its  original  state  can  be  abstracted  at  constant  volume. 


Fig.  1 6. 
Type  3.     Perfect  diagram.     ExpmiMon  to  same  vol.  as  before  compression. 

The  efficiency  is 


As  both  c 
change, 


k.{t-/,)-k,(tI 

-f) 

iabatic,  and  pass  thro 

ugh  the  sa 

(9) 
nne  volume 
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T    -  /t        T         C, 
The  efficiency  may  therefore  be  expressed 


■(r 


That  is,  the  efficiency  depends  upon  the  ratio  between  the 
initial  temperature  and  the  temperature  of  adiabatic  compression 
only.  T,  the  temperature  of  explosion,  may  be  any  value  greater 
than  /„  without  either  increasing  or  diminishing  the  efficiency. 
In  this  case 


There  is  still  another  case  of  this  type  of  cycle  to  be  con- 
sidered, when  the  expansion  is  continued  beyond  the  original 
volume  before  compression,  but  not  carried  far  enough  to  reach 
atmospheric  pressure.     Fig.  1 7  is  a  diagram  of  the  kind. 

The  heat  supplied  to  the  cycle  is  still 

H  =  K„  (T  -  0- 

The  heat  d'schai^ed  may  be  found  as  in  a  similar  case  with 
types  I  and  2. 

Toul  heat  discharged  is 

Hi  =  K,  (t'  -  /')    +   K,  (/•  -  /). 

The  efficiency  is 

_  K.(T-0-K(T'  -  f)  +  K,  (/'  -  /)} 

Here  then  is  no  constant  relationship  between  t'  and  t  ; 
the  value  of  the  cycle  lies  between  cases  ist  and  2nd..  The 
efficiency  is  less  than  in  the  first  case,  but  greater  than  in  the 
second. 

Type  I  A.— In  this  tj'pe  of  engine  the  efficiency  cannot  be 
stated  in  terms  of  temperature  directly  because  of  the  nature  of  the 
perfect  cycle. 
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The  expansion  line  is  adlabatic,  and  the  compression  line 
whereby  all  the  heat  is  discharged  is  isothermal.' 

Fig.  18  is  the  theoretical  diagram  of  such  an  engine.  The 
scale  is  altered  from  previous  diagrams  because  of  the  great  ex- 
pansion. 

There  is  no  compression  previous  to  the  addition  of  heat,  the 
heat  is  added  at  constant  volume  v„  which  is  the  volume  of  the 
charge.  The  pressure  rises  with  the  temperature  from  atmos- 
pheric pressure  /  and  temperature  t  to  maximum  pressure  p,  and 
temperature  t.  From  t  the  expansion  line  is  adiabatic,  and  is 
continued  far  enough  to  reduce  the  temperature  again  to  t.  The 
piston  then  returns,  compressing  the  gases  at  the  temperature  t  till 
the  original  volume  v,  and  pressure  p  are  attained. 

For  any  two  temperatures  /  and  t  there  is  evidently  a 
constant  relationship  between  the  avaibble  work  and  work  dis- 
charged as  heat.  As  in  expanding  from  h^hest  to  lowest  tem- 
perature the  temperature  falls  from  T  to  /,  the  whole  area  of 
the  diagram  iv,  v  t,  may  be,  taken  as  the  heat  supplied  to  the 
cycle. 

The  heat  rejected  is  discharged  at  constant  temperature  t,  and 
is  equivalent  to  the  area  7\vit. 

For  any  adiabatic  curve  the  area  Tv,  vi\% 

For  any  isothermal 

area7',w//= /»!',  Log.  t  y.  (13) 

The  efficiency  is  therefore — 

f=-,  <'■'■- f'l 

0.-i)6>P.Lo6..5.) 
_  , ^ "•''  (14) 

P.r.-f." 

'  In  Dr.  A.  Will's  able  work,  Sluda  lur  !ti  moliuri  i  gat  tetijiant,  he  falls 
Into  the  enor  of  supposing  bolh  pxpamltng  and  compression  lines  of  this  type  adi- 
atotic.  and  he  accoidhiglx  greatly  overestimates  theelHeiency  proper  to  it. 


byGOOQiC 


56  The  Gas  Engine 

but,  as  the  line  of  compression  discharging  heat  is  an  isotheimat, 
that  is,  the  temperature  is  kept  constant  at  /  during  compression 
from  the  lowest  pressure  to  atmosphere, 
fv,  =  p,v  (Boyle's  law). 
The  efficiency  may  therefore  be  written 

Ov -.)(/>.,  Ix«.. I) 

Cv-i)/Log..^ 

The  efficiency  can  therefore  be  given  entirely  in  terms  of  t  and  t : 
0-i)'Log..(j)'-^.  /I>>g..^ 

E  =  I- — ^^^  =1 -i.  (15) 

T  —  /  T  —  /  ^    ^' 

In  the  case  where  the  expansion  is  not  carried  far  enough  to 
-  bring  the  temperature  of  explosion  down  to  the  temperature  of  the 
atmosphere,  the  efficiency  can  be  found  by  using  the  formulae 
12  and  13  to  get  proportions  of  available  and  total  work,  and  then 
get  from  the  nature  of  the  compression  curve  the  total  heat  dis- 
charged. As  this  is  variable  it  will  be  better  to  study  it  from  a 
numerical  example  later  on. 

The  diagram  given  is  the  best  possible  for  this  kind  of  cycle. 

Efficiency  Formuue  for  the  Different  Tvpes. 
The  general  formulfe  for  efficiency  of  the  four  kinds  of  cycle 
are  as  follows. 

Type  i,  is(  Case: 

t"  -  / 

t'  in  terms  of  t  and  /; 


'(3)y 
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2nd  Case : 

E  «  I  -     <T'   -  /■)  +  ^  (/■  -  f) 


T  —  i 

(■7) 

Type  a,  ist  Case : 

'  =  '-m-- 

(18) 

a,so.=  .-     i. 

and  Case : 

i  (T>  -  /')  +  (/'  -  0 

^        '                       T-/, 

(■9) 

Type  3.  irf  C<m«  : 

'=— ?^,: 

(JO) 

T'  in  terms  of  T  and  / : 

T   —  /, 

also  E  =  I  —  — . 
3/1/  Case : 

E=I   -,  (t'    -  /*)  +  J'  {j"  ■ 
T  -  t. 

Type  i  A : 


E=, __W_  =  .__^.        (.3) 

Those  fonnulae  will  be  found  very  convenient  in  rapidly  calcu- 
lating the  theoretical  efficiency  for  any  kind  of  diagram,  but  they 
do  not  throw  much  light  upon  the  relative  advantage  of  the  differ- 
ent types.  In  type  i,  for  instance,  it  is  apparent  that  efficiency 
increases  with  increase  of  temperature  because  the  fraction     -^- 
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becomes  less  with  increase  of  t,  but  it  does  not  rapidly  become 
less  because  t'  also  increases  with  increase  of  t. 

In  type  z,  rst  case,  the  efficiency  is  quite  mdependent  of  t, 
and  is  dependent  only  on  the  ratio  between  /  and  t^  or  v^  and  v^. 
Increase  of  t  (maximum  temperature)  increases  the  available 
portion  of  the  engine  diagram,  and  therefore  the  average  pressure, 
but  without  altering  the  efficiency. 

Type  3.— With  this  type  it  is  easy  to  see  (ist  case)  that  the 
efficiency  is  greater  than  in  type  i,  but  only  a  numerical  example 
will  show  the  proportion. 

In  the  second  case  it  may  be  greater  or  less  than  in  type  r, 
depiending  altogether  on  the  amount  of  the  compression. 

To  obtain  a  clear  idea  of  the  relative  values  of  the  efficiencies, 
it  is  necessary  to  calculate  a  few  numerical  examples. 

Calculated  Examples  of  Efficiei«:y  of  the  Types. 

Numerical  Examples. — Using  air  as  the  working  fluid,  the 
value  of  7,  the  ratio  of  specific  heat  at  constant  volume  to  specific 
heat  at  constant  pressure  is  1*408. 

-«.=j.  =  ,-4o8. 

The  gaseous  mixture  used  in  a  gas  engine  differs  considerably 
from  pure  air  in  its  composition,  and  consequently  in  the  ratio 
between  specific  heat  at  constant  volume,  and  specific  heat  at  con- 
stant pressure,  but  it  is  advisable  in  the  first  place  to  consider  the 
cycle  as  using  air  pure  and  simple.  So  many  circumstances 
modify  the  theoretic  efficiency  in  actual  practice  that  they  can  be 
best  considered  after  studying  the  simpler  cases. 

The  temperature  1600°  C.  is  a  very  usual  one  in  the  cylinder 
of  a  gas  engine,  and  it  will  be  calculated  in  each  instance  as  the 
ma.\imum,  17°  C.  being  taken  as  atmospheric  temperature. 

A  similar  set  with  1000°  C  as  the  maximum  will  be  calcu- 
lated to  show  in  each  case  the  change  of  efficiency,  if  any,  with 
change  of  maximum  temperature. 

Type  1.— irf  Case.  The  expansion  is  continued  to  atmos- 
pheric pressure. 

Taking    T  =  1600"  C.  =  1873°  absolute. 
/  =      17"  C.  =     290'       „ 
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Then      t'  =  the  temperature  after  adiabatic  expansion  to 
atmospheric  pressure. 

.'  =  .(!)>         _  W 

t'  =  ago  I '  ?-3)"'^  =  1090°  absolute. 
\  290/ 
The  efficiency  is 

E=  I  ->- =  I  -  1-408  — ? ^  =0-39 

■'  T  -  /  '        1873  -  290 

E  =  D'29  with  maximuin  temperature  of  1600°  C. 
Taking  the  maximum  temperature  of  explosion  as  1000°  C 
T=  ^^3"=rooo=C 


190°  = 

S.5-. 

n" 

c 

8  '*9_- 
"73- 

290 

-  290 

= 

■23. 

E  =  ozj  with  maximum  temperature  of  explosion  as  iqoo"  C. 

In  this  cycle  ihe  efficiency  evidently  increases  with  increase  of 
the  temperature  of  the  explosion,  but  not  in  proportion  to  the 
increase  of  temperature  ;  a  change  of  maximum  temperature  from 
1000°  to  1600°  C.  only  causing  the  efficiency  to  rise  from  o'23 
to  o'29.  That  is,  at  the  first  temperature,  23  heat  units  out  of 
every  loo  given  to  the  cycle  will  be  converted  into  work, 
whil&  with  the  second  much  higher  temperature,  only  29  units  of 
100  will  be  converted  into  work. 

The  second  case  of  this  type  is  the  one  most  commonly  occur- 
ring in  practice.  The  cylinder  is  so  arranged  that  the  charge  is 
taken  in  for  half-stroke,  the  explosion  then  occurs,  and  the  piston 
completes  its  stroke,  expanding  the  heated  gases  from  one  volume 
to  two  volumes. 

In  Ihe  di£^am,  fig.  12,  suppose  volume  i'  to  be  equal  to 
3  7>„  and 

T  =  1873°  absolute. 


■'^(r 
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(?)'■ 


t'  =  1873  (-1      =  1411"  absolute. 

To  calculate  efficiency  /'  is  still  required ;  it  is,  in  terms  of 
volume  and  /, 

/'  =  -'/  5=  ^290  =  580°  absolute. 
The  efficiency  can  now  be  obtained  from  fonnula  (17). 

p-t_(T'-^')+.y(^'-0 

T  — / 

=  I      (Hti  -  58°)  +  1-408  (580 -'90) 

1873  -  290 

^  I  _  «3JL±J14|8_>11??  =  022  nearly 
1583  ' 

For  this  case  £  =  o'22, 

showing  the  effect  of  limiting  the  expansion  and  discharging  at  a 
pressure  above  atmosphere. 

Taking  the  same  ratio  of  expansion  and  the  lower  maximum 
temperature  of  rooo°  C. 

T=  1273°  absolute 

as  before,!'  =tI-J       =  1273  {-\      =  959"  absolute, 
and  /'  is  still  290  x  2  =  580°  absolute 
Therefore  e  =  o'2o. 

Here  the  diminution  of  efficiency  due  to  diminished  expan- 
sion is  not  so  great  as  in  the  first,  or  rather  the  higher,  tempera- 
ture, 

with  complete  expansion     1000°  C.  giving  o'23, 
„    limited  „  1000°  C.        „     o'2o ; 

with  the  higher  temperature  of  1600°  C, 

with  complete  expansion     1600°  C.  giving  o'ag, 
„     limited  „  1600°  C.      „      0-22. 

It  is  evident  from  these  results  that  where  the  amount  of  ex- 
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pansion  is  from  one  volume  to  two  volumes,  as  in  the  Lenoir  and 
Hugon  engines,  the  efficiency  does  not  substantially  improve  with 
increasing  temperature. 

TvPE  2. — \st  Case.  Where  the  expansion  is  carried  far  enough 
to  reduce  the  working  pressure  to  atmosphere,  the  efficiency  of 
this  kind  of  engine  is  quite  independent  of  the  temperature  of 
combustion.  This  is  shown  by  Professor  Rankine  '  in  his  work  on 
the  steam  engine.  Whether  the  heat  added  after  compression 
be  great  or  small  in  amount,  the  proportion  of  it  which  is  con- 
verted  into  work  is  stationary. 

The  compression  most  commonly  used  in  this  kind  of  engine 
is  60  lbs.  per  sq.  in.  above  atmosphere,  75  lbs.  per  sq.  in.  absolute, 
taking  the  atmospheric  pressure  as  15  lbs,  per  sq.  in. 

The  compression  is,  as  before  stated,  adiabatic ;  no  heat  is 
lost  or  gained.  The  temperature  rises  simply  because  of  work 
performed  upon  the  air. 

Let 
Atmospheric  temperature  and  pressure  (absolute)  t,p  =  290°  — 15 
Compression,        „  „  „        tapt^^  ~75 

(0 


(,=  J9o(t 


'(f)- 


=  462-5°  absolute, 


462-5  ^^ 

E  =  0-37- 
This  result  is  much  better  than  any  obtained  with  the  first 
type.  It  holds  equally  good  for  all  combustion  temperatures ; 
wkh  either  1000"  C.  or  reoo"  C,  the  efficiency  would  still  be 
0-37,  so  long  as  that  degree  of  compression  was  used.  With  a 
higher  compression  the  efficiency  increases;  100  lbs.  per  sq.  in. 
above  atmosphere  is  quite  a  workable  degree  of  compression.  It 
is  instructive  to  calculate  the  efficiency  with  this  pressure  : 

'  Tlu  SUam  Engine,  Prof.  Rankine,  p.  373,  Fomiiila  {jj. 
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t   =  290°  absolute. 

/  =    15  lbs.  per  sq.  in.  absolute. 


"("r~ 


:  524°  nearly. 


E=  I  —      i     =0-45. 

E  =  0-45. 

This  type  is  evidently  much  superior  to  the  first  type,  as  it  is 
capable  of  greatly  increased  eflSciency  by  the  mere  increase  of 
compression. 

In  the  engines  in  practice  expansion  has  not  been  carried  iar 
enough  to  give  the  reeults  calculated  above.  It  has  been  usual  to 
construct  the  engine  so  that  the  compression  pump  is  one-half  of 
the  volume  of  the  motor  cylinder,  that  is,  the  ratio  of  the  expan- 
sion is  from  one  volume  to  two  volumes  at  atmosphere.  Taking 
first  a  compression  of  60  lbs.  per  sq.  in.  above  atmosphere  with  this 
proportion  between  the  volumes  at  atmosphere,  and  the  highest 


temperature  as  1600°  C,  then  (diagram,  fig.  13) 

T  =  1873°  absolute 

/  =  290^        1. 

/,=  462-5°     - 

/'=  290  X  z  =  580. 

Before  getting  t'  it  is  necessary  to  get  the  volume 

>  at  the 

highest  temperature.     It  is 

a-d         .,=  ,,(A)i  =  . (11)^  =  0.3,8 

.•.,..  =  o„8l|2i  =  .,o 

id         T'  =  T0iy"'=  1873(1^)""=  1566' absolute. 
The  etSciency  can  now  be  found  by  formula  (19) 

_j("' -'')  +  ('■-')_       j(is66-58o)  +  (58o-a9o) 
~  T-/,  '~  i873  -  462^ 
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071  (086)  +  200 

=  I '—^ — ^     -  ^  =  1  —  070  =  0.30 

1410-5 

E  =  0-30. 

Here  the  insufficient  expansion  has  caused  theefficiency  possible 

from  the  compression  to  fall  from  o'37  to  0-30. 

Calculating  in  the  same  way  for  the  greater  compression  of 

100  lbs.  per  sq.  in.  above  atmosphere,  with  expansion  ratio  between 

compression  and  motor  cylinders  of  two,  it  is  found  that  the  result 

is  improved. 

Here  i',  =  0235  vol. 

and  Vf  =  0-841  vol. 

t'  =  T  (l>j  '""  =  1873  (~^)  °"  =  1318°  absolute 

T  =  1873= 


The  efficiency  is  therefore 
.  =  .      y<-'-'W-»__  ,_o-,.(.3.8-58o)+(58o-.W 

T-tr  1873—524 

1349  1349 

E  =  o-4a 
The  greater  compression  has  greatly  increased  the  efficiency 
while  leaving  the  proportion  of  the  two  cylinders  unaltered. 

Still  using  the  same  cylinders,  the  efficiency  with  compression 
of  60  lbs.  above  atmosphere  and  a  maximum  temperature  of 
iooo»  C,  is 

E  =  036  nearly, 
the  data  being 

t'  =    906"  T  =  1273= 

/I  =    580"  i   =    290' 

/,  =    462% 
volumes 
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Using  the  higher  compTession  loo  lbs.  above  atmosphere  with 
iooo°  C.  as  highest  temperature 

E  =  0-44. 


T'=      763* 

T   =1^3* 

/'  =       580° 

t    =     290° 

'.  =    S'4° 

Vol  :  v,=        \  V  =       2 

Vc=        0-235  »/=       o'57 

In  this  kind  of  engine  the  best  result  is  always  obtained  when 
the  expansion  is  carried  to  atmospheric  pressure.  The  necessary 
proportion  between  the  two  cylinders,  to  accomplish  this,  depends 
on  two  things  :  the  temperature  of  compression,  and  the  tempera- 
ture of  combustioa     The  ratio  between  the  cylinders  should  be 


With  a  temperature  of  compression  of  462°,   for  instance, 

and  a  maximum  of  1873°  absolute  \-]^  =  405)  the  volume  of 

the  motor  cylinder  would  require  to  be  405  times  that  of  the 
pump.     With  the  increased  compression  giving  534°  absolute 

(— iiss  3'S7}  ratio  of  motor  to  pump  3-57  to  i. 

With  the  lower  maximum  temperature  of  1273°  the  ratios  for 
the  two  compression  values  are 

Tfir  =  '"'S  -^-]-^  =  243  nearly. 

402  524 

These  figures  explain  why  the  efficiency  varies  so  much  with 
two  cylinders  of  ratio  i  to  2  with  change  of  maximum  temperature 
and  compression. 

Type  3. — 1st  Case.  In  this  case  expansion  is  carried  to  atmo- 
sphere. It  is  evident  from  the  formulae  that  efficiency  varies  to 
some  extent  with  maximum  temperature  of  the  explosion. 

Taking  first  a  maximum  temperature  of  1600*  C,  as  in  the  last 
type  calculated,  with  a  pressure  of  compression  60  lbs.  above 
atmosphere. 

The  data  are  as  follows : 

Temperatures  t  ^  1873°         /  =  290 

t^  =  462. 
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t'  in  tenns  of  t  and  /,  /,  is  {see  p.  57) 

T'   =   783"- 

The  efficiency  therefore 

^   T    -  /,  *  1873  -  462 

E  =  O'SI. 

With  compression  100  lbs.  above  atmosphere, 
',  =  524" 
and  t'  is  therefore  t'  =  290  /i_l'?Ji'^  =  716" 

and  E  =  I  -  1-408  545  -  ^^^ 

1873  -  524 
E  =  0-55. 
Taking,  next,  1000°  C.  as  the  highest  temperature,  first  with 
die  lower  compression,  and  after  with  the  higher  compression, 
with  60  lbs.  compression  t'  is  595°  absolute 
with  100  „  t'  is  545° 

E  =  0-47  at  60  lbs.,  E  =  0-52  at  100  lbs.,  with  1000°  C. 
In  this  case  the  efficiency  varies  both  with  the  maximum  tem- 
perature of  the  explosion  and  the  compression  temperature  previous 
to  explosion.     A  glance  at  the  numbers  placed  ti^ether  will  show 
dearly  the  relationship. 
Mbk.  temps,  it 


xnd  Case. — Here  the  expansion  after  explosion  is  not  carried 
on  far  enough  to  reduce  the  pressure  to  atmosphere.  It  terminates 
when  the  volume  is  the  same  as  existed  before  compression,  that  is, 
the  volume  swept  by  the  motor  piston  in  expanding  doing  work  is 
identical  with  that  swept  by  the  pump  piston  in  compressing  up  to 
maximum  pressure.  Pump  and  motor  are  equal  in  volume.  To  this 
case  of  type  3  belong  all  compression  engines  in  which  the  motor 
piston  compresses  its  charge  into  a  space  at  the  end  of  the  cylinder. 
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In  this  case,  as  in  case  r,  type  2,  the  theoretic  efficiency  of  the 
engine  is  quite  independent  of  the  maximum  temperature  of  the 
explosion.  So  long  as  the  volume  after  expansion  is  the  same  as 
that  before  compression,  it  does  not  matter  in  the  least  how  much 
heat  is  added  at  constant  volume  of  compression ;  whether  only  a 
few  degrees  rise  occurs  or  1000°  or  aooo",  it  is  all  the  same  so 
far  as  the  proportion  of  added  heat  converted  into  work  is  con- 
cerned. That  proportion  depends  solely  upon  the  amount  of 
compressioa 

For  60  lbs.  adiabatic  compression,  temperature  462°  absolute, 
theefliciency  is  o'37i  for  100  lbs.  above  atmosphere  it  is  0*45.  Given 

by  the  formula  E  =  i  —    —  .    (See  p.  57.) 

E  depends  absolutely  upon  the  temperature  of  the  atmosphere 
and  the  temperature  of  compression  /  and  /,.  If  the  relative 
volumes  of  space  swept  by  piston  and  compression  space  be  known, 
then  the  efficiency  can  be  at  once  calculated. 

yd  Case. — Here  the  expansion  is  carried  further  than  the 
original  volume  before  compression,  but  not  (ar  enough  to  reduce 
the  pressure  to  atmosphere.  Efficiency  is  always  less  than  in  the 
first  case  with  corresponding  temperature  of  explosion  and  compres- 
sion, but  greater  than  in  the  second  case.  It  is  found  by  the 
formula ; 

E-I  ^-,- 

/*  depends  on  the  relationship  between  the  volumes  v,  and  v  the 
volume  at  atmosphere  and  the  volume  of  discharge  after  expansion. 


t'  is  also  found  by  the  same  method  as  in  types  i  and  i.  It  is 
better  to  pwstpone  calculating  any  particular  case  of  this  at  present, 
as  no  engine  doing  this  has  yet  got  into  public  use,  and  it  can  be 
considered  further  on  in  discussing  the  effect  of  increased  expan- 
sion in  the  actual  engines. 

Type  I  A. — The  efficiency  of  this  type  of  heat  cycle  depends 
to  a  considerable  extent  upon  cooling  during  the  return  stroke  ; 
in  its  best  form,  cooling  at  the  lowest  temperature  during  isother- 
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ma]  compression,  it  cannot  be  carried  out  without  introducing  the 
ve^  disadvantages  with  which  the  hot-air  engine  was  saddled, 
namely,  a  dependence  upon  the  slow  convection  of  air  for  the 
discharge  of  the  heat  necessarily  rejected  from  the  cycle.  The 
rapid  performance  of  this  operation  is  impossible,  and  accordingly 
it  is  hardly  fair  to  compare  this  type  with  those  preceding  ;  they 
could  all  of  them  be  greatly  improved  in  theory  by  introducing 
greater  expansions  and  cooling  by  convection  at  the  lowest  tempe- 
rature, but  all  at  the  expei^se  of  rate  of  working.  'ITie  efficiency 
of  type  1  A,  will  be  found  to  be  high  ;  but  it  is  to  be  kept  con- 
stantly in  mind  that  the  penalty  of  slow  rate  of  work  was  fully 
exacted  in  the  practical  examples  of  the  kind  in  public  use.  They 
are  exceedingly  cumbrous,  and  give  but  a  trifling  power  in  com- 
parison with  their  bulk  and  weight.  The  efficiency  in  this  type  is 
dependent  upon  t  and  /  only. 

l> -.)/ Log..  0)  .---._         /Ix«..I 


/  =    290° 
290x1-865 

E  =  0-66. 
This  is  a  very  high  efficiency,  but  it  is  obtained  by  using  .1 
enormous  expansion, 

=  96-7  nearly. 


'W 


The  piston  must  move  through  nearly  100  times  the  original 
volume  of  the  charge  before  the  temperature  is  reduced  to  the 
temperature  existing  before  igniting ;  in  passing  back  to  unit 
volume  the  gases  must  be  supposed  to  keep  at  t  by  the  cooling 
effect  of  the  cylinder  walls. 

When  T  =  1000*'  C.  =  1273°  absolute, 

/=      17"  C.  =   290°       „ 
the  efficiency  is 

.  E  =  os6, 
and  the  expansion  required  is  not  so  great,  being  37-5  volumes. 
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The  actual  ratios  of  expansion  used  in  practice  have  not  ap- 
proached those  proportions,  and  will  be  considered  while  discuss- 
ing the  diagrams  taken  from  engines  of  this  type. 


Comparison  of  Results. 
The  two  maximum  temperatures  used,  1600°  C.  and  1000°  C, 
with  the  lowest  temperature,  17°  C,  give  in  a  perfect  heat-engine, 
efficiencies 

1600°  C.  =  085  nearly, 
.oo«»C.  =  o-7;     „ 
One  case  in  type  3  comes  nearer  to  a  perfect  heat-engine  than 
any  of  the  others.    To  compare  easily  the  following  table  will  be 
useful. 

Table  of  Theoretic  Efficienct. 


«„.,.„%■. 

EfSdeocT 

Typti. 

T™p.'     Preuur. 

Expanding  lo  auoo&phere 

1600' 

- 

O'ag 

1000° 

0-33 

Expanding  to  twice  volume 

eiisiing  before  igniiion 

f          looo" 

— 

— 

0'30 

Type^. 

— 

462» 

60  lbs. 

037 

534" 

100  Iba. 

«■« 

.     1600" 

461" 

60  lbs. 

030 

I      1600' 

5='4'' 

100  lbs. 

existing  before  compression 

1    "^^ 

463° 

60  lbs. 

0-36 

5^4° 

0'44 

Typ^i- 

1600° 

463" 

60  lbs. 

0-51 

1600° 

524°  ,   100  lbs. 

0-55 

45i°  1      60  lbs. 

0-47 

524°  1    100  lbs. 

052 

Expanding    to     the    same 

1 

volume  as  eiisied  before 

[       _      1 

461°       60  lbs. 

o'a? 

compressing 

534O  1   100  lbs. 

o'« 

Expandineiogrealervolume 

than  exisleS  t;efore  com- 

' Efficiencv  be(w« 

n  ist  and  and  case 

soflhistype  1 

pressing,  but  not  enough 
to  reach  atmosphere 

["     depending  on 

ratio  of  expansion 

Typi  I  A. 

Eipanding  from  max.  temp. 

i"^' 

oW 

LO  lowest  tenipetniure 

— 

056 
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Comparing  first  the  best  results  of  each  type,  it  is  evident  that 
type  I  is  the  Jeast  perfect  as  a  heat-engine,  giving  back  only  o'S9 
of  the  total  heat  entrusted  to  it  as  mechanical  work,  and  rejecting 
the  rest  of  the  heat  Type  2  is  distinctly  better,  giving  a  maximum 
eflSciency  of  0-45,  or  nearly  half  the  heat  converted  into  work. 

Type  I  A,  with  a  heat  conversion  of  066,  is  still  better. 

It  cannot  be  too  constantly  kept  in  mind  that  it  by  no  means 
follows  that  the  best  theoretic  efficiency  will  give  the  best  resuh  in 
practice.  If  gained  at  the  expense  of  great  volume  or  an  imprac- 
ticable process,  it  may  not  be  worth  so  much  as  a  worse  cycle 
where  small  volume  of  cylinder  and  an  easy  process  make  it  more 
easily  attainable.  Type  i  A  is  at  a  great  disadvantage  in  the 
matter  of  expansion  ;  it  requires,  as  has  been  shown,  expansion  of 
96-7  and  375  volumes  respectively,  so  great  that  it  is  practically 
out  of  comparison  as  a  workable  cycle  with  the  others.  The 
Other  cycles  vary  in  this  respect  also,  but  the  variation  will  fall 
under  the  consideration  of  mechanical  efficiency  at  a  later  stage. 
Type  1  A  is  so  much  out  that  it  was  necessary  to  mention  it  here. 

In  type  i,  the  efficiency  varies  with  the  temperature  of  explo- 
sion, especially  where  the  expansion  is  carried  to  atmosphere  ;  the 
difference,  however,  is  not  great,  a  very  large  increase  of  maximum 
temperature  but  slightly  increasing  the  efficiency,  1000°  C.  giving 
023,  and  1600°  C.  only  0-29,  of  heat  conversion.  When  the 
expansion  is  limited  to  twice  the  volume  at  the  moment  of  heat- 
ing, the  effect  of  increasing  temperature  in  increasing  the  efficiency 
is  almost  nil,  1000°  C.  giving  o'2o  efficiency,  and  1600°  C.  only 
o'i2  efficiency.  The  conclusion  to  be  drawn  from  the  fact  is  this  : 
in  engines  of  the  Lenoir  or  Hugon  kind,  with  limited  expansion, 
the  economy  is  not  increased  by  using  high  temperatures  ;  a  weak 
mixture  will  give  as  good  an  indicated  efficiency  as  a  strong  one. 

With  type  2,  the  maximum  efficiency  is  obtained  by  expand- 
ing to  atmospheric  pressure,  and  in  this  case  it  is  quite  independent 
of  the  temperature  of  combustion;  it  doesnot  matter  whether  a  great 
or  small  increase  of  temperature  occurs  at  the  pressure  of  compres- 
siot),  the  efficiency  remains  the  same.  That  is,  whether  much  heat 
be  added  or  little  heat,  the  proportion  converted  into  work  de- 
pends on  one  thing  only,  that  is,  the  amount  of  compression— the 
greater  the  compression  the  greater  the  efficiency  of  the  engine. 


byGOOQiC 


TO  The  Gas  Engine 

The  pressures  of  compression  which  have  been  calculated,  are 
pressures  which  have  been  used  for  the  kind  of  cycle  in  practice. 
The  only  limits  to  increasing  compression  are  the  practical  ones  of 
strength  of  engine  and  leakage  of  piston.  The  difference  between 
efficiency  at  60  lbs,  and  100  lbs.  compression  above  atmosphere  is 
considerable,  the  first  giving  e  =  0-37,  the  second  E  =  0-45. 

When  the  expansion  is  limited  to  twice  the  volume  existing 
before  compression  the  maximum  temperature  then  affects  the 
efficiency,  but  not  to  such  an  extent  as  the  compression. 

Type  3. — This  is  the  best  type  of  all  from  the  point  under  con- 
sideration. The  efficiency  in  the  best  form  of  it  varies  both  with 
maximum  temperature  and  pressure  of  compression.  At  1600°  C. 
maximum  temperature  and  compression  60  lbs.  per  square  inch 
above  atmosphere,  £  =  0-51.  At  the  same  maximum  tempera- 
ture but  the  higher  compression  of  100  lbs.  above  atmosphere,  it 
rises.  With  maximum  temperature  of  1000°  C.  for  these  two 
compression  pressures  the  efficiencies  are  e  =  0-47  and  e  ^  0-52. 
The  best  case  of  this  type  is  not  the  one  occurring  in  practice,  in 
foct  no  compression  engine  of  this  kind  has  ever  been  much 
which  expands  to  atmosphere.  Usually  expansion  is  only  carried 
to  the  same  volume  as  existed  before  compression,  and  there  the 
efficiency  is  quite  independent  of  the  maximum  temperature  ;  it 
is  determined  by  compression  solely  as  in  type  2. 

For  compression  60  lbs.  per  square  inch  above  atmosphere  it 
is  o'37,  and  for  100  lbs.  per  square  inch  above  atmosphere  it  is 
0-45,  the  difference  between  types  3  and  3  in  this  case  being, 
that  type  2  expands  its  woricing  fluid  at  the  pressure  of  compres- 
sion, which  remains  constant,  and  the  pressure  falls  to  the  pressure 
of  atmosphere  by  the  movement  of  the  piston  doing  work ;  in 
type  3  the  heat  is  added  to  the  working  fluid  at  constant  volume, 
pressure  increasing,  then  expansion  doing  work,  till  volume 
before  compression  is  attained.  The  one  acts  by  increase  of  the 
volume  of  the  working  fluid  by  heat,  the  other  by  increase  of 
pressure  of  the  working  fluid  by  heat.  The  one  engine  gives 
large  volumes,  low  pressures  ;  the  other  small  volumes,  high 
pressures. 

In  type  i  A,  the  change  of  volume  required  is  so  great  that  its 
efficiency  cannot  be  fairly  compared  with  the  others. 
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Conclustom. — ^The  best  cycle  for  great  efficiency,  excluding 
type  t  A,  is  produced  by  using  compression  in  the  manner  of 
type  3. 

In  any  cycle  with  any  definite  expansion,  increase  of  compression 
previous  to  heating  produces  increase  of  the  proportion  of  heat 
converted  into  work.  In  some  cases  of  compression  cycles,  increase 
of  the  highest  temperature  does  not  increase  the  dfidency; 
it  may  even  diminish  it 

There  are  cases  in  types  2  and  3  when  the  efficiency  is  quite 
independent  of  the  maximum  temperature,  depending  solely  on 
the  amount  of  compression  employed. 


byGOOQiC 


The  Gas  Engine 


CHAPTER  IV. 

THE  CAUSES   OF  LOSS   IN   GAS  ENGINES. 

In  catculating  the  efficiency  of  the  different  kinds  of  engines.  It 
has  been  assumed  that  the  conditions  pecuhar  to  each  cycle 
have  been  perfectly  complied  with.  In  actual  engines  this  is 
impossible  ;  it  is  therefore  necessary  to  discover  in  what  manner 
practice  fails  in  performing  the  operations  required  by  theory. 

The  actual  engines  differ  from  the  ideal  ones  in  several 
ways  : 

1.  The  working  fluid  loses  heat  to  the  walls  enclosing  it  after 
fts  temperature  has  been  raised  to  the  highest  point ; 

2.  The  working  fluid  often  gains  heat  when  entering  the 
cylinder  at  a  time  when  it  should  remain  at  the  lowest  tempera- 
ture; 

3.  The  supply  of  heat  is  never  added  instantaneously  as  is  re- 
quired in  some  types ; 

4.  The  working  fluid  does  not  behave  as  a  perfect  gas  ;  owing 
to  the  complex  phenomena  of  combustion,  to  some  extent  its 
physical  state  is  changed  during  the  addition  of  heat ; 

5.  The  admission,  transfer  and  expulsion  of  the  working  fluid 
are  not  accomplished  without  some  resistance,  wire-drawing  during 
admission,  back-pressure  during  exhaust. 

The  first  cause  of  loss  is  by  far  the  most  considerable  and  will 
be  considered  first 

Loss  OF  Heat  to  the  Cylinder  and  Piston. 

Although  this  is  the  most  considerable  source  of  loss  in  all 

gas  engines,  the  stock  of  information  in  existence  upon  the  subject 

is  quite  insufficient  to  justify  any  attempt  to  state  a  general  law. 

So  far  as  the  author  is  aware,  no  experiments  have  yet  been  made 
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to  determine  the  rate  at  which  a  mass  of  heated  air,  at  from  1000° 
to  1600°  C.  loses  heat  to  the  comjiaratively  cool  metal  surfaces 
which  enclose  it.  That  the  rate  of  (low  is  rapid  is  quite  evident. 
Otherwise,  it  would  be  impossible  to  raise  steam  with  the  relatively 
small  heating  surfaces  generally  used  in  boilers.  Before  ap|ilying 
the  efficiency  values  obtained  to  actual  practice  it  is  necessary  to 
know  at  what  rale  a  cubic  foot  of  air  at  about  1600°  C.  in  contact 
with  metal  walls  at  from  17°  C  to  100°  C.  will  lose  heat;  also  to 
know  how  that  rate  changes  with  change  of  temperature  and 
density.  Much  is  known  of  the  laws  of  cooling  at  lower  tem- 
peratures, but  little  positive  data  exist  for  temperatures  so  high 
as  those  occurring  in  the  gas  engine.  A  hot  gas  loses  heat  to  the 
colder  walls  enclosing  it  mainly  by  circulation  or  convectioa  The 
conductivity  of  gases  for  heat  is  very  slight,  and  unless  in  some 
way  a  large  surface  of  the  gas  is  exposed  to  the  cooling  surface, 
practically  no  heat  would  escape  from  the  working  fluid  in  the  short 
time  during  which  it  is  exposed  in  gas  engines.  Any  arrangement 
which  favours  or  hastens  convection  will  therefore  increase  loss  by 
increasing  the  extent  of  hot  gaseous  surface  exposed  to  the  walls. 
The  smaller  the  surface  to  which  a  given  volume  of  working  fluid 
is  exposed  the  less  heat  will  it  lose  in  a  given  time.  So  far  as 
loss  of  heat  is  concerned  then,  the  best  type  of  engine  is  that 
which  exposes  a  given  volume  of  working  fluid  to  the  smallest 
surface  in  performing  its  cycle.  Suppose  that  in  the  three  types 
the  pistons  move  at  the  same  velocity,  then  that  which  requires  to 
move  through  the  smallest  volume,  the  areas  of  the  pistons  being 
supposed  equal,  will  take  the  shortest  time  to  perform  its  cycle.  In 
the  first  engine  the  piston  moves  through  a"?  vols.,  with  the  hot  air 
filling  the  cylinder;  the  second,  through  3-7  vols.;  and  the  third, 
through  3-4  vols,  (see  diagrams  11,  13  and  15).  As  the  volumes 
are  proportional  to  the  time  taken  to  perform  each  cycle  the 
third  type  has  the  best  of  it,  the  time  of  exposure  of  the  hot 
working  fluid  being  the  least  ;  the  second  type  is  worse  than 
the  first.  There  is  still  another  circumstance  in  addition  to 
surface  exposed  and  time  of  exposure,  that  is,  the  average 
temperature  of  the  hot  gas  which  is  exposed.  If  the  average 
temperature  is  lower  in  one  type  than  in  another  during  ex- 
posure to  a  given   surface  for  a  certain  time,  then  obviously 
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less  heat  will  be  lost  in  the  one  than  in  the  other.  Comparing 
the  average  temperatures  it  is  found,  that  in  the  first  the  tempera- 
ture ranges  from  r6oo°C.  to  8i7''C. ;  in  thesecond  from  leoo'C 
to  901°  C.  ;  and  in  the  third  from  1600'  C,  to  510°  C.  The 
third  will  therefore  show  a  lower  average  temperature  than  the 
others.  Three  conditions  are  requisite  in  the  engine  which  is  to 
lose  the  minimum  of  heat  from  its  working  fluid  ; 
I.  In  performing  its  cycle  it  should  expose  a  given  volume  of 

its  working  fluid  to  the  least  possible  cooling  surface ; 
3.  It  should  expose  it  for  the  shortest  possible  time ; 
3.  The  average  temperature  during  the  time  of  exposure  should 

be  as  low  as  possible — 
which  conditions  are  best  fulfilled  by  the  third  type.  In  ad- 
dition to  its  advantage  in  theoretic  efficiency  it  possesses  the 
further  good  points  in  practice  of  proportionally  small  cooling 
surfaces,  short  time  of  exposure,  and  rapid  depression  of  tempera- 
ture due  to  work  done,  consequently  small  loss  of  heat  to  the 
cylinder  and  piston. 

The  diagrams,  figs.  11,  13  and  15,  have  beenselected  from  the 
others  belonging  to  each  type  because  the  pressures,  temperatures, 
and  relative  volumes  closely  correspond  with  those  which  would 
be  best  and  at  the  same  time  readily  practicable. 

The  flow  of  heat  really  occurring  in  the  gas  engine  cylinder 
will  be  discussed  when  the  actual  diagrams  come  under  considera- 
tion ;  meantime,  it  is  sufiicient  to  have  proved  that  the  third  type 
will  in  practice  give  results  more  closely  approaching  its  theory 
than  the  others.  If  in  each  case  a  constant  proportion  of  the 
heat  supplied  were  lost  to  the  cylinder  and  piston,  the  ratio  of  the 
efficiencies  would  remain  constant,  and  although  it  would  be  im- 
possible from  present  data  to  predict  the  actual  values,  yet 
the  relative  values  would  be  known. 

Gain  of  Heat  by  the  working  Fluid  when  entering 

THE  Engine. 

In  all  types  of  gas  engine  it  is  found  most  economical  to  keep 

the  motor  cjlinders  as  hot  as  possible ;  they  are  generally  worked 

at  a  temperature  close  upon  the  temperature  of  boiling  water. 

This  is  done  to  diminish  the  loss  of  heat  from  the  explosion.     It 
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follows  that  if  the  working  fluid  is  introduced  at  a  lower  temperature 
it  becomes  heated.  In  the  iirst  type,  the  charge  should  be  admitted 
and  remain  at  the  lowest  temperature  until  [he  moment  of  explosion, 
which  is  of  course  impossible  if  the  cylinder  is  at  ioo°  C.  As  the 
piston  itself  is  hotter  than  that,  it  may  be  supposed  that  the  charge 
is  heated  to  that  point.  - 

Taking  an  extreme  case  and  calculating  the  efTect  of  having 
an  absolute  temperature  of  390°  for  the  lower  limit,  It  will  be 
found  that  the  efliiciency  is  diminished.  In  case  i,  type  i,  where 
the  expansion  is  carried  to  atmosphere  with  a  maximum  tem- 
perature of  1875°  absolute  =  1600°  C.,  the  value  becomes  reduced 
toozj. 

Withamaximumtemperatuteofi273°aWsolute=  looo'C  the 
efficiency  is  o'i6. 

Ttpe  I. 


IqjiuJ  leoip.  of  wnrkini 

„„.... 

EfficLtncy 

039 
0-33 

i 

1600OC. 

1000=  c. 
1000' c 

Here  heating,  while  introducing  the  charge  will  always  cause 
diminution  in  efficiency,  the  proportion  of  loss  being  greater  with 
the  lower  maximum  temperature.  At  1600°  C.  the  loss  is  nearly 
one-fifth,  while  at  1000°  C.  it  is  close  upon  one-fourth. 

It  is  very  difficult  to  say  whether  it  is  better  to  work  with  the 
cylinder  hot  or  cold.  The  constructor  finds  himself  in  a  dilemma ; 
if  the  cylinder  is  kept  as  cold  as  the  surrounding  air,  then  the 
hot  gases  cool  more  rapidly.  If  he  keeps  the  cylinder  hot  to 
diminish  this,  the  efficiency  falls  also.  Experiment  alone  can 
decide  the  question. 

In  engines  of  type  z  it  is  a  usual  proceeding  to  leave  the 
compression  cylinder  entirely  without  water- jacketing,  under  the 
impression  that  heat  is  thereby  saved ;  the  temperature  consequently 
rises  to  very  nearly  that  of  compression,  and  the  entering  charge 
becomes  considerably  heated  before  compression.  This  is  especi- 
ally the  case  if  the  admission  area  is  small,  and  throttling  occurs ;  all 
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the  energy  of  velocity  of  the  entering  gas  becomes  transformed  into 
heat.  As  in  the  previous  case  the  charge  maybe  considered  to  rise 
to  117°  C.  before  compression. 

Where  expansion  is  carried  to  atmosphere  it  has  been  shown 
that  the  efficiency  is  quite  independent  of  the  maximum  tempera- 
ture, but  is  determined  by  one  circumstance  only— the  amount  of 
the  compression.     As 
F.  =  r  —  -  •  and  /  is  the  temperature  absolute  before  compressing 

't     II        II        ..        II  after 

and  as  ^  =  I  ^1  ~y,  it  follows  that  with  a  constant  ratio  between 

the  pressures  before  and  after  compression,  the  ratio  of  temperature 
before  and  after  compressmg  will  also  remain  constant ;  that  is, 
the  efficiency  is  not  in  any  way  affected  by  beating  the  working 
fluid,  provided  the  same  degree  of  compression  is  used.  Increase 
of  temperature  previous  to  compression  causes  a  proportional  in- 
crease of  temperature  after  compressing  without  in  any  way  disturb- 
ing the  ratio  between  them. 

This  is  an  important,  if  in  npiiearance  a  somewhat  paradoxical 
fact,  and  it  may  be  stated  in  another  way : 

If  an  engine  receives  all  its  supply  of  heat  at  one  pressure 
and  rejects  all  its  waste  heat  at  another  pressure,  after  falling 
from  the  higher  to  the  lower  pressure  by  expansion  doing  work, 
the  efliciency  is  constant  for  all  maximum  temperatures  of  the 
working  fluid. 

The  proportion  of  heat  converted  into  work  is  not  changed  in 
any  way  by  increasing  the  temperature  before  compressing,  and 
if  only  one  degree  of  heat  be  added  after  compressing,  the  same 
proportion  of  that  one  degree  is  converted  into  work,  as  would  be 
(lone  with  any  addition  of  heat  however  great. 

Where  the  expansion  is  not  continued  enough  to  reduce  the 
pressure  after  heating,  to  atmosphere,  as  in  the  cases  of  this  tj'pe 
which  occur  in  practice,  this  is  not  quite  true  ;  the  compression 
still  remains  the  most  ]X)werful  element  of  efficiency,  but  heating 
before  compression  produces  some  change,  just  as  increase  of 
temjjerature  after  compression  produces  change.  The  change  is 
•  See  p.  57. 
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not  great,  and  it  is  always  in  the  direction  of  improvement  with  a 
limited  expansion.  If  the  lower  temperature  /  is  increased,  the 
compression  temperature  i^  increases  in  proportion,  and  is  ac- 
cordingly nearer  the  maximum  temperature.  The  volume  increases 
less  on  heating,  so  that  the  effect  upon  efficiency  is  the  same  as  if 
the  expansion  had  been  increased  ;  the  terminal  pressure  will  more 
closely  approach  attnosphere,  and  therefore  come  nearer  to  the 
condition  of  maximum  efficiency. 

In  engines  of  type  3  the  compression  and  expansion  are  often 
performed  in  the  same  cylinder.  For  this  purpose  it  is  necessary 
to  leave  at  the  end  of  the  cylinder  a  space  into  which  the  charge 
is  to  be  compressed.  As  the  piston  does  not  enter  this  space,  a 
considerable  volume  of  exhaust  gases  remains  to  mix  with  the  fresh 
cold  charge.  Partly  from  this  and  partly  from  the  heating  effect 
of  the  cylinder  and  piston,  the  charge  becomes  considerably  heated 
before  compression.  The  temperature  of  200°  C.  is  not  unusual. 
Here  the  simplest  case  is  that  where  the  expansion  is  continued 
to  the  same  volume  as  existed  before  compression.  The  efficiency 
depends  solely  upon  the  amount  of  the  compression  ;  for  any 
given  degree  of  compression  it  is  constant,  whether  the  addition 
of  heat  at  constant  volume  after  compression  be  great  or  small. 

The  efficiency  is  e=i—     as  in  type  2  (see  p.  57);  and  the  two 

absolute  temperatures  vary  in  the  same  ratio,  that  is,  if  the  charge 
is  heated  before  compression,  the  temperature  after  compression  will 
be  increased  in  the  same  ratio.  The  two  temperatures  will  therefore 
bear  a  constant  ratio  to  each  other,  whatever  the  initial  temperature  * 
may  be,  provided  the  compression  is  constant.  Heating  the  charge 
before  compression  will  consequently  have  no  disturbing  effect  upon 
the  theoretical  efficiencj."  ^ 

Where  the  expansion  is  carried  to  atmosphere  the  case  is 
different.  The  dis^am  (fig.  r5)  may  be  considered  to  be  made  up 
of  two  parts  giving  two  different  efficiencies,  the  sum  of  which  in 
this  case  is  o'5i.  In  expanding  from  the  compression  volume  v. 
to  the  original  volume  v  (compression  75  lbs.  per  square  inch) 

*  It  is  here  necessary  lo  distinguish  between  theoretical  and  practical  efficiency. 
Healing  before  compres^on  diminishes  efficiency  in  practice  by  increasing  max- 
imum (emperacure,  and  thereTote  toss  of  heal. 
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the  total  etHciency  is  037,  and  from  that  volume  to  v  and  atmos- 
pheric pressure,  014.  The  latter  portion  still  obeys  the  same  law 
a!s  in  a  similar  case  of  type  i  ;  so  that  if  the  initial  temperature  at 
volume  V  be  supposed  117°  C.  it  will  lose  efficiency  in  a  similar 
way.  The  temperature  901°  C.  will  still  exist  at  that  point  of  the 
expanding  line,  so  that  it  may  be  taken  as  similar  to  the  case 
calculated'  on  p.  75,  where  1000°  C.  is  the  maximum.  The  loss 
of  efficiency  there  is  from  0-23  to  o'i6  for  an  initial  temperature 
of  117°  C,  which  makes  014,  become  nearly  oro.  The  total 
efficiency  would  therefore  be  047  instead  of  0-5  r  without  previous 
heating. 

Efficiency  diminishes  with  increased  temperature  of  working 
fluid  before  compressing,  if  the  expansion  is  carried  to  atmosphere, 
but  does  not  change  where  the  expansion  is  limited  to  the  initial 
volume. 

Other  causes  of  Loss. 

The  third,  fourth,  and  fifth  causes  of  loss  require  for  theii"  ex- 
amination a  comparison  of  the  actual  diagrams,  and  a  knowledge 
of  the  phenomena  of  explosion  and  combustion,  and  so  cannot  be 
discussed  at  this  stage. 
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CHAPTER  V. 

COMBUSTION   AND   EXPLOSION. 

In  the  preceding  chapters  the  gas  engine  has  been  -  considered 
simply  as  a  heat  engine  using  air  a.s  its  working  Auid  ;  it  has  been 
assumed  that  in  the  different  cycles,  the  engineer  is  able  to  give 
the  supply  of  heat  either  instantaneously,  or  slowly,  at  will  ;  and 
also  that  he  can  command  temperatures  so  high  as  1000°  C.  or 
1600°  C.  It  is  now  necessary  to  study  the  properties  of  gaseous 
explosive  mixtures  in' order  to  understand  how  far  these  assump- 
tions are  true. 

On  true  Explosive  Mixtures, 

When  an  inflammable  gas  is  mixed  with  oxygen  gas  in  certain 
proportions,  the  mixture  is  found  to  be  explc)sive :  a  flame  ap- 
proached to  even  a  small  volume  contained  in  a  vessel  open  to  the 
air  will  produce  a  sharp  detonation.  Variation  of  the  proportions 
will  cause  change  in  the  sharpness  6f  the  explosion.  There  is  a 
point  where  the  mixture  is  most  explosive  ;  at  that  point  the  in- 
flammable gas  and  the  oxygen  are  present  in  the  quantities 
requisite  for  complete  combination.  After  explosion  the  vessel 
will  contain  the  product  or  products  of  combustion  only,  no 
inflammable  gas  remaining  unconsumed,  or  oxygen  uncombined, 
both  having  quite  disappeared  in  forming  new  chemical  com- 
pounds. 

That  mixture  may  be  called  the  true  explosive  mixture. 

Definition. — When  an  inflammable  gas  is  mixed  with  oxygen 
in  the  proportion  required  for  the  complete  combination  of  both 
gases,  the  mixture  formed  is  the  true  explosive  mixture. 

If  the  chemical  formula  of  an  inflammable  gas  is  known,  the 
volume  of  oxygen  necessary  for  the  true  explosive  mixture  can 
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be  at  once  calculated.  Elementary  substances  combine  chemi  - 
cally  with  each  other  in  certain  weights  known  as  the  atomic  or 
combining  weights:  chemical  symbols  are  always  taken  as  repre- 
senting those  weights  of  the  elements  indicated.  In  dealing  with 
inflammable  gases  used  in  the  gas  engine  it  is  convenient  to 
remember  the  following  symbols  and  weights  :. 


In  entering  or  leaving  any  compound  the  elements  invariably 
enter  or  leave  in  weights  proportional  to  those  numbers  or 
multiples  of  them.  Thus  hydrogen  and  oxygen  combine  with 
each  other,  forming  water ;  the  formula  of  the  compound  is 
H,0,  meaning  that  i8  parts  by  weight  contain  i6  parts  of  O  and 
2  parts  of  H.  Similarly  when  carbon  combines  with  oxygen  two 
compounds  may  be  formed,  according  to  the  conditions,  carbonic 
oxide  or  carbonic  acid,  formulae  CO  and  COj,  the  former  containing 
in  28  parts  by  weight,  13  parts  of  carbon  and  16  parts  of  oxygen; 
the  latter  in  44  parts  by  weight  containing  12  parts  of  carbon  and 
31  parts  of  oxygen. 

The  formula  of  a  compound  therefore  not  only  indicates  its 
nature  qualitatively,  but  it  also  indicates  its  quantitative  composition. 

HjO  not  only  tells  the  nature  of  water,  but  it  represents  18 
parts  by  weight ;  CO  means  28  parts  by  weight  of  carbonic  oxide : 
COj  means  44  parts  by  weight  of  carbonic  acid.  The  numbers  18, 
28  and  44  are  know  as  the  molecular  weights  of  the  three  com- 
pounds in  question. 

When  dealing  with  gases  it  is  more  convenient  to  think  in 
volumes  than  in  weights.  It  is  easier,  for  instance,  to  measure  the 
proportions  of  explosive  mixtures  by  volume  and  to  say  this  mix- 
ture contains  one  cubic  inch,  one  cubic  foot  or  one  volume  of 
inflammablegastosomanycubic  inches,  feet  or  volumes  of  oxj-gen. 

Fortunately  there  exists  a  simple  relationship  between  the 
volumes  of  elementarj'  gases  and  their  combining  weights,  and 
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also  between  the  volumes  of  compounds  and  their  molecular 
weights. 

If  equal  volumes  of  the  elementary  gases  are  weighed,  under 
similar  conditions  of  temperature  and  pressure,  it  is  found  that 
their  weights  are  proportional  to  the  combining  weights.  Taking 
the  weight  of  the  hydrogen  as  i,  then  the  weights  of  equal 
volumes  of  nitrogen  and  oxygen  are  14  and  16  respectively.  If 
then  it  is  wished  to  make  a  mixture  of  hydrogen  and  oxygen  pases 
in  the  proportion  of  z  parts  by  weight  of  the  former  to  16  parts  by 
weight  of  the  latter,  it  is  only  necessary  to  take  »  vols.  H  and 

1  voL  0.     The  law  may  be  stated  in  two  ways,  as  follows  ; 

Taking  hydrogen  as  unity  the  specific  gravity  of  the  elementary 
gases  is  the  same  as  their  combining  weights  ;  or 

The  combining  volumes  of  the  elementary  gase.s  are  equal. 

Instead  of  troubling  to  weigh  out  portions  of  the  gases  it  is 
at  once  known  that  one  volume  of  nitrogen  weighs  14  parts,  the 
same  volume  of  hydrogen  weighing  one  part,  oxygen  16  parts,  and 
so  on  through  all  the  gaseous  elements,  under  the  same  tempera- 
tures and  pressures. 

Knowing  that  water  is  the  compound  formed  by  the  combus- 
tion of  hydrt^n  and  oxygen,  and  that  its  formula  is  HjO,  it  is  at 
once  apparent  that  the  true  explosive  mixture  of  these  gases  is 

2  vols.  H  and  i  vol.  O.  By  experiment  it  is  found  that  the  volume 
of  the  water  produced  is  less  (of  course  in  the  gaseous  state)  than 
the  volume  of  the  mixed  gases  before  combination. 

The  measurement  requires  to  be  made  at  a  temperature  high 
enough  to  keep  the  steam  formed  in  the  gaseous  state.  Measure 
a  vols.  H  and  1  vol.  0  into  a  strong  glass  vessel  heated  to  I'^o"  C. ; 
the  total  is  3  vols.  ;  fire  by  the  electric  spark  over  mercury.  It 
will  be  found  that  the  steam  formed  when  it  has  cooled  to  130°  C 
after  the  explosion,  measures  3  vols.  It  has  been  found  to  be 
true  for  all  gaseous  compounds,  that  however  many  volumes  of 
elementary  gases  combine  to  form  them  the  product  is  always  two 
volumes.  In  elementary  gases,  one  volume  always  contains  the 
combining  weight ;  in  compound  gases,  two  volumes  always  con- 
tain the  molecular  weight.  Compared  with  hydrogen,  therefore, 
the  specific  gravity  of  a  gaseous  compound  is  always  one-half  of 
the  molecular  weight. 
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As  before,  the  law  may  be  stated  in  two  ways  : 

Taking  hydrc^en  as  unity,  the  specific  gravity  of  a  compound 
gas  is  half  its  molecular  weight ;  or 

The  combining  volume  of  a  compound  gas  is  always  equal  to 
double  that  of  an  elementary  gas. 

These  laws  are  known  as  Gay-Lussac's  laws,  and  form  part  of 
the  very  basis  of  modem  chemistry. 

Using  them,  the  true  explosive  mixtures  by  volume  and  the 
volumes  of  the  products  of  the  combination  can  be  found  for  any 
gas  or  mixture  of  gases,  whether  elementary  or  compound. 

The  inflammable  compound  gases,  used  in  the  gas  engine, 
forming  some  of  the  constituents  of  coal  gas  are  : 

MoJeculur  voL 

Marsh  gas 
Edlvlenc 

Applying  Gay-Lussac's  laws,  the  oxygen  required  for  true 
explosive  mixtures  and  the  volumes  of  the  products  of  combus- 
lion  are  as  follows  for  all  the  inflammable  gases  used  in  the  gas 
engine  :  h,o        co. 

Smm.  Cubonic 
acid, 
avols.  hydn^en  (H)  require  i  voL  oxygen  (O)  forming   .        .    a  vols.  — 

a  vol;,  marsh  gas  (CH,)  require  4  vols,  oxygen  (O)  forming     .     4  vols.  a  vols, 

a  vols,  ethylene  (C.,Hj)  require  6  vols,  oxygen  (O)  forming       .     4  vols.  4  vols. 

a  vo's.  carbonic  oxide  (CO)  require  i  vol.  oxygen  (O)  forming         —  a  vols. 

a  vols,  leirylene  (CjHj)  require  la  vols,  oxygen  (O}  forming    .     8  vols.  8  vols. 

With  hydrogen  and  oxygen  3  volumes  before  combination 
become  2  volumes  after  combination.  CH4  and  O,  also  CjHj  and 
O,  the  volumes  of  the  products  of  combustion,  are  equal  to  the 
volumes  of  mixture.     With  carbonic  oxide  and  oxygen  3  volumes 

before  become  2  volumes  after  combinatioa 

On  Inflammability. 

Previous  to  1S17,  Sir  Humphry  Davy  made  the  admirable 
researches  which  led  him  to  the  invention  of  the  safety  lamp.  He 
then  made  experiments  upon  different  explosive  mixtures,  and 
found  that  under  certain  conditions  they  lost  the  capability  of 
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ignition  by  the  electric  spark.  True  explosive  mixtures,  he  ob- 
served, may  lose  inflammability  in  two  ways  ;  by  the  addition  of 
excess  of  either  ol  the  gases  or  of  any  inert  gas  such  as  nitrogen, 
and  by  raiefoction.  The  hydrogen  explosive  mixture,  if  reduced  to 
one- eighteenth  of  ordinary  atmospheric  pressure,  cannot  be  in- 
flamed by  the  spark.  Heated  to  dull  redness  at  this  pressure  it 
will  recover  its  inflammability  and  the  spark  will  cause  combination. 

One  volume  of  the  mixture  to  which  has  been  added  nine 
volumes  of  oxygen  is  uninflammable,  but  if  the  density  is  increased 
or  the  temperature  raised,  it  recovers  its  inflammability. 

Eight  volumes  of  hydrogen  added,  produces  the  same  effect  as 
the  nine  volumes  of  oxygen,  but  only  one  volume  of  marsh  gas 
or  half  a  volume  of  ethylene  is  required.  The  excess  which  destroys 
inflammability  varies  with  the  temperature,  increasing  with  increase 
of  temperature.  Heating  the  mixture  widens  the  range,  both  of 
dilution  with  excess  or  inert  gas  and  reduction  of  pressure. 

The  point  where  inflammability  ceases  by  diluting  is  very 
abrupt  and  sharply  defined.  The  author  has  found  that  a  coal 
gas  which  will  inflame  by  the  spark  in  a  mixture  of  i  gas  and 
14  air  will  not  inflame  with  15  of  air.  ]f  the  experiment  be  re- 
peated on  a  warmer  day  it  may  inflame  with  1 5  of  air,  but  will  not 
with  16  air.  As  the  proportion  is  fixed  for  any  given  temperature 
it  will  be  convenient  to  call  that  proportion  for  any  mixture  the 
'critical  proportion.'  Any  mixture  in  the  critical  proportion  be- 
comes inflammable  by  a  very  small  increase  of  temperature  or 
pressure.  The  exact  limits  of  dilution  temperature  and  pressure 
have  yet  to  be  discovered. 

Passing  from  any  true  explosive  mixture  by  dilution  to  the 
mixture  in  the  critical  proportion,  the  inflammability  slowly 
diminishes,  the  explosion  becoming  less  and  less  violent,  till  at  last 
no  report  whatever  is  produced,  and  the  progress  of  the  flame  (if 
a  glass  tube  is  used)  is  easily  followed  by  the  eye. 

In  his  great  work  on  gas  analysis,  Professor  Bunsen  confirms 
Davy's  observations  in  every  particular,  proving  loss  of  inflam- 
mability by  dilution  and  reduction  of  pressure  as  well  as  its 
restoration  by  heating,  increase  of  pressure  and  slight  addition  of 
the  inflammable  gas.  His  work,  however,  was  not  published  till 
1857- 
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On  the  Rate  of  Flame-Propagation. 

The  sharp  explosion  of  a  true  explosive  mixture  is  due  to  the 
very  rapid  rate  at  which  a  flame,  initiated  at  one  point,  travels 
through  the  entire  mass  and  thereby  causes  the  maximum  pressure 
to  be  rapidly  attained.  With  a  diluted  mixture  the  flame  travels 
more  slowly.  Dilution  therefore  ditr.inishes  Cxplosiveness  in  two 
ways— by  increasing  the  time  of  getting  the  highest  pressure  and 
also  by  diminishing  the  highest-  pressure  which  can  be  goL 
Professor  Bunsen's  experiments  are  the  earliest  attempts  to 
measure  the  velocity  of  flame  movement  in  explosive  mixtures. 
His  method  is  as  follows  : 

The  explosive  mixture  is  allowed  to  burn  from  a  fine  orifice  of 
known  diameter,  and  the  rate  of  the  current  of  the  issuing  gas 
carefully  regulated  by  diminishing  the  pressure  to  the  point  at 
which  the  flame  passes  back  through  the  orifice  and  inflames  the 
explosive  mixture  below  it.  This  passing  back  of  the  flame  occurs 
when  the  velocity  with  which  the  gaseous  mixtures  issue  from  the 
orifice  is  inappreciably  less  than  the  velocity  with  which  the  in- 
flammation of  the  upper  layers  of  burning  gas  is  propagated  to  the 
lower  and  unignited  layers.  Knowing  then  the  volume  of  mixture 
passing  through  the  orifice  and  its  diameter,  the  rate  of  flow  at 
the  moment  of  back  ignition  is  known.  It  is  identical  with  the  rate 
of  flame  propagation  through  the  mixture. 

Bunsen  made  determinations  for  the  true  explosive  mixtures 
of  hydrogen  and  carbonic  oxide. 

Velocity  of  Flaue  in  true  explosive  Mixtures.     (Bunsen.) 

Hydrogen  mixture  (a  vols.  H  and  i  vol.  O).  34  metres  per  sec 

Carbonic  oxide  mixture  (1  voL  CO  and  i  voL  O)  .       i  metre  per  sec  nearly. 

The  method  is  a  singularly  simple  and  beautiful  one  and 
answered  thoroughly  for  Professor  Bunsen's  purpose  at  the  time 
he  devised  it.  Several  objections,  however,  may  be  brought  against 
it.  The  mixture  in  issuing  from  the  jet  into  the  air  as  flame, 
becomes  mixed  to  some  extent  with  the  air  and  so  cools  down  ; 
the  metal  plate  also,  pierced  with  the  orifice,  exercises  a  great 
cooling  effect.  If  the  hole  were  made  small  enough  the  (lame 
rould  not  pass  back  at  all,  however  much  the  flow  is  reduced, 
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because  the  heat  would  be  conducted  away  so  rapidly  as  to 
extinguish  the  flame.  This  had  been  shown  by  Davy  in  1817 ; 
indeed  it  is  the  principle  of  the  safety  lamp.  These  causes  prob- 
ably make  Bunsen's  velocities  too  low.  MM.  Mallard  and  Le 
Chatelier  have  made  velocity  determmations  by  a  method  designed 
to  obviate  those  sources  of  error. 

The  explosive  mixture  is  contained  inalongtubeof  considerable 
diameter,  closed  at  one  end,  open  to  the  atmosphere  at  the  other. 
At  each  end  a  short  rubber  tube  terminates  in  a  cylindrical  space 
closed  by  a  flexible  -diaphragm.  A  light  style  is  fixed  upon  the 
diaphragms.  A  drum  revolves  close  to  each  style,  both  drums 
upon  the  same  shaft.  A  tuning  fork,  vibrating  while  the  experi- 
ment is  bemg  made,  traces  a  sinuous  line  upon  the  drum  and  so 
the  rate  of  revolution  is  known.  The  mixture  is  ignited  at  the 
open  end,  and  the  flame  in  passing  the  lateral  opening  leading  to 
the  first  diaphragm  ignites  the  mixture  there,  and  so  moves  the 
style  and  marks  the  drum;  the  arrival  of  the  flame  is  signalled  at 
the  other  end  in  the  same  way.  The  drums  revolving  together, 
the  distance  between  the  two  style  markings  measured  by  the 
vibration  marks  of  the  tuning  fork  gives  the  time  taken  by  the 
flame  to  move  between  the  two  points.  The  numbers  got  in  this 
way  are  the  rates  of  the  communication  of  the  flame  through  the 
mixture,  back  into  the  tube,  while  the  flame  can  freely  expand  to  the 
air;  when  both  ends  are  closed  the  velocity  is  much  greater.  Then, 
not  only  does  the  flame  spread  from  particle  to  particle  of  the 
explosive  mixture  at  the  rate  due  to  contact  of  the  inflamed  particles 
with  the  unin  flamed  ones,  but  the  expansion  produced  by  the  inflam- 
mation projects  the  flame  mechanically  into  the  other  part  and  so 
produces  an  ignition,  which  does  not  travel  atauniformrate,butata 
continually  accelerating  one.  In  the  same  way,  using  the  open  tube 
but  firing  at  the  closed  end,  the  expansion  of  the  first  portiori  adds 
to  the  apparent  velocity  of  propagation,  and  projects  the  last 
portion  of  the  mixture  into  the  atmosphere.  The  true  velocity  of 
the  propagation  is  the  rate  at  which  the  flame  proceeds  from  particle 
of  inflamed  mixture  to  uninflamed  particle  by  simple  contact  ;  the 
true  velocity  depends  upon  inflammability  alone,  the  rate  under 
other  conditions  depends  also  upon  heat  evolved,  and  therefore 
movement  due  to  expansion,  mechanical  disturbance  of  the  unig- 
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nited  by  the  projection  of  the  ignited  portion  into  its  midst.    These 
conditions  may  vary  much  ;  the  inflammability  remains  constant 

Mallard  and  Le  Chatelier's  results  for  the  true  velocity  of  pro- 
pagations are  : 

Velocity  of  Flame  in  tri;e  explosive  Mixtures. 
{.Mallard  and  U  Oultliir.) 


Bunsen's  rate  for  hydrogen  mixture  seems  to  have  been  too 
great,  and  for  carbonic  oxide  mixture  too  little.  The  rate  for  a  true 
and  very  explosive  mixture  such  as  hydrogen  is  liable  to  be  inac- 
curately determined,  as  temperature  variation  makes  a  great 
change,  and  it  is  difficult  even  with  Mallard  and  Le  Chatelier's 
method  to  obtain  concordant  experiments.  With  less  inflammable 
mixtures  the  difficulty  disappears.  As  true  explosive  mixtures  are 
never  used  in  the  gas  engine,  their  properties  concern  the  engineer 
only  as  a  preliminary  to  the  study  of  diluted  mixtures.  The  most 
explosive  mixture  which  can  be  made  with  air  contains  a  large 
volume  of  nitrogen  inevitably  present  as  diluent 

The  following  are  some  of  their  results  with  diluted  mixtures, 
which  are  stated  to  be  correct  within  lo  per  cent,  error  of  experi- 
ment : 
Velocity  of  Flame  in  diluted  Mixtures.     {Afallard  and  Le  CAatt/ier.) 

I  vol,  hydrogen  mi«ture  +  J  vol.  oxygen  .      17-3  hkIks, 

.,  +1  vol  oxygen       .  .10        .. 

,,  +  i  vol.  hydrogen   ...     18 

,.  ,»  +1  vol.  hydrogen    .  .      ii~9      ,» 

.,  .,  ■*  a  vols,  hydrogen  .  B'l       .. 

These  rates  show  that  the  true  explosive  mixture  of  hydrogen 
and  oxygen  when  diluted  with  its  own  volume  of  oxygen  falls  from 
20  metres  per  second  to  lo  metres,  that  is,  it  becomes  one-half 
as  inflammable  ;  when  its  own  volume  of  hydrogen  is  the  diluent, 
the  velocity  only  falls  to  1 1 -9  metres  per  second.  Hydrogen  there- 
fore has  less  effect  in  diminishing  inflammability  than  oxygen. 

Remembering  the  fact  that  the  atmosphere  contains  one-fifth 
of  its  volume  of  oxygen,  the  remaining  four-fifths  being  nearly  all 
nitrogen,  it  is  easy  to  get  the  proportions  for  the  strongest  explosive 
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mixture  possible  with  air.    Two  volumes  hydrogen  require  i  volutAe 
oxygen,  and  therefore  5  volumes  air.  The  strongest  possible  mixture 
nithair  is  two-sevenths  hydrogen,  five-sevenths  air.  The  following 
experiments  are  for  hydrogen  and  air  in  different  proportions  : 
Velocity  of  Flame  in  DtLUTEa  Mixtures.     {Mallard and  Lt  Chaltlirr.) 


1  voL  H  and  4  vols,  air       .  .     i 

I    , .    H  and  3  vols,  air       ■  -     9 

I    ..    H  and  3^  vols,  air     .  .     -- 

I    ..    H  and  If  vols,  air     .  .4 

I    ..    H  and  i|  vols,  air    .  .4 

1    ,.    H  and  i  voL  air  .    : 

I    .,    H  and  ^  vol.  air  •    : 

Very  strangely  the  velocity  is  greatest  when  there  is  an  excess  of 
hydrogen  present.  To  get  just  enough  of  oxygen  for  complete  burn- 
ing, I  volume  H  requires  z^  volumes  air,  which  would  be  naturally 
su[>posed  to  be  the  most  inflammable  mixture,  as  it  gives  out  the 
greatest  heat,  but  for  some  reason  it  is  not.  When  the  hydrogen 
is  increased  beyond  i  volume  H  to  i^  volumes  air  the  velocity 
again  falls  off.  A  determination  for  coal  gas  and  air  gave  1  volume 
gas,  5  volumes  air  a  velocity  of  toi  metres  per  second,  and 
I  volume  gas,  6  volumes  air  0285  metres  per  second.  With  coal 
gas  also  the  maximum  velocity  is  got  with  the  gas  slightly  in  excess. 
So  far,  these  rates  of  ignition  or  inflammation  are  measures  of 
inflammability,  and  are  the  rates  for  constant  pressure ;  the  rates  for 
constant  volume  are  very  different,  and  the  problem  is  a  more 
complex  one.  Inflaming  at  the  closed  end  of  the  tube,  they  found 
that  even  very  dilute  mixtures  gave  a  sharp  explosion,  and  in  the 
case  of  hydn^en  true  explosive  mixture,  the  velocity  became  1000 
metres  per  second  instead  of  zo.  With  hydrogen  and  air  300 
metres  per  second  were  obtained. 

MM.  Berthelot  and  Vieille  have  proved  that  under  certain  con 
ditions  even  greater  velocities  than  these  are  possible.  The  con- 
ditions, however,  are  abnormal,  and  the  generation  of  M.  Berthelot's 
explosive  wave  is  exceedingly  undesirable  in  a  gas  engine.  It  is 
generated  by  inflaming  a  considerable  portion  of  the  mixture  at 
once,  and  so  causing  the  transmission  of  a  shock  from  molecule 
to  molecule  of  the  uninflaraed  mixture:  this  shock  causes  an 
ignition  velocity  nearly  as  rapid  as  the  actual  mean  velocity  of 
movement  of  the  gaseous  molecules  at  the  high  temperatures  of 
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combustion.  The  ditFerence  between  this  almost  instantaneous 
detonation  and  the  ordinary  flame  propagation  may  be  compared 
to  similar  differences  in  the  explosion  of  gun  cotton  discovered 
by  Sir  Frederic  Abel.  Gun  cotton  lying  loosely,  and  open  to  the 
air,  will  bum  harmlessly  if  ignited  by  a  flarae;  indeed,  a  consider- 
able portion  may  be  laid  upon  the  open  hand  and  ignited  by  a 
flame  without  the  smallest  danger.  The  same  quantity  in  the 
same  position,  if  fired  by  a  percussive  detonator,  will  occasion 
the  most  violent  explosion,  the  nature  of  the  shock  given  to  the 
gun  cotton  by  the  detonator  causing  a  transmission  of  the  kind  of 
vibration  necessary  to  cause  its  almost  instantaneous  resolution 
into  its  component  gases. 

The  explosive  wave  in  gases  seems  to  originate  in  like  con- 
ditions. Its  velocity  for  the  true  explosive  mixture  of  hydrogen 
and  oxygen  is  2841  metres  per  second,  and  for  carbonic  oxide 
mixture,  1089  metres  per  second.  The  velocity  is  independent  of 
pressure  between  half  an  atmosphere  and  one  and  a  half  atmo- 
sphere. It  is  independent,  too,  of  the  diameter  of  the  tube  used, 
within  considerable  limits,  or  of  the  material  of  the  tube,  rubber 
and  lead  tubes  giving  similar  results.  Diluting  the  mixtures  di- 
minishes, and  heating  increases  it.  The  experiments  are  very 
interesdng  and  important,  from  a  physicist's  stand|>oint,  but, 
fortunately  for  the  inventor  dealing  with  gas  engines,  the  explosive 
wave  is  not  easily  generated  in  a  gas  engine  cylinder;  if  it  were, 
it  would  be  impossible  to  run  the  engines  without  shock  and 
hammering. 

The  velocity  which  really  concerns  the  engineer  is  that  due 
to  inflammability,  and  expansion  produced  by  inflaming — the 
velocity,  in  fact,  with  which  the  inflammation  spreads  through  a 
closed  vessel  As  it  cannot  be  discussed  without  considering 
other  matters — heat  evolved  by  combustion,  and  temperatures  and 
pressures  produced — it  will  be  advisable  first  to  give  the  heat 
evolved  by  combustion,  and  then  devote  a  complete  chapter  to 
explosion  in  a  closed  vessel. 

Heat  evolved  by  Combustion. 
Careful  experiments  upon  the  heat  evolved  by  the  combustion 
of  gases  in  oxygen  have  been  made  by  Favre  and  Silberman,  and 
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also  by  Professor  Andrews.  The  physicists  first  named  burned 
the  gases  at  constant  pressure  in  a  specially  devised  calorimeter. 
Professor  Andrews  mixed  the  gases  in  a  thin  spherical  copper 
vessel,  closed  it,  and  exploded  by  the  spark;  the  vessel  being  sur- 
rounded by  water  gave  up  its  heat  to  the  water,  the  weight  of  which 
being  known,  the  rise  of  temperature  gave  the  heat  evolved. 

Quantities  of  heat  are  measured  by  taking  water  as  the  unit 
In  this  work,  a  heat  unit  always  means  the  amount  of  heat  neces- 
sary to  raise  unit  weight  of  water  through  1°  C. 

Taking  an  average  of  Favre  and  Silberman  and  Andrews's 
results,  the  inflammable  gases  used  in  gas  engines  evolve  upon  com- 
plete combustion  the  following  amounts  of  heat : 

Heat  uniu. 
Unit  weighl  of  hydrogen  completely  burned  to  HjO  evolves  .     34.170 

L'nit  weight  of  carbon  completely  burned  to  CO,  evolves  .  B.ooo 

L'nit  wdghi  of  carbonic  oxide  completely  burned  to  CO;  evolves  .  3.400 
L'Dil  weight  of  marsh  gas  completely  bumed  to  COj  and  HjO  evolves  13.080 
Unit  wdghl  of  ethylene  completely  bumed  to  COj  and  H;,0  evolveii       11,900 

That  is,  one  pound  weight  of  hydrogen  burned  completely  to 
water  will  evolve  as  much  heat  as  would  raise  34,170  lbs.  of  water 
through  1°  C,  or  the  converse.  One  pound  of  carbon  in  burning 
to  carbonic  acid  evolves  as  much  heat  as  would  raise  8,000  lbs,  of 
water  through  1°  C.  These  numbers  give  the  amount  or  quantity 
of  heat  evolved.  The  intensity  or  temperature  of  the  combustion 
may  be  calculated  on  the  assumption  that  the  whole  heat  is  evolved 
under  such  conditions  that  no  heat  is  lost,  or  is  applied  to  any- 
thing else  but  the  products  of  combustion.  To  make  the  calcu- 
lation it  is  necessary  to  know  the  specific  heat  of  the  products. 

The  amount  of  heat  required  to  heat  unit  weight  of  water 
through  one  degree  is  i  heat  unit,  the  specific  heat  of  any  other 
body  is  the  number  of  heat  units  required  to  heat  unit  weight  of  the 
body  through  one  degree.  Gases  have  two  different  specific  heats 
depending  upion  whether  heat  is  applied  while  the  gas  is  kept  at  con- 
stant volume,  or  at  constant  pressure;  both  are  required  in  dealing 
with  gas  engine  problems.  The  specific  heat  at  constant  volume 
is  sometimes  known  as  the  true  specific  heat;  in  taking  the  specific 
heat  at  constant  pressure  the  gas  necessarily  expands,  and  so  docs 
work  on  the  external  air;  this  specific  heat  is  therefore  greater 
than  the  former  by  the  amount  of  work  done.     For  the  gases  used 
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in  the  gas  engine  the  two  values  are  as  follows.  The  ratio  be- 
tween die  two  is  also  given,  as  it  is  frequently  required  in  efficiency 
calculations.  The  experimental  numbers  are  Regnault's,  the 
•calculated  specific  heat  at  constant  volume,  Ctausius. 


(fs 

PEciFic  Heats 

OP  Gases. 

Water  ~  ..) 

Name  or  pu 

Sp.hutiu 

Sp.h«.c™.pr=. 

Sp.  heU  boo,  roL 

Air         ...         . 

Ojtygen 

Nitrogen 

Mirsh  gas     .        .        . 

Elhylaie        . 
Carbonic  oxide 
Steam  .... 

Carbonic  acid 

o-a37 
o-ai? 

0-344 
3409 
o'593 
0-404 

0168 
0-IS5 
0-.73 

tX 

0-333 
0-173 
0-369 

0-.7. 

1-413 
1-403 

1-409 
1-417 

I4" 
1-303 
I-16S 

It  is  convenient  to  remember  that  the  specific  heats  of  com- 
bining or  atomic  freights  of  the  elements  are  equal — Dulong  and 
Petit's  law.  To  this  law  there  are  few  exceptions,  and  the  per- 
manent elementary  gases,  oxygen,  nitrogen,  and  hydn^en,  obey  it 
almost  absolutely.  As  equal  volumes  of  these  gases  represent  the 
combining  weights,  it  follows  that  equal  volumes  of  these  gases 
have  the  same  specific  heat.  Taking  the  specific  heat  of  air  as 
the  unit,  the  specific  heat  of  hydrogen  and  oxygen  gases  is  also 
unity.  The  compound  gases  do  not  obey  the  law  so  closely. 
The  calculation  of  temperature  of  combustion  can  now  be  made 
The  amount  of  heat  evolved  ft-om  unit  weight  of  a  combustible  is 
usually  said  to  measure  its  calorific  power,  that  amount  divided  by 
the  specific  heat  of  the  products  of  the  combustion  is  said  to  be  the 
measure  of  its  calorific  intensity.  The  calorific  intensity  is  indeed 
the  theoretical  temperature  of  the  combustion  :  taking  hydrogen 
first,  unit  weight  evolves  34,170  heat  units.  But  the  water  formed 
weighs  9  units  (from  formula  H^O),  and  if  its  specific  heat  in  the 
gaseous  state  were  unity,  the  supposed  maximum  temperature  of 
combustion  would  be    5.*''°  =  3796-6.     But  the  specific  heat  is 
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less  than  unity ;  therefore  the  theoretical  maximum  will  be  greater. 
it  is  .  o~  ~  19°9'7-    ^°'  certain  reasons  to  be  considered 

later,  no  such  enormous  temperatures  are  ever  attained  by  com- 
bustion. In  the  above  calculation  the  latent  heat  of  steam  should 
first  have  been  deducted,  as  it  is  included  in  the  total  heat  evolved 
as  measured  by  the  calorimeter  :  it  is  537  heat  units.  34,170  —  537 
gives  the  total  heat  available  for  increasing  the  temperature,  the 
amended  calculation  is  ^-1 — ^|^^^^  =7785 '4,  still  an  exceedingly 

high  temperature. 

Calculating  the  heat  evolved  by  burning  carbon  in  the  same 
■way,  but  omitting  any  deduction  for  the  latent  heat  of  carbonic 
acid  (it  does  not  afTect  the  calorimeter,  as  it  does  not  condense), 
the  theoretical  temperature  produced  by  burning  in  oxygen  ts 
still  higher,  being  10,174°  C  Burning  in  air  the  theoretical 
temperatures  are  lower  as  the  nitrogen  present  acts  as  a  diluent, 
and  must  necessarily  be  heated  to  the  same  temperature  as  the 
products  of  the  combustion.  They  are  given  as  follows  in  '  Watts' 
Dictionary.' 


Colonfic  power 


374'°  C. 


These  are  the  supposed  temperatures  burning  in  the  open 
atmosphere,  and  therefore  at  constant  pressure,  the  gases  expand- 
ing doing  work  upon  the  air.  At  constant  volume,  that  is, 
burning  in  a  closed  vessel  so  that  the  volume  cannot  increase  but 
only  the  pressure,  the  temperature  should  be  greater  as  the 
specific  heat  at  constant  volume  is  less.  Allowing  for  that,  the 
numbers  become 

Theoretical  Temps,  of  Combustion  at  Constant  Volume. 

Carbon        ....         laSao  — 

Hydrogen  ....  9010  4115 

Such  temperatures  have  never  been  produced  by  combustion, 
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for  many  reasons,  of  which  all  sa\-e  the  most  potent  have  been 
discussed  by  the  earlier  writers  on  heat     This  is  Dissociation. 


Dissociation. 

Most  chemical  combinations,  while  in  the  act  of  formation 
from  their  constituent  elements,  evolve  heat,  and  as  a  general 
rule,  the  greater  the  heat  evolved  the  more  stable  is  the  com- 
pound formed.  The  compound  after  formation  may  generally  be 
decomposed  by  heating  to  a  high  enough  temperature,  heat  being 
one  of  the  most  powerful  splitting  up  agencies  known  to  the  chemisL 
The  nature  of  the  decomposition  varies  with  the  compound.  In 
many  cases  the  process  is  irreversible,  that  is,  although  heating  up 
will  cause  decomposition,  cooling  down  again,  however  slowly, 
will  not  cause  recombination.  In  some  compounds,  however,  under 
certain  conditions  the  process  is  reversible,  and  recombination 
occurs  on  slow  cooling. 

Definition. — Dissociation  may  be  defined  as  a  chemical 
decomposition  by  the  agency  of  heat,  occurring  under  such  con- 
ditions that  upon  lowering,  the  temperature  the  constituents 
recombine. 

tlroves  found  long  ago  that  water  begins  to  split  up  into 
oxygen  and  hydrogen  gases  at  temperatures  low  compared  to  that 
produced  by  combustion.  Deville  made  a  careful  study  of  the 
phenomena,  and  found  that  decomposition  commences  at  960°  to 
1000°  C.  and  proceeds  to  a  limited  extent  :  raising  the  temperature 
to  raoo"  C.  increases  it,  but  a  limit  is  reached  The  amount  of 
decomposition  depending  upon  the  temperature,  for  each  tempe- 
rature there  is  a  certain  proportion  between  the  amount  of  steam 
and  the  amount  of  free  oxygen  and  hydrogen  gases  present  If 
the  temperature  is  increased,  the  proportion  of  free  gases  also 
increases  :  if  temperature  is  diminished,  the  proportion  of  free 
gases  diminishes.  If  the  temperature  be  raised  beyond  a  certain 
intensity,  the  water  is  completely  decomposed  :  if  lowered  beyond 
a  certain  temperature,  complete  combination  results.  The  same 
thing  happens  with  carbonic  acid,  the  temperature  of  decompjosition 
is  lower. 

It  is  quite  evident,  then,  that  at  the  highest  temperatures  pro- 
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duced  by  combustion,  the  product  cannot  exist  in  the  state  of 
complete  combination.  It  will  be  mixed  to  a  certain  extent  with 
the  free  constituents  which  cannot  combine  .further  until  the  tem- 
perature falls;  as  the  temperature  falls,  combustion  will  continue 
till  all  the  free  gases  are  combined.  The  subject,  from  its  nature, 
is  a  difficult  one  in  experiment,  and  accordingly  different  observers 
do  not  quite  agree  upon  temperatures  and  percentages  of  dissocia- 
tion, but  all  are  agreed  that  dissociation  places  a  rigid  barrier  in 
the  way  of  combustion  at  high  temperatures,  and  prevents  the 
attainment  of  temperatures,  by  combustion,  which  are  otherwise 
quite  possible.  With  no  dissociation,  hydrogen  burning  in  oxygen 
should  be  able  under  favourable  circumstances  to  give  a  tempera- 
ture of  over  6000°  C,  as  has  been  shown.  Deville's  experiments 
upon  the  temperature  of  the  oxyhydrogen  flame,  at  constant 
pressure  of  the  atmosphere,  gave  under  2500°  C.  The  estimate 
was  made  by  melting  platinum  in  a  lime  crucible,  with  the  oxy- 
hydrogen flame  playing  upon  the  platinum,  the  crucible  being 
well  protected  against  loss  of  heat  by  lime  blocks,  so  that  the 
platinum  could  really  attain  the  temperature  of  the  flame;  when 
at  the  highest  temperature,  the  molten  platinum  was  rapidly 
poured  into  a  weighed  calorimeter,  and  the  rise  in  temperature 
noted.  From  this  was  calculated  the  temperature  of  the  platinum. 
The  experiment  was  dangerous  and  inaccurate,  but  it  is  the  only 
serious  attempt  which  has  been  made  to  determine  the  temperature 
of  the  oxyhydrogen  flame  at  constant  pressure. 

The  highest  temperature  produced  by  hydrogen  burning  in 
oxygen  has  been  determined  by  Bunsen,  and  also  Mallard  and 
Le  Chatelter,  for  combustion  at  constant  volume,  that  is,  ex- 
plosioa 

As  the  theoretic  calculation  shows,  with  no  dissociation  a 
temperature  of  9000°  C.  is  possible.  The  highest  maximum  it 
is  possible  to  assume  from  Bunsen's  experiments  is  3800°  C. ; 
from  Mallard  and  Le  Chatelier's,  3500°  C.  The  two  sets  of  ex- 
periments are  concordant.  It  is  true  the  latter  physicists  do  not 
attribute  the  difference  wholly  to  dissociation,  but  they  agree  that 
part  is  due  to  this  cause;  and  that  there  is  an  enormous  difference 
between  heat  temperature  actually  got  and  that  which  should  be 
possible  if  no  limit  existed   all  are  agreed.     With  air,  Bunsen's 
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figures  show  a  maximum  of  about  aooo°  C,  Mallard  and  Le 
Chatelier  say  1830°  C;  the  present  writer  has  also  made  experi- 
ments with  hydrogen  in  air,  and  finds  the  highest  possible  tem- 
perature to  be  1900°  C  The  calculated  maximum  is  4119°  C. 
The  difference  is  not  so  great  as  with  the  true  explosive  mixture, 
which  is  to  be  expected,  but  all  experiments  agree  in  proving  that 
there  is  a  considerable  difference 
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CHAPTER  VI. 

EXPLOSION   IK   A  CLOSED   VESSEU 

The  value  of  any  inflaiumable  gas  for  the  production  of  power 
by  explosion,  can  be  deteimined  apart  altogether  from  theoretical 
considerations  by  direct  experiment.  It  is  evident  that  the  gas 
which  for  a  given  volume  causes  the  greatest  increase  in  pressure, 
will  give  the  greatest  power  for  every  cubic  foot  used,  provided 
that  the  pressure  does  not  fall  so  suddenly  that  it  is  gone  before  it 
can  be  utilised  by  the  piston. 

Two  qualities  will  be  possessed  by  the  best  explosive  mixture  : 
(i)  greatest  pressure  per  unit  volume  of  gas:  (2)  longest  time  of 
maximum  pressure  when  exposed  to  cooling. 

In  the  gas  engine  itself  the  conditions  are  so  complex  that  the 
problem  is  best  studied  in  the  first  instance  under  simplified  con- 
ditions. The  author  has  made  a  set  of  experiments  upon  many 
samples  of  coal  gas  mixed  with  air  in  varying  proportions,  to  find 
the  pressures  produced,  and  the  duration  of  those  pressures; 
igniting  mixtures  at  atmospheric  pressures  and  temperature,  and 
also  at  higher  temperature  and  initial  pressures.  He  has  made 
some  experiments  upon  pure  hydrc^en  and  air  mixtures  in  the 
same  apparatus  for  comparison. 

The  experimental  apparatus  is  shown  at  fig.  19.  It  consists  of 
a  closed  cylindrical  vessel  7  inches  diameter  and  8|  inches  long, 
internal  measurement,  and  therefore  of  317  cubic  inches  capacity. 
It  is  truly  bored,  and  the  end  covers  turned  so  that  the  internal 
surface  is  similar  to  that  of  an  engine  cylinder ;  the  covers  are 
bolted  strongly  so  as  to  withstand  high  pressures.  Upon  the 
upper  cover  is  placed  a  Richards  indicator,  in  which  the  reci- 
procating drum  has  been  replaced  by  arevolviiig  one;  the  rate  of  re- 
volution is  adjusted  byasmall  fan,  aweight  and  gear  giving  the  power. 
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The  cylinder  is  filled  with  the  explosive  mixture  to  be  tested  j 
the  drum  is  set  revolving,  the  pencil  of  the  indicator  pressea 
gently  against  it,  and  the  electric  spark  is  passed  between  the 
points  placed  at  the  bottom  of  the  space.  The  drum  is  enamelled 
and  the  pencil  is  a  black-lead  one.     The  pressure  of  the  explo- 


Fio.  19.— Cterk  Explosion  Apparatus. 

sion  acts  upon  the  indicator  piston,  and  a  line  is  traced  upon  the 
drum,  which  shows  the  rise  and  fall  of  pressure.  The  rising  line 
traces  the  progress  of  the  explosion  i  the  falling  line  the  progress 
of  the  loss  of  pressure  by  cooling.  The  rate  of  the  revolution  of 
the  drum  being  known,  the  interval  of  time  elapsing  between  any 
two  points  of  the  explosion  or  cooling  curve  is  also  known.  That 
is,  the  curve  shows  the  maximum  pressure  attained,  the  time  of 
attaining  it,  and  the  time  of  cooling.     Line  b  on  fig.  30  is  a  fac- 
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simile  of  the  cur\e  produced  by  the  explosion  of  a  mixture  con- 
taining I  vol.  hydrogen  and  4  vols.  air.  Each  revolution  of  the 
drum  was  accomplished  in  033  sec,  so  that  each  tenth  of  a  revolu- 
tion takes  0033  sec.  The  vertical 
divisions  give  time;  the  horizontal, 
pressures.  In  this  experiment  the 
maximum  pressure  produced  by  the 
explosion  is  68  lbs.  per  square  inch 
above  atmosphere,  and  it  is  attained 
in  0016  second.  Compared  with 
the  rate  of  increase  the  subsequent 
fall  is  verj-  slow.  The  rise  occurs  in 
0026  second;  the  fall  to  atmo- 
sphere again  takes  i'5  second,  or 
nearly  sixty  times  the  other.  It  is 
in  fact  an  indicator  diagram  from  an 
explosion  where  the  volume  is  con- 
stant, the  motor  piston  being  absent, 
and  the  only  cause  of  loss  of  pres- 
sure is  cooling  by  the  enclosing 
walls.  The  exact  composition  of 
the  mixture,  its  uniform  admixture, 
the  temperature  and  pressure  before 
ignition,  are  all  accurately  known. 
After  studying  explosions  under 
these  known  conditions,  it  becomes 
easier  to  understand  what  occurs 
under  more  complex  conditions, 
where  the  moving  piston  makes  the 
cooling  surface  change,  and  where  the 
expansion  doing  work  also  requires 
consideration.  As  the  rapidity 
of  the  increase  of  pressure  measures 
the  explosiveness  of  a  mixture,  the 
time  occupied  from  the  commence- 
ment of  increase  to  maximum  pres- 
sure will  be  called  the  time  of  explosion.  The  explosion  is  com- 
plete when  maximum  pressure  is  attained.   It  does  not  follow  from 
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this  that  the  combustion  is  complete;  that  is  another  matter.  The 
explosion  aiises  from  the  rapid  spreading  of  the  flame  throughout  the 
vhole  mass  of  the  mixture,  which  may  be  called  the  inflammation  of 
the  mixture.  More  or  less  rapid  inflammation  means  more  or 
less  explosive  effect,  but  not  complete  combustion.  The  complete 
burning  of  the  gases  present  does  not  occur  till  long  after  com- 
plete inflammation. 

The  terms  combustion,  explosion,  and  injlantmation  will  be  used 
in  this  sense  alone  : 

Combustion,  burning ;  complete  combustion,  the  complete 
burning  of  the  carbon  of  the  combustible  gas  to  carbonic  acid,  and 
the  hydrogen  to  water.  So  Jong  as  any  portion  of  the  combustible 
remains  uncombined  with  oxygen  the  combustion  is  incomplete. 

Complete  explosion,  the  attainment  of  maximum  pressure. 

Time  of  explosion;  the  time  elapsing  between  beginning  of 
increase  and  maximum  pressure. 

Complete  inflammation,  the  complete  spreading  of  the  flame 
throughout  the  mass  of  the  mixture. 

Confusion  has  arisen  through  the  indifferent  use  of  these  terms, 
which  are  really  distinct  and  are  not  synonymous. 

With  mixtures  made  with  Glasgow  coal  gas'  the  author  has 
fibtained  the  following  maximum  pressures  and  times  ofexplosioa 


Explosion  ii 
Miitures , 
Temp,  before  eiplosion 
Pressure  before  ex^Jo^on 


iCUri.) 


Mixton 

Mu.  pn^  abov 
in  pounds  per  s. 

..r- 

....,„„... 

,<!s 

13  vols. 

o-iSsec 

I  vol. 

I  vol. 

9  vols. 

I  vol. 

7  vols.     . 
5  vols. 

89 
90 

0-05  sec 

The  highest  pressure  which  any  mixture  or  coal  gas  and 
is  capable  of  producing  without  compression  is  only  96  lbs.  ^  — 
sq.  in.  above  atmosphere  and  the  most  rapid  increase  is  not  more 
rapid  than  always  occurs  in  a  steam  cylinder  at  admission.     Many 
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are  still  prejudiced  against  gas,  compared  with  steam,  because  of 
the  so-called  explosive  effect,  and  the  fear  that  gas  explosions 
may  occasion  pressures  quite  beyond  control,  like  solid  explosives. 
The  fear  is  quite  unfounded ;  the  pressure  produced  by  the 
strongest  possible  mixture  of  coal  gas  and  air  is  strictly  limited 
by  the  pressure  before  ignition,and  can  always  be  accurately  known ; 
and  so  provided  for  by  a  proper  mat^n  of  safety  in  the  cylinders 
and  other  parts  subject  to  it. 

The  most  dilute  mixture  of  air  and  Glasgow  gas  which  can  be 
ignited  at  atmospheric  pressure  and  temperature  contains  y',  of 
its  volume  of  gas,  and  the  pressure  produced  is  52  lbs.  above 
atmosphere.  The  time  of  explosion  is  0-28  second;  so  slow  is 
the  rise  that  it  cannot  with  justice  be  termed  an  explosion.  It  is 
too  slow  to  be  of  any  use  in  an  engine  running  at  any  reasonable 
speed  ;  the  stroke  would  be  almost  complete  before  the  pressure 
had  risen.  The  mixture  containing  ^  of  its  volume  of  gas  is  that 
with  just  enough  oxygen  to  burn  the  gas.  It  is  anomalous  that 
the  highest  pressure  is  given  with  excess  of  coal  gas.  The  rate  (rf 
ignition  also  is  greatest  with  that  mixture.  This  agrees  with  the 
results  obtained  by  Mallard  and  Le  Chatelier,  excess  of  hydrc^n 
giving  the  highest  rate  of  inRammation. 

Similar  experiments  were  made  with  air  and  Oldham  coal  gas. 

Explosion  cn  a  Closed  Vessel-    (Clirk.\ 
Mixture!  of  air  and  Oldhism  coalgai. 

Temp,  brfore  explosion \-f  C 

Pressure  before  explosion ainiospheric. 


ds  per  sq,  in. 

Time  of  «p 

^ 

0-45  sec,            1 

1           0-24  see 

78 

1           006  see 

90 

1           0-04  sec 

80 

'""■      1 

The  highest  pressure  in  this  case  is  91  lbs.  per  square  inch 
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above  atmosphere,  but  the  most  rapid  expiosicur  is -k>'o4-' second"  ■ 
and  90  lbs.  pressure,  a  little  less  pressure  thaji'is  given  bv-€JftsgrrW.<  : 
gas  but  a  slightly  more  rapid  ignition.     The  inri((uf£B.ail& evidently  '• 
more   inflammable,  as  the  critical  mixture  is  i*,  volume  of  gas 
instead  of  -ji^  as  with  Glasgow  gas.     Although  repeatedly  tried, 
a  mixture  of  i  volume  gas  15  volumes  air  failed  to  inflame  with 
the  spark. 

Hydrogen  and  air  mixtures  were  also  tested  as  follows  : 
Explosion  in  a  Closed  Vessel.    [Clcri.) 

Mislarti  of  air  and  hydrngtn. 
Temp,  before  enptosion ifiP  C. 


The  inferiority  of  hydrogen  to  coal  gas,  volume  for  volume,  is 
very  evident ;  the  highest  pressure  is  only  80  lbs.  above  atmosphere, 
and  the  mixture  requires  \  of  its  volume  of  hydrogen  to  give  it, 
while  coal  gas  gives  the  same  pressure  with  about  -^^  volume.  The 
hydrogen  mixture,  too,  ignites  so  rapidly  that  it  would  occasion 
shock  in  practice,  the  strongest  mixture  having  an  explosion  time 
of  one-hundredth  of  a  second.  With  gas  the  most  rapid  is  four- 
hundredths  of  a  second. 


The  Best  Mixture  for  use  in  non-compression  Engines. 

From  these  tables  can  be  ascertained  the  best  gas  and  the  best 
mixture  for  use  in  non-compression  engines  with  cylinders  kept 
cold-  Take  first  Glasgow  gas,  and  determine  which  mixture  gives 
the  best  result, 

(i)  Power  of  producing  pressure. 

Suppose  one  cubic  inch  of  Glasgow  coal  gas  to  be  used  in  each  of 
the  five  mixtures,  whose  maximum  pressures  and  times  of  explo- 
sion are  given  in  the  table  on  p.  99,  the  mixtures  would  measure 
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-  'rtspectiVfely  lit  i^.'io,  8,  and  6  cubic  inches.  Let  them  be  placed 
■  ir.t^itnd^n  of  14,  12^  10,  8  and  6  square  inches  piston  area  ;  the 
' '  pistbh  wiP.  lii>ea<:nt  case  be  raised  one  inch  from  the  t>ottom  of  its 
cylinder.  If  the  pressures  upon  the  piston  were  the  same,  equal 
movements  of  piston  would  give  equal  power ;  if  therefore  the 
mixtures  gave  equally  good  results  the  maximum  pressure  multiplied 
bjf  the  piston  area  will  In  all  cases  be  the  same. 

Multiplying  14,  la,  10,  8  and  6  by  their  corresponding  pres- 
sures 52,  63,  69,  89,  and  96  respectively,  the  products  are  728, 
756,  690,  712,  and  576.  These  numbers  are  the  pressures  in 
pounds  which  each  mixture  is  capable  of  producing  with  one 
cubic  inch  of  Glasgow  coal  gas,  cylinders  of  such  area  being  used 
that  the  depth  of  mixture  is  in  every  case  one  inch. 
[^portion (^Glasgow  gas  in  mixture  ^^,  ^,  j^,  \.  J. 
^r^r^b^nch^  "'^^  "'""'^  "^  ;    ^'^'  "*■  ^-  '"■  S7«  VS^^- 

The  best  mixture  is  seen  at  a  glance  ;  it  is  that  containing 
one-twelfth  of  gas.  The  pressure  produced  by  one  cubic  inch  trf 
gas  is  at  its  highest  value  756  pounds,  in  a  cylinder  of  iz  inches 
piston  area,  and  containing  12  cubic  inches  of  mixture. 

In  modern  gas  engines  the  time  taken  by  the  piston  to  make 
the  working  part  of  its  stroke  is  generally  about  one-fifth  of  a 
second.  If  the  pressure  in  one  mixture  has  fallen  more,  proportion- 
ally in  that  time,  then  although  it  may  give  the  highest  maximum, 
it  may  lose  too  rapidly  to  give  the  highest  mean  pressure.  To  find 
this  coohng  effect,  find  the  pressure  to  which  each  mixture  falls 
at  the  end  of  02  second  after  maximum  pressure ;  it  is  in  the 
different  cases  : 


:oHiainiog  gas       .         .         .    -l,.      -^. 


Time  after  begini 


Pressure  in  lbs.  per  sq.  ii 
Press,  respect  i  I  ely  by  14 


0-48.  o'38.  o 


The  lower  row  expresses  the  relative  pressures  still  remaining 
after  allowing  each  explosion  to  cool  for  one-fifth  of  a  second 
from  complete  explosion ;  they  express  the  resistance  to  cooling 
possessed    by  the  mixtures.      It   is   evident  at  once  that  the 
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strongest  mtxturcs  cool  most  rapidly  ;  a  higher  temperature  being 
produced,  more  of  the  heat  of  the  explosion  is  lost  io  a  given  time. 

(2)  Power  of  producing  pressure  and  resisting  cooling. 

To  find  the  best  mixture  for  producing  pressure  and  resisting 
cooling,  those  numbers  are  to  be  added  to  the  corresponding  ones 
for  maximum  pressure  : 

Proi<ortkin  of  GEasgow  gas  in  mliilure    ,l,    ^.    jL^    j      j. 
Pressure  [woduced  upon  piswru  by ,    ^g_  ^^g^  ^^  ^^^  ^^ 

one  cabic  inch  gas  . ' 

Pressure  remaining  upon  pistons  03  ,    ^       . 

sec.  after  complete  explosion         .1  "'       '     ■"     " 

Mean  pressura  .....      66s,  6*6.  580,  376,  459. 

The  mean  of  the  two  sets  gives  numbers  expressing  the 
relative  vaJues  of  the  mixture  for  producing  pressure,  and  at  the 
same  time  resisting  cooling.  The  two  weakest  mixtures  are  best 
in  both  respects,  the  low  result  given  by  the  strongest  mixture  is 
due  to  the  fact  that  excess  of  gas  is  present  and  it  remains  unbumed, 
it  proves  how  easily  the  consumption  of  an  engine  may  be  increased 
by  even  a  slight  excess  of  gas  in  the  mixture. 

The  two  best  mixtures  ignite  too  slowly,  but  in  the  actual 
engine  that  is  easily  controlled,  as  will  be  explained  later. 
The  best  mixtures  are  i  vol.  gas  13  volumes  air,  and  i  voL 
gas  II  volumes  air.  With  more  gas  the  economy  will  rapidly 
diminish. 

The  experiments  with  Oldham  gas  treated  in  the  same  way 
give  the  following  results  : 

^"T^  °'  °''"""  ^  '"  I    A'  *■   A.   v..  A.   i-    t.    ».     1- 


Pressure  remuning  upon  pistons  \ 

o-3<ec.  after  complete  explo-  [     31,   40.   4  ■   44.   44-   47.    5".   SO-   46- 

sioD  per  sq.  inch  ■        .        •      ) 
Pressure  per  fMslon         .        .        .  46S-  S^o.  546.  538,  440,  376.  3^4.  300,  330. 
Mean  pressure  upon  piston     .        .  53*'  ^4o.  663,  630.  610,  536,  497,  433.  315. 

Here,  too,  the  best  mixture  lies  between  one-twelfth  and  one- 
fourteenth  of  gas ;  with  less  and  more  gas  the  result  becomes  worse 
and  worse.  Gla^ow  and  Oldham  gases  seem  to  be  very  nearly 
equal  in  value  per  cubic  foot  for  the  production  of  power,  as  the 
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pressure  produced  from  one  cubic  inch  in  the  best  mixture  of 
each  is  very  similar.  The  average  pressures  during  o-a  second 
from  complete  explosion  are  exceedingly  close,  Glasgow  gas 
mixture  containing  one-twelfth  gas  giving  666  lbs,  pressure  per 
cubic  inch  of  gas,  and  Oldham  gas  for  the  same  mixture  and  the 
same  quantity  giving  630  lbs. :  Glasgow  gas  one -fourteenth  mixture 
665  lbs.  pressure,  Oldham  gas  640  lbs.  The  hydrogen  experiments 
give  as  follows : 

Proportion  of  hydrogen  gas  in  mixture  ■         ^,      \,.      \. 
Pressure  produced  upon  pistons  by  one  (    ^  g^ 

cubic  inch  h);dr(^n  .       .        .        .  i  ' 

Pressure  remaining    upon   pislons  o'll 

sec.  after  complele  explosion  per  sq,  \      3;,    39,    40. 


Pressure  per  i»ston       .  245.  igj.  1.4a 

Mean  pressure  upon  pislon  .         .         .        a55,  167.  no. 

The  best  mixture  with  i  cubic  inch  of  hydrogen  only  gives  a 
pressure  of  267  lbs.  available  for  02  second,  so  that  its  capacity 
for  producing  power,  compared  with  Glasgow  and  Oldham  gas,  is 
as  267  is  to  665  and  640  respectively.  To  produce  equal  power 
with  Glasgow  gas  nearly  two -and -a-half  times  its  volume  of  hydrogen 
is  required.  The  idea  is  very  prevalent  among  inventors  that  if 
pure  hydrogen  and  air  could  be  used,  greater  power  and  economy 
would  be  obtained ;  these  experiments  prove  the  fallacy  of  the 
notion.  Hydrogen  is  the  very  worst  gas  which  could  be  used  in 
the  cylinder  of  a  gas  engine,  it  is  useful  in  conferring  inflamma- 
bility upon  dilute  mixtures  of  other  gases,  but  when  present  in 
large  quantity  in  coal  gas  it  diminishes  its  value  per  cubic  foot  for 
power. 

Pressures  produckd  if  no  Loss  or  Suppression 
pK  He.*t  Existed. 
From  the  fact  already  mentioned  in  the  last  chapter,  that  the 
theoretical  temperatures  of  combustion  are  never  attained  in 
reality,  it  will  naturally  be  expected  that  the  pressures  produced 
by  explosions  in  closed  vessels  will  also  fall  short  of  theory. 
This  is  found  to  be  the  case.  It  has  been  observed  by  every 
experimenter  upon  the  subject,  beginning  with  Hirn  in  1861, 
who  determined  the  pressures  produced  by  the  explosion  of  coal 
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gas  and  air,  and  hydrogen  and  air.  He  used  two  explosion  vessels 
of  3  and  36  litres  capacity  ;  they  were  copper  cylinders  with  dia- 
meters equal  to  their  length.  He  used  a  Bourdon  spring  mano- 
meter to  register  the  pressure.     He  states  that : 

(1)  With  10  per  cent  hydrogen  introduced  the  results  were ; 
according  to  experiment,  325  atmospheres ;  according  to  calcu- 
lation, 5-8  atmospheres. 

(2)  With  20  per  cent,  of  hydrogen,  the  results  were  :  according 
to  experiment,  7  atmospheres,  which  is  very  much  below  the  cal- 
culation. 

(3)  With  10  per  cent,  of  lighting  gas  introduced  the  results 
were :  according  to  experiment,  5  atmospheres,  i.e.  much  more 
than  with  the  introduction  of  an  equal  volume  of  pure  hydrogen. 

He  notices  especially  the  low  pressure  produced  by  hydrogen 
as  compared  with  lighting  gases,  but  observes  truly  that  this  should 
not  excite  surprise— although  the  heat  value  of  hydrogen  is  great, 
yet  it  is  so  when  compared  with  equal  weights  of  other  substances — 
and  that  coal  gas  being  four  or  five  times  as  heavy  as  hydrogen, 
quantity  is  balanced  against  quality  ;  therefore  volume  for  volume 
it  gives  out  more  heat. 

He  considers  that  there  is  no  difficulty  in  explaining  the  very 
considerable  difference  found  between  calculation  and  experiment, 
as  the  metal  sides  are  at  so  low  a  temperature  compared  with  the 
explosion,  that  the  heat  is  rapidly  conducted  away,  and  the 
attainment  of  the  highest  temperature  is  impossible.  Bunsen,  in 
his  experiments,  observed  the  same  difference,  and  so  later  did 
Mallard  and  1^  Chatelier.  The  author's  experiments  fully 
confirm  the  accuracy  of  those  observers.  In  no  case,  whether 
with  weak  or  strong  mixtures  of  coal  gas  and  air,  or  hydrogen 
and  air,  is  the  pressure  produced  which  should  follow  the  com- 
plete evolution  of  heat. 

Thus,  with  hydrogen  mixtures  (Clerics  experiments) : 


I  vol.  H  6  vols,  air  gives  by  experimenl 
The  calculated  pressure  is   . 

1  vol.  M  4  vols,  air  experimeDt  gives  . 

Calculated  pressure  is  . 

2  vols.  H  5  vols,  air  eiperimenl  gives 

CoJculaled  pressure  is . 
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Without  exception  the  actaal  pressure  falls  far  short  ot  the 
calculated  pressure  ;  in  some  manner  the  heat  is  suppressed  or 
lost  That  the  difference  cannot  altogether  be  accounted  for  by 
loss  of  heat  is  easily  proved ;  the  fall  of  pressure  is  so  slow  from 
the  maximum  that  it  is  impossible  that  any  considerable  proportion 
of  heat  can  be  lost  in  the  short  time  of  explosion.  If  so  large  a 
proportion  were  lost  on  the  rising  curve,  it  could  not  fail  to  show 
upon  the  falling  curve  ;  it  would  fall  in  fact  as  quickly  as  it  rose. 
Again,  the  increase  of  pressure  would  be  less  in  a  small  than  in  a 
It^e  vessel,  as  the  small  vessel  exposes  the  larger  surface  pro- 
portionally to  the  gas  present.  It  is  found  that  this  is  not  so. 
Bunsen  used  a  vessel  of  a  few  cubic  centimetres  capacity,  and  got 
with  carbonic  oxide  and  oxygen  true  explosive  mixture  lo'i  atmo- 
Bpheres  maximum  pressure  ;  Berthelot  with  a  vessel  4000  cb.  c 
rapacity  got  lo'i  atmospheres  ;  with  hydrogen  true  explosive 
mixture  Bunsen  9-5  atmospheres,  Berthelot,  9^9  atmospheres.  All 
the  difference,  therefore,  cannot  be  accounted  for  by  loss  before 
complete  explosion. 

Mixtures  of  air  and  coal  gas  give  similar  results. 

The  following  are  the  observed  and  calculated  pressures  for 
Oldham  coal  gas.     {Clerks  experitntnis.) 

I  voL  gas  14  vols.  air.  eiperimenl  gives  .       40  lbs.  above  atmosphere 

Calculated  pressure  is 8y'5        .. 

1  vol.  gas  13  vols,  air,  eipetimem  gives  $v$ 

Calculated  pressure  is 96  ,. 

I  vol.  gas  13  vols,  air,  experiinent  gives      .        .      60 

Calculated  pressure  is 103  „ 

I  vol.  gas  ir  vols,  air,  experimenl  gives      .        ,      61 

Calculated  pressure  is iia  „ 

I  vol.  gas  9  vols,  air,  experimenl  gives        .        .      78 

Calculated  pressure  is 134 

1  vol  gas  7  vols.  air.  experimenl  gives        .        .      8- 

Calculaied  pressure  is 168 

I  vol.  gas  6  vols,  air,  experiment  gives  .       90    '        „ 

Calculated  pressure  is 192 

The  results  with  Glasgow  gas  are  so  similar  that  it  is  unneces- 
sary to  give  a  table  ;  in  no  case  does  the  maximum  pressure 
account  for  much  more  than  one-half  of  the  total  heat  pre- 
sent. As  all  of  the  deficit  cannot  have  disappeared  previous 
to  complete  explosion,  it  follows  that  the  gases  are  still  burning 
on  the  falling  curve,  that  is,  the  falling  curve  does  not  tnily 
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represent  the  rate  of  cooling  of  air  heated  to  the  maximum  tem- 
perature, because  heat  is  being  continually  added  by  the  continued 
combustion  of  the  mixture.  This  will  be  fully  proved  by  a  study 
of  the  curves. 

It  may,  however,  be  taken  as  completely  proved  by  the 
complete  accord  of  all  physicists  who  have  experimented  on  the 
subject,  that  for  some  reason  nearly  one-half  of  the  heat  present 
as  inflammable  gas  in  any  explosive  mixture,  true  or  dilute,  is 
kept  back  and  prevented  from  causing  the  increase  of  ptessure  to 
be  expected  from  it.  Although  differences  of  opinion  exist  on  the 
cause,  all  are  agreed  on  the  fact ;  they  also  agree  in  considering 
that  inflammation  is  complete  when  the  highest  pressure  is 
attained. 

Temperatures  of  Explosion, 

With  a  mass  of  any  perfect  gas  confined  in  a  closed  vessel  the 

absolutetemperaturesandpressuresarealways proportional ;  double 

temperature  means  double  pressure.    Temperatures  t,  /  (absolute), 

pressurescorrespondingp,/; then  -  =  -(Charles's law).      If  ex- 

plosive  mixtures  behaved  as  perfect  gases,  the  pressure  before 
explosion  and  temperature  being  known,  the  pressure  of  ex- 
plosion at  once  gives  the  corresponding  temperature.  It  has 
been  shown  at  page  82  that  explosive  mixtures  do  not  fulfil 
this  condition,  but  change  in  volume  from  chemical  causes 
quite  apart  from  physical  ones.  It  follows,  therefore,  that  these 
changes  must  be  known  before  the  temperature  of  the  explosion 
can  be  calculated  from  the  pressure.  In  the  cases  of  hydrogen 
and  carbonic  oxide  true  explosive  mixtures  with  oxjgen,  a 
contraction  of  volume  is  the  result  of  combination.  It  comes  to 
the  same  thing  as  if  a  portion  of  the  perfect  gas  in  the  closed 
vessel  was  lost  during  heating  ;  the  temperature  then  could  not 
be  known  at  the  higher  pressure  unless;  the  volume  lost  is  also 
known. 

Suppose  one-third  of  the  volume  to  disappear,  upon  cooling 
to  the  original  temperature,  the  pressure  would  be  reduced  to 
two-thirds  of  the  original  pressure,  and  this  fraction  of  the 
original  pressure  must  be  taken  as  ^1  =  10.     Asboth  ste^m  and 
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carbonic  acid  at  cemperaiures  high  enough  to  make  them,  per- 
fectly gaseous  occupy  two-thirds  of  the  volume  of  their  free 
constituents,  it  follows  that  p\  must  be  taken  as  \  /,  wherever 
the  temperatures  are  such  that  combination  is  complete.  Bui 
here  another  difficulty  occurs.  Eunseti  found  that  hydrogen 
and  oxygen  in  true  explosive  mixtures  gave  an  explosion  pressure 
of  95  atmospheres.  The  calculated  pressure  for  complete  combus- 
tion, and  allowing  for  chemical  contraction  is  z  i  3  atmospheres.  It 
is  evident  enough  that  complete  combustion  has  not  occurred,  but 
it  is  difficult  to  say  what  fraction  remains  uncombined.  Yet 
unles.s  the  fraction  in  combination  be  known  the  contraction  cannot 
be  known,  and  therefore  the  temperature  corres|X)nding  to  the 
pressure  cannot  be  known. 

Berthelot  has  pointed  out  that  in  a  case  of  this  kind  the  true 
temperature  cannot  be  calculated,  but  it  may  be  shown  to  lie 
between  two  extreme  assumptions,  both  of  which  are  erroneous. 

(i)  Temperature  calculated  on  assumption  of  no  contraction. 

(2)  Temperature  calculated  on  assumption  of  the  complete 
contraction. 

Let  the  two  temperatures  be  (i)  t'  and  (a)  t. 


3449= C       3809°  C- 

aSia'C.  4140°C. 


(absolute)  io'8  aimosplieres        .         .  f 

The  lower  temperature  could  only  be  true  if  no  combination 
whatever  had  occurred,  which  is  impossible,  as  then  no  heat  at  all 
couid  be  evolved ;  the  higher  temjierature  could  only  be  true  if  com- 
plete combination,  and  therefore  complete  contraction,  occurrtd. 
The  truth  is  somewhere  between  these  numbers. 

When  the  explosive  mixture  is  dilute,  the  limits  of  possible 
error  arc  narrower,  because  the  possible  proportion  of  contraction 
is  less  i  with  hydrogen  and  air  mixture  in  proportion  for  complete 
combination,  2  volumes  of  hydroj^en  require  5  volumes  of  air. 
The  greatest  possible  contraction  of  the  7  volumes  is  therefore  i 
volume-  If  all  the  hydrogen  burned  to  steam,  the  7  volumes 
contract  to  6  volumes.  With  more  dilute  mixtures  the  pro- 
portion diminishes. 

With    a   mixture  containing   \  of  its   volume    hydrogen,    10 
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Tolumes  can  only  suffer  contraction  to  9  volumes.    \Vith  |  volume 
hydrogen,  14  volumes  can  contract  to  13  volumes. 

The  h mi ts  of  maximum  temperatures  foi  those  mixtures  are*8 
ioWavs  {Clerk)  : 


I  voL  H.  6  vols.  air.  eitpiosion  pressure  1 
(at>so1ute),  J5'7  lbs,  per  sq.  in. .        ■  ' 

I  voL  H,  +  vols,  air,  explosion  pressure  , 
(absolulel,  82-7  lbs,  per  sq,  in. .        .  1" 

a  Yols.  H.  5  vols,  air,  eipiosion  pressure  , 
(aljsolute),  947  lbs.  per  sq.  in. .        ,  1 


1358=  C, 
161 s=  C, 


The  possible  error  is  here  much  less  than  with  true  explosive 
mixtures  ;  coal  gas  is  of  such  a  composition  Chat  some  of  its 
constituents  expand  upon  decomposition  previous  lo  burning,  and 
so  to  some  extent  balance  the  contraction  produced  by  the 
burning  of  the  others.  The  possible  error  is  therefore  still  further 
reduced.  The  com[)osition  of  Manchester  coal  gas  as  determined 
by  Bunsen  and  Roscoe  is  as  below.  The  oxygen  required  for  the 
complete  combustion  of  each  constituent  is  also  given,  and  the 
volumes  of  products  formed. 

p  Manchester  Coal  Gas.    {Bunstniinil Rssi^t)t.) 


Hydrogen,  H 
Maish  gas,  CH,  , 
Cajbanic  oxide.  CO    . 
Ethylene,  QH,  . 
Teirylene.  CjH, . 
Suiphnretled  h)<irogen,  H^ 
Nilrogen,  N 
Caibonic  acid,  CO,    . 

Total    . 


45-58.  H,0 
1047.    CO-j  &  H5O 
5-64,  CO  J 
16-32,  CO.j&H,0 


_r 


When  burned  in  oxygen  100  volumes  of  this  sample  of  gas 
require  122-86  volumes  of  o.vygen,  total  mixture  222-86  volumes; 
the  products  of  the  combustion  measure  198 '99  volumes.  Calcula- 
ting to  percentage,  100  volumes  of  the  mixture  will  contract  to  89-4 
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volumes  of  ihe  products.  As  too  volumes  ot  the  mixture  will 
comain  551  volumes  of  oxygen,  it  follows  that  if  air  be  used,  four 
times  that  volume  of  nitrogen  wiU  be  associated  with  it,  that  is, 
551  X  4  =  220'4.  The  strongest  possible  explosive  mixture  ol 
this  coal  gas  with  air  containing  100  volumes  of  the  tnie  explosive 
mixture  will  be  320  4  volumes,  and  it  will  contract  upon  complete 
combustion  to  309-8  volumes. 

One  volume  of  this  gas  requires  6'i4  volumes  air  for  complete 
combustion,  and  100  volumes  of  the  mixture  contract  to  gd^S 
volumes  of  products  and  diluent.  A  contraction  of  3'4  per  cent. 
Dilution  still  further  diminishes  the  change  ;  thus  a  mixture,  i 
volume  gas  13-28  volumes  air,  will  have  only  half  that  contraction, 
or  1-7  per  cent. 

From  these  figures  it  is  evident  that  the  limits  of  possible 
error  in  calculating  temperature  firom  pressure  of  explosion  does 
not  exceed,  in  the  worst  case,  with  coal  gas  and  air  3-4  per  cent., 
and  in  weaker  mixtures  half  that  number.  The  fact  that  the  whole 
heat  is  not  evolved  at  the  explosion  pressure,  and  that  therefore 
the  whole  contraction  does  not  occur  then,  further  reduces  the 
error.  It  is  then  nearly  correct  to  calculate  temperature  from 
pressure  without  deduction  for  contraction.  This  has  been  done 
for  Glasgow  gas  and  for  the  Oldham  gas  experiments  by  the 
author. 

Explosion  in  a  Closed  Vessel.     {Cltri.) 
Mixtarti  of  air  and  Glaigaai  coal  gat. 

Temp,  before  explosion ig°C. 

Pressure  befoce  explosion      ......    almos.  147  lbs. 


Mi„.„ 

Mix.  pi«9.  above  umos. 
in  pounds  ptr  iq.  in. 

1 

Temp,  of  txplosi™ 
cJculated  from 

0=.,                      Ail. 

1  .vol.                    9  vols, 
1  voi;                    5  vols! 

191B  C. 
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Mu.  !>»».  >ba» 

Temp.  or..|>lo«an 

obKTVHj  p««un! 

4'vois. 

8o6»C. 

61 

IMO°C. 

■ssrc 

87 

6  vols. 

90 

IS95«C. 


1786' C. 

19"- C. 
8058^  C. 
aaaB^C. 
3670°  C. 
3334°  C. 
j8o8'C. 


Those  temperatures  calculated  from  maximum  pressute, 
although  not  quite  true  are  very  nearly  so,  whatever  be  the  theory 
adoptedtoexplainthegreat  deficit  of  pressure.  It  does  not  follow, 
however,  that  they  are  the  highest  temperatures  existing  at  the 
moment  of  explosion  ;  they  are  merely  averages.  Theexistence  of 
such  an  Intensely  heated  mass  of  gas  in  a  cold  cylinder  causes 
intense  currents,  so  that  the  portion  in  close  contact  with  the 
cold  walls  will  be  colder  than  that  existing  at  the  centre  There 
will  be  a  hot  nucleus  of  considerably  higher  temperature  than 
that  outside,  but  whatever  that  temperature  may  be,  the  increase 
of  pressure  gives  a  true  average  It  may  be  taken,  then,  that 
coal  gas  mixtures  with  air  give  upon  explosion  temperatures 
ranging  from  800°  C.  to  nearly  aooo"  C,  depending  on  the  dilution 
of  the  mixture.  The  more  dilute  the  mixture  the  lower  the 
maximum  temperature  ;  increase  of  gas  increases  maximum  tempe- 
rature at  the  same  time  as  it  increases  inflammability. 

The  author  has  made  explosion  experiments  in  the  same 
vessel  with  mixtures  previously  compressed,  and  finds  that  the 
pressures  produced  with  any  given  mixture  are  proportional  to 
the  pressure  before  ignition,  that  is,  with  a  mixture  of  constant 
composition,  double  the  pressure  before  explosion,  keeping  tempe- 
rature constant  at  18°  C,  doubles  the  pressure  of  explosion.  The 
experiments  are  laborious,  and  they  are  not  yet  complete  for  pub- 
lication, but  the  general  principles  already  developed  are  true  for 
compressed  mixtures  also. 
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Efficiency  of  Gas  in  Explosive  Mixtures. 

RankJne  defines  available  heat  as  follows  : 

'  The  available  heat  of  combustion  of  one  pound  of  a  given 
sort  of  fuel  is  that  part  of  the  toted  heat  of  combustion  which  is 
communicated  to  the  body  to  heat  which  the  fuel  is  burned  ; 
and  the  efficiency  of  a  given  furnace,  for  a  given  sort  of  fuel,  is  the 
proportion  which  the  available  heat  bears  to  the  total  heat' 

The  gas  engine  contains  furnace  and  motor  cyUnder  in  one  ; 
nevertheless  the  efficiency  of  the  working  fluid  is  quite  as  distinct 
from  the  furnace  efficiency  as  in  the  steam  engine.  Rankine's  de- 
finition is  quite  true  for  the  gas  engine. 

The  fuel  being  gas,  the  working  fluid  consists  of  air  and  its  fuel 
and  their  combinations ;  the  available  heat  is  that  part  of  the 
heat  of  combustion  which  serves  to  raise  the  temperature  of  the 
working  fluid  ;  the  part  which  flows  into  it  to  make  up  for  loss  to 
the  cold  cylinder  walls  cannot  be  considered  available.  To  be 
truly  available  it  must  either  increase  temperature,  or  keep  it 
from  falling  by  expansion.  The  heat  flowing  through  the 
cylinder  walls  is  a  furnace  loss,  incident  to  the  explosion  method 
of  heating. 

The  experiments  upon  explosion  in  a  closed  vessel  provide 
data  for  determining  the  furnace  efficiency  as  distinguished  from 
that  of  the  working  fluid.  The  projwrtion  of  heat  flowing  from 
an  explosion  to  the  walls  in  unit  time  will  depend  upon  the 
surface  of  the  walls  for  any  given  volume.  The  smaller  the 
cooling  surface  in  proportion  to  volume  of  heated  gases,  the 
slower  will  be  the  rate  of  cooling.  Therefore  to  be  applicable  lo 
any  engine,  the  explosion  vessel  in  which  the  experiments  are 
made  should  have  the  same  capacity  and  surface  as  the  explosion 
space  of  the  engine. 

The  author's  experiments  are  therefore  only  strictly  applicable 
to  engines  with  cylinders  similar  to  his  explosion  vessel.  Within 
certain  limits,  however,  the  error  introduced  by  applying  them  to 
other  engines  is  inconsiderable. 

Assuming  the  stroke  of  a  gas  engine  (after  explosion)  to  take 
©■2  second,  this  may  be  taken  as  the  time  during  which  the 
pressure  of  explosion  must  last  if  it  is  to  be  utilised  by  the 
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engine.  In  a  dosed  vessel  the  pressure  falls  considerably  in  o'z 
second,  the  average  pressure  may  be  taken  as  nearly  indicating 
the  available  pressure  during  that  time.  The  heat  necessary  to 
produce  that  pressure  is  the  available  heat ;  and  its  proportion  to 
the  total  heat  which  the  gas  present  in  the  mixture  can  evolve  is 
the  efficiency  of  the  gas  in  that  explosive  mixture. 

With  Oldham  gas  the  best  mixture  is  (table,  p.  103)  i  volume 
gas  12  volumes  air ;  the  average  pressure  during  the  first  fifth  of 
a  second  is  51  lbs.  per  square  inch  above  atmosphere.  If  all 
the  heat  present  heated  the  air,  the  pressure  should  be  103  lbs. 
effective,  so  that  the  efficiency  of  the  heating  method  is  ^^  = 
049. 

The  strongest  mixture  which  still  contains  oxygen  in  excess 
is  I  volume  gas  7  volumes  air,  the  average  available  pressure  ts 
67  lbs.  per  square  inch  (all  heal  evolved  would  give  168  lbs.),  the 
efficiency  is  -^  =  0-40  nearly. 

Calculated  in  this  way  the  efficiency  values  for  Oldham  gas 
mixtures  are  : 

A.    A.    A.    A.    A.     \.     \- 
a-ifi.  0-48,  050.  a-^%.  046,  wifi,  0-37. 


The  furnace  efficiency  plainly  diminishes  with  increased 
richness  of  the  mixture  in  gas. 

Time  of  Explosion  in  Closed  Vessels. 

The  rates  of  the  propagation  of  flame  in  explosive  mixtures 
given  in  tables,  pages  86  and  37,  are  true  only  where  the 
inflamed  portion  is  free  to  expand  without  projecting  itself  into 
the  unignited  portion.  They  are  the  rates  proper  for  constant 
pressure 

Where  the  volume  is  constant,  in  a  closed  vessel,  the  part  first 
inflamed  instantly  expands  and  so  projects  the  flame  surface  into 
the  mass,  compressing  what  remains  into  smaller  space. 

To  the  rate  of  inflammation  at  constant  pressure  are  added 
die  projection  of  the  flame  into  the  mass  by  its  expansion 
and  also  the  increased  rate  of  propagation  in  the  unignited 
portion  by  the  heating  due  to  its  compression  by  portion  first 
inflamed. 
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Ii  follows  that  the  rate  continualiy  increases,  as  the  tnfiamina- 
tion  proceeds  until  it  fills  the  vessel. 

This  is  evident  from  all  the  explosion,  curves.  The  pressure 
rises  slowly  at  first,  then  with  ewr  increasing  rate  till  the  explosion 
is  complete  ;  thus  the  explosion  curve  for  hydrogen  mixture  with 
,  shows  an  increase  of  17  pounds  in  the  first  0-005 


i\-y 


second,  the  maximum  pressure  of  80  pounds  being  attained  in  the 
next  o'oos  second.  With  the  weaker  mixtures  the  same  thing 
occurs,  rise  of  pressure,  slow  at  first,  then  more  rapid,  and  in 
some  cases  becoming  slow  again  before  maximum  pressure.  The 
time  taken  to  get  maximum  pressure  varies  much  with  the  circum- 
stances attending  the  beginning  of  the  ignition.  If  a  considerable 
mass  be  ignited  at  once,  by  a  long  and  powerful  spark,  or  by  a 
large  flame,  the  ignition  of  the  weakest  mixture  may  be  made 
almost  indefinitely  rapid.  Something  very  like  Berthelot's  explo- 
sive wave  may  result.  This  is  due  to  Che  great  mechanical 
disturbance  caused  by  the  rapid  expansion  of  the  portion  first 
Ignited  ;  the  smaller  that  portion  is  the  more  gently  does  the 
flame  spread.  A  small  separate  chamber  connected  with  the 
main  vessel,  if  filled  with  explosive  mixture  and  ignited,  will 
project  a  rush  of  fiame  into  the  main  vessel  and  cause  almost 
instantaneous  ignition.  The  shape  of  the  vessel,  too,  has  a  great 
eflfect  upon  the  rate.  Where  it  is  cylindrical  and  lai^e  in  diameter 
proportional  to  its  axial  length,  ignition  is  extremely  rapid,  the 
flame  is  confined  at  starting,  and  is  rapidly  deflected  by  the 
cylinder  ends,  and  so  shoots  through  the  wliole  mass. 

By  so  arranging  the  explosion  space  of  a  gas  engine  that  some 
mechanical  disturbance  is  permitted,  it  is  easy  to  get  any  required 
rate  of  ignition  even  with  the  weakest  mixtures. 

The  maximum  pressure  is  not  increased  by  rapid  ignition. 

Starting  the  ignition  from  a  small  spark,  the  time  taken  to 
ignite  increases  with  the  volume  of  the  vessel. 

Berthelot  has  experimented  upon  this  point  with  explosion 
vessels  of  three  capacities,  300  cubic  centimetres,  1500  cubic 
centimetres,  and  4000  cubic  centimetres.  He  finds  time  of 
explosion  (he  also  takes  maximum  pressure  to  indicate  complete 
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explosion)  of  mixture  2  vols.  H,  i  vol.  O,  and  a  vols.  N,  in  300 
cubic  centimetre  vessel,  00026  second j  and  in  4000  cubic 
centimetre  vessel,  00068  second. 

With  mixture  of  carbonic  oxide  and  oxygen,  2  vols.  CO,  1  vol 
O,  smaller  vessel,  00128  second;  larger  vessel,  00155  second. 
Mixtures  with  air  were  much  slower.  The  conclusion  then  is 
obvious,  that  in  large  engines  the  time  of  explosion  will  be  longer 
than  in  small  ones. 
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CHAPTER   VII. 

THE  OAS   ENGINES   OF  THE   DIFFERENT   TYPES    IN   PRACTICE. 

Having  now  studied  the  theoretic  efficiency  of  the  different 
kinds  of  engine  and  the  mechanism  of  the  heating  method— that 
is  the  properties  of  gaseous  explosions — the  way  is  clear  for 
the  study  of  the  resuhs  obtained  from  the  engines  in  practice. 

It  is  quite  evident  that  no  practicable  engine  can  give  an 
efficiency  at  all  approaching  theorj-  from  the  use  of  gaseous 
explosions  ;  the  temperatures  and  therefore  pressures  produced 
fall  far  short  of  that  due  to  the  complete  evolution  of  the  heat 
present  in  the  mixture  as  combustible  gas.  All  the  heat  of 
the  gas  does  not  go  to  increase  the  temperature  of  the  working 
fluid  ;  a  laige  proportion  of  it  is  rendered  latent  in  some  way 
when  the  maximum  temperature  is  attained. 

The  appearance  of  the  diagrams  from  the  explosion  of  mixtures 
commonly  used  in  gas  engines,  shows  at  first  a  verj'  rapid  increase 
of  pressure  and  temiierature,  which  terminates  abruptly  and  is 
immediately  succeeded  by  a  fall  which  is  relatively  a  slow  one. 

It  was  formerly  supposed  that  the  completion  of  the  explosion 
was  coincident  with  the  completion  of  the  combustion,  and  there- 
fore of  the  evolution  of  heat.  This,  however,  was  shown  by 
Bunsen  and  those  who  have  followed  him,  to  be  untrue  ;  although 
the  temperature  ceases  to  rise,  and  fall  sets  in,  the  gas  present 
has  in  few  explosions  been  more  than  half-burned  at  the  moment 
of  maximum  temperature.  The  causes  which  suppress  the  heat  of 
the  explosion  and  prevent  it  from  being  evolved  at  once  are  com- 
plex and  have  occasioned  different  explanations  which  will  be  fully 
discussed  in  a  subsequent  chapter.  Meantime,  it  is  sufficient 
to  recognise  the  fact  and  to  understand  its  bearing  upon  the 
economy  of  gas  engmes. 
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It  is  a  phenomenon  common  to  all  gas  engines  which  have 
ever  been  constructed,  whether  using  compression  previous  to  ig- 
nition or  not.  The  heat  so  suppressed  appears  when  cooling  sets  in, 
and  consequently  explosive  mixtures  cool  more  slowly  in  appear- 
ance than  would  a  mass  of  air  heated  to  similar  temperatures  and 
exposed  to  similarly  cold  enclosing  walls. 

In  many  gas  engines  the  indicator  diagrams  are  apparently 
almost  perfect,  that  is,  the  lines  of  falling  temperatures  are 
almost  true  adiabatics.  So  far  as  the  diagram  yields  informa- 
tion, the  gases  in  expanding  are  losing  no  heat  whatever  to  the 
cylinder,  but  the  temperature  is  falling  apparently  only  by  work  done 
upon  the  piston.  This  supposition  is  known  to  be  untrue,  because 
the  gases  are  at  a  temperature  often  as  high  as  the  hottest  of 
blast  furnaces,  and  the.  walls  enclosing  are  at  most  at  the  boiling 
point  of^  water.  It  is  the  suppressed  heat  which  is  being  evolved 
during  fall  of  temperature  which  sustains  the  temperature  and 
makes  the  diagram  appear  as  if  no  loss  or  but  little  was  going  on. 
An  actual  engine  therefore  may  give  a  diagram  which  is  the  exact 
theoretical  one,  and  yet  the  efficiency  of  the  engine  be  much 
below  theory.  The  author's  experiments  upon  explosive  mixtures 
were  undertaken  to  get  the  data  necessary  for  the  interpretation  of 
the  diagram,  and  the  rising  and  falling  curves,  showing  times  of 
rise  and  fall  of  pressure,  give  the  efficiency  of  coal  gas  in  the 
different  mixtures,  apart  altogether  from  theoretic  considerations. 
\Miatever  the  opinions  held  regarding  the  cause  or  causes  of  the 
suppression  of  heat,  the  experiments  with  carefully  proportioned 
explosive  mixtures,  at  known  temperatures  and  pressures,  deter- 
mine absolutely  the  capability  of  gas  for  producing  pressure  and 
for  sustaining  it  under  cooling. 

As  the  efficiency  may  be  very  different  from  that  shown  by 
the  indicator,  it  is  advisable  to  distinguish  between  the  real  and 
apparent  efficiency.  Call  the  one  apparent  indicated  efficiency, 
and  the  other  actuai  indicated  efficiency. 

The  apparent  indicated  efficiency,  when  multiplied  by  the  effi- 
ciency of  the  gas  in  the  particular  mixture  used,  will  givethe  actual 
indicated  efficiency.  For  instance,  if  the  diagram  gave  the  efficiency 
of  an  engine  as  0-19  and  the  efficiency  of  the  mixture  was  o-48,  then 
the  actual  Indicated  efficiency  is  o'jg  xo'48=oti.     That  is,  only 
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o'4$  of  the  gas  present  when  the  diagram  is  taken  really  acts 
in  producing  elevation  of  temperature;  the  remaining  0-52  Is  sup- 
pressed and  keeps  up  the  temperature,  which  would  otherwise  fall 
by  cooling.  The  diagram  alone  can  never  tell  accurately  the 
losses  which  are  taking  place  unless  the  heat  is  all  evolved  at  once 
and  appears  in  temperature;  then,  but  not  till  then,  will  the  lines 
traced  by  the  indicator  tell  the  loss  of  heat.  Some  previous 
writers  have  misinterpreted  their  indicator  diagrams  through 
neglect  of  this  fact 

Some  others,  notably  Dr,  Slaby,  of  Berlin,  have  assumed  that 
the  phenomenon  of  retarded  combustion  is  produced  by  invention 
and  occurs  only  in  the  Otto  engine.  This  is  a  mistake.  All  engines 
using  explosion  necessarily  exhibit  it  ;  in  fact,  as  it  is  an  accom- 
paniment of  all  explosions,  it  is  impossible  to  make  an  engine  in 
which  it  is  avoided. 

In  the  following  examination  of  the  performances  of  the 
various  engines  in  practice  the  importance  of  the  phenomenon  will 
appear. 

Tjfe  I. — The  most  important  engines  of  this  type  which  have 
yet  been  in  public  use  are  those  of  Lenoir,  Hugon,  and  BisschofT. 
Many  others  have  been  made  and  sold  in  some  numbers,  but  as 
these  three  present  fully  all  the  peculiarities  of  the  type,  it  would 
only  waste  time  to  describe  the  varied  mechanical  details  consti- 
tuting the  sole  novel  points  in  the  others. 

Lenoir  Engine. 

The  Lenoir  engine  as  made  differs  considerably  from  that 
described  in  his  specifications.  As  a  rule  of  almost  general  appli- 
cation, specifications  are  untrustworthy  as  accurate  descriptions  of 
working  machines  ;  the  author  has  been  careful  to  describe  no 
engine  which  he  has  not  examined. 

Fig.  22  is  a  section  of  the  cylinder  of  a  half-horse  power 
Lenoir  engine.  The  engine  in  the  Patent  Office  Museum,  South 
Kensington,  is  well  made  and  in  external  appearance  closely  re- 
sembles an  ordinary  high-pressure  steam  engine. 

The  cylinder  is  ji  inches  diameter,  and  the  stroke  is  Sj  inches. 
Its  cylinder  is  provided  with  two  valves  ;  both  are  slides,  working 
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between  the  cylinder  faces  and  covers,  which  are  held  down  to  the 
slides  by  adjusting  screws.  One  valve  controls  the  discharge 
of  the  products  of  combustion,  the  other,  the  admission  and 
mixing  of  the  inflammable  gas  and  air.  The  ignition  is  effected 
by  the  electric  spark.  .The  working  cycle  of  the  engine  is  as 
follows : 

When  the  piston  is  at  the  end  of  its  stroke,  the  gas  and  air  ad- 
mission valve  is  open  ;  the  main  port  in  it  opens  to  the  atmosphere. 


Fig.  22.— Lenoit  Engine  Cylinder  (seclional  plan). 

while  a  smaller  port  leads  from  the  main  port  to  the  gas  supply. 
The  forward  movement  of  the  piston  draws  into  the  cylinder  the 
air  and  the  gas,  which  mix  as  they  enter  the  main  valve  port  and  the 
ei^ine  admission  port.  At  about  half-stroke  the  supply  of  mixed 
gases  is  cut  off,  so  that  the  cylinder  is  completely  closed  off  from 
the  atmosphere  and  from  the  gas  supply  ;  an  electric  spark  now 
[lassed  into  the  explosive  mixture  from  a  battery  and  induction  coils 
causes  explosion  and  the  pressure  rapidly  rises.     The  piston  is 
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thereby  pushed  on  its  stroke  during  the  portion  remaining  to 
be  completed ;  at  the  end  of  the  stroke  the  pressure  has  fallen 
by  expansion  doing  work  and  by  the  cooling  action  of  the  cylinder 
walls,  to  nearly  atmosphere  again  ;  the  exhaust  valve  opens  and 
during  the  return  stroke  the  products  of  combustion  are  expelled 
preparatoiy  to  taking  in  a  fresh  charge  upon  the  next  working  stroke. 
The  same  operation  is  repeated  upon  the  other  side  of  the  piston 
so  that  the  engine  is  double-acting  of  a  kind.  It  cannot  be  con- 
sidered as  truly  double-acting,  hke  the  steam  engine,  as  the  driving 
pressure  is  not  acting  during  the  whole  forward  stroke,  but  only 
during  that  portion  of  it  which  is  not  taken  up  in  sucking  in 
the  explosive  charge.  The  fly  wheel,  because  of  this,  is  much 
larger  than  in  a  steam  engine  of  corresponding  dimensions, 
and  the  power  is  also  much  less.  The  valves  are  both  actuated  by 
eccentrics  upon  the  crank  shaft.  Each  slide  requires  a  separate 
eccentric  because  the  exhaust  during  the  whole  stroke  and  the 
admission  during  only  half-stroke  could  not  be  managed  by  the 
single  to  and  fro  movement  To  get  the  best  result  it  is  evident 
,  that  the  least  possible  power  should  be  expended  in  introducing 
the  charge  ;  therefore,  large  inlet  air  ports  are  required,  all  the 
larger  because  an  eccentric  cannot  be  made,  alone,  to  give  a 
sudden  cut-off.  To  prevent  throttling  as  the  ports  approach 
the  closing  points,  the  total  opening  must  be  considerable.  The 
eccentric  is  so  set  that  the  port  is  open  slightly  before  the  crank 
has  crossed  the  centre,  so  that  it  may  be  well  open  when  the 
charge  begins  to  enter.  In  fact  it  has  some  lead  like  a  steam 
slide,  and  for  the  same  purpose.  The  exhaust  valve  is  set 
precisely  as  in  the  steam  engine,  and  is  of  similar  construction, 
except  that  it  is  not  enclosed  in  a  case,  but  it  is  held  against  the 
cylinder  face  by  a  cover  and  screws.  Fig.  22  is  a  sectional  plan 
of  the  cylinder,  showing  the  valves  and  ports  ;  fig.  23  is  a  trans- 
verse vertical  section  of  the  cylinder,  showing  the  valves  and  valve 
covers  with  gas,  air  and  exhaust  ports.  The  arrows  indicate  the 
direction  of  the  gas  and  air  flow,  while  mixing  and  entering  the 
cylinder,  also  the  exhaust  path.  As  the  air  port  opens  to  the 
cylinder  slightly  before  the  piston  has  completed  its  stroke,  and 
a  slight  pressure  may  yet  remain  in  the  cylinder,  the  gas  port 
does  not  open  till  a  little  later.     The  gas  and  air  do  not  open 
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quite  simultaneously,  although  nearly  so  ;  neither  do  they  close 
quite  tc^ether.  There  is  one  gas  admission  port  in  the  slide 
leading  into  the  main  port ;  in  the  cover  there  are  two  ports 
between  which  the  slide  port  passes,  taking  gas  from  either,  as 
is  required,  for  the  end  of  the  cylinder  which  is  receiving  the 
charge.  The  main  valve  port  opens  on  the  upper  side  to  the  air, 
and  is  covered  by  a  perforated  plate  and  a  light  metal  case 
furnished  with  a  throttle  valve  ;  the  brass  plate  perforated  is 
carried  downwards  and  covers  the  gas  port,  so  that  the  gas 
Altering  from  the  supply  pipe  is  not  permitted  to  flow  at  once  Into 


Cu  Inlet 
Fig.  33. — Lenoic  Engine  Cylinder  (transverse  section). 

the  main  port,  but  must  first  pass  up  through  the  perforations  and 
mix  with  the  air  which  is  going  down  through  those  adjoining. 
The  mixing  arrangement  is  somewhat  imperfect,  and  is  exceed- 
ingly sensitive  to  change  of  speed  in  the  engine.  The  throttle -valve 
is  intended  to  increase  or  diminish  the  supply  of  air ;  by  closing 
it  slightly,  the  suction  upon  the  gas  port  is  increased,  and  so 
the  proportion  of  the  mixture  altered.  By  opening  it,  the  air  has 
freer  access  to  the  cylinder,  the  pressure  is  not  reduced  so  much, 
and  therefore  the  gas  is  diminished.  The  mixing,  however,  is  too 
irregular  ;  as  the  gas  streams  are  not  projected  separately  into  the 
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incoming  air  stream,  the  gas  flows  too  much  in  mass  into  the  air 
in  mass.  The  igniting  points  were  invariably  placed  at  the  upper 
part  of  the  cylinder  in  the  cylinder  covers.  The  cylinder  and  covers 
are  water  jacketed,  the  water  is  kept  continuously  flowing  through, 
so  that  the  temperature  may  not  become  so  high  as  to  injure  the 
cylinder.  This  is  a  most  necessary  precaution  in  any  gas  engine 
of  even  moderate  power  ;  the  effect  of  neglect  in  a  Lenoir  engine 
is  very  soon  observed  in  complete  cutting  up  of  the  cylinder  ;  it 
speedily  becomes  red-hot  if  allowed  to  run  without  water,  In- 
deed, even  with  an  adequate  water  supply,  the  larger  engines  gave 
great  trouble  ;  although  the  cylinder  could  be  kept  cool  the  piston 
could  not.  It  was  proportioned  too  much  on  steam  engine  lines, 
and  when  working  at  full  power  the  incessant  explosions  upon  both 
sides  caused  so  rapid  a  flow  of  heat  into  it  that  the  small  surface 
exposed  to  the  water  jacket  by  the  circumference  was  insufllicient 
to  carry  away  the  heat  absorbed  by  the  whole  piston  area.  The 
pistons  often  became  red-hot. 

The  exhaust  slide  also  had  rather  hard  work,  and  required 
delicate  adjustment,  as  the  exhaust  gases  were  very  hot,  often 
800°  C;  the  expansion  of  the  slide  was  therefore  considerable, 
and  in  order  to  be  pressure  tight  when  hot,  the  adjusting  screws 
had  lo  be  kept  rather  easy  when  cold.  The  engine  when 
starting,  therefore,  always  leaked  a  little  at  the  exhaust  valve. 
The  same  thing  happened  with  the  admission  slide,  but  to  a  lesser 
degree. 

Notwithstanding  the  large  area  of  the  admission  port  and  the 
lead  given  to  the  admission  valve^  the  closing  motion  was  too 
slow  to  prevent  throttling  ;  accordingly  the  pressure  fell  some- 
what below  atmosphere,  while  the  valve  was  cutting  off  prej>aratory 
to  explosion,  Aftercuttingoff  a  slight  delay  occurred  between  the 
passing  of  the  spark  and  the  commencement  of  the  explosion  ; 
the  explosion  itself  took  some  time  to-  complete ;  it  was  by  no 
means  instantaneous ;  the  diagram  produced  was  consequently 
imperfect.  In  addition  to  all  this,  the  piston  being  so  hot,  heated 
the  charge  while  it  was  entering,  and  so  occasioned  further 
loss. 

The  lubricating  arrangements  also  were  primitive.  The 
steam  engine  requiring  but  little  care  in  lubricating,   the  gas 
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engine  was  not  supposed  to  requite  more ;  and  the  ordinary  lubri- 
cating cock  was  deemed  sufficient.  All  these  sources  of  loss, 
inevitable  in  a  first  attempt,  made  the  engine  comparatively  in- 
eflicient.  Notwithstanding  all  its  defects,  the  Lenoir  engine  at  the 
time  of  its  production  was  the  best  the  world  had  yet  seen,  and  in 
careful  hands  it  did  good  work  and  created  a  widespread  interest 
The  engine  in  South  Kensington  Museum,  under  the  skilful  care  of 
Mr.  S-  Ford,  worked  for  many  years  supplying  all  the  power  required 
for  therepairdepartment  of  the  Patent  Office  Museum.  Itrunswith 
perfect  smoothness,  nothing  whatever  in  its  action  would  enable 
one  standing  beside  It  to  imagme  for  a  moment  that  the  motive 
power  was  explosive.  The  popular  notion  of  an  explosion  isalways 
associated  with  the  idea  of  a  great  noise.  This,  of  course,  physicists 
have  always  known  to  be  a  fallacy,  as  no  explosion  makes  noise 
unless  it  has  access  to  the  atmosphere.  An  explosion  in  a  closed 
vessel  makes  no  sound  unless  the  vessel  bursts.  In  a  gas  engine 
it  is  only  necessary  to  see  that  the  explosion  is  not  too  rapid,  but 
that  time  is  allowed  for  the  slack  of  the  connecting  rod  and  crank 
connections  to  take  up.  The  explosions  used  by  Lenoir  were 
seldom  more  rapid  in  rise  of  pressure  than  is  common  with  all 
steam  engines.  A  i -horse  Lenoir  engine  inspected  lately  by  the 
author  at  Petworth  House,  Petworth,  had  been  at  work  for  the 
past  twenty  years  pumping  water  for  the  town  and  is  still  at  work. 
It  works  with  smoothness  and  is  altogether  more  silent  in  its  action 
than  most  modern  gas  engines.  The  author  finds  that  many  Lenoir 
engines  are  still  at  work  after  twenty  years'  continuous  use,  notably 
two  I -horse  power  engines  at  ihe  Brewery  of  Messrs.  Trueman, 
Hanbury  and  Buxton,  London,  and  one  i -horse  power  at  the 
establishment  of  Messrs,  Day,  Son  and  Hewitt,  Dorset  Street, 
London,  all  doing  hard  work  with  great  regularity. 

Diagrams  and  Gas  consumption. — Prof  Trescaof  Parishasmade 
experiments  with  a  ^-horse  Lenoir  engine,  and  found  that  it  con- 
sumed gscb.ft.  of  Paris  gasper  indicatedhorsepowerperhour.  The 
diagrams  from  so  small  an  engine  hardly  do  justice  to  the  method, 
and  as  it  is  desirable  to  compare  the  engine  with  modern  engines 
using  similar  volumes  of  charge  the  author  has  taken  a  diagram  from 
a  paper  by  Mr.  Slade,  published  in  the  Journal  of  the  Franklin 
Institute,  Philadelphia.   The  engine  had  a  cylinder  of  eight  inches 
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diameter  and  sixteen  stroke.  The  explosion  space  corresponds 
closely  to  that  of  the  author's  experimental  explosion  vessel. 

The  diagram,  fig.  24,  at  once  shows  the  truth  of  the  preceding 
discussion  of  the  action  of  the  engine. 

AB  is  the  atmospheric  line,  traced  upon  the  indicator  card 
by  the  pencil  before  opening  the  indicator  cock  to  communicate 
with  the  interior  of  the  cylinder  ;  it  is  the  neutral  position  of  the 
indicatdr  piston  while  the  pressure  on  both  sides  of  it  is  at  atmo- 
sphere ;  any  pressure  from  within  the  cylinder  pushes  up  the  piston 
and  therefore  the  indicator  pencil.  Pressure  above  atmosphere 
is  registered  by  lines  above  that  line,  pressure  below  atmosphere 


Flo.  34.  — Lenoii  Engine  Diagram. 

is  registered  by  lines  below  that  line.  The  card  shows  three  dis- 
tinct tracings,  each  corresponding  to  one  stroke  of  the  engine  : 
admission  of  the  charge,  explosion,  expansion  and  return  expel- 
ling the  products  of  the  combustion.  If  the  cycle  is  carried 
out  in  a  mechanically  perfect  manner  the  admission  of  the  charge 
should  be  accomplished  without  loss  by  throttling.  This  is  not  so. 
From  the  point  a  to  the  point  b  the  valve  is  open  enough  to  give 
free  access  to  the  cylinder,  and  accordingly  the  pressure  within  the 
cylinder  is  not  appreciably  lower  than  that  without ;  but  here  the 
valve  begins  to  contract  its  opening  at  the  very  moment  that 
the  piston  is  moving  most  rapidly,  the  pressure  falls  and  is  a  couple 
of  pounds  per  square  inch  below  atmosphere  when  it  closes, 
\Vhen  closed,  the  spark  does  not  at  once  take  effect,  so  that  the 
pressure  has    become    11  lbs.    per  sq.  in,  total  before   the  igni- 
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tion  begins  to  cause  a  rise.  Then  the  ignition  itself  takes  some 
time  to  be  completed,  here  about  ^  second  ;  the  piston  has, 
therefore,  moved  through  a  further  one -and-a-half- tenth  of  its 
stroke  and  the  heat  given  by  the  explosion  is  not  added  at  stricdy 
constant  volume,  as  required  by  theory.  Apart  altogether  from 
loss  of  heat  to  the  cylinder  walls,  this  diagram  is  mechanically  im- 
perfect. The  valve  arrangements  should  be  such  that  no  loss  is 
incurred  in  charging  and  that  the  explosion  follows  so  rapidly  that 
the  pressure  in  the  cylinder  has  no  time  to  fall  by  expansion, 
after  closing  the  admission  ;  the  explosion,  indeed,  should  at  once 
follow  the  cut-off.     In  the  best  of  the  three  lines  the  pressure  has 


Fig.  a;.  — Lenoif  Engine  Diagram. 

fallen  to  nearly  1 1  lbs.  total,  and  the  maximum  pressure  of  the 
explosion  is  48  lbs,  per  square  inch  total.  The  average  of  the 
three  lines  gives  a  pressure  divided  over  the  whole  stroke  of  only 
8*3  lbs.  per  square  inch,  which,  assuming  the  diagram  from  the 
other  end  of  the  cylinder  to  give  similar  results,  gives  a  total  ot 
2  indicated  horse  power  at  50  revolutions  per  minute.  This  is 
an  exceedingly  poor  result  for  so  large  an  engine.  The  apparent 
indicated  efficiency  is  much  below  that  of  a  theoretical  diagram 
using  the  same  expansion.  Fig.  25  shows  in  dotted  lines  a 
diagram  which  will  have  the  same  efficiency  as  the  actual  diagram 
(best  of  the  three  lines).  If  the  temperature  of  the  entering 
charge  has  been  raised  to  100°  C,  as  stated  by  Mr.  Slade,  then 
the  point  c  upon  the  diagram  corresponds  to  that  tempera- 
ture; the  point  d  will  correspond  to  a  temperature  of  2035°  C. 
absolute,  as  the  volume  has  increased  from  04  to  0-5  and  the 
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pressure  from  ii  lbs.  to  14*7  lbs.  per  square  inch  total  at  the  point 
e.  The  area  of  the  part  of  the  explosion  curve  defmay  be  taken 
as  equal  to  the  part  of  the  diagram  cfg  which  is  resistance  due  to 
the  valve  action  ;  the  work  done  upon  the  piston  by  the  one  part 
balances  the  loss  by  the  other ;  both  portions  may  therefore  be 
neglected,  the  dotted  lines  representing  the  apparent  diagram 
efficiency. 

The  temperatures  for  calculating  maximum  possible  efficiency 
are  as  follows— they  are  also  marked  upon  the  diagram 
T        .        .        .        ,     2035°  absolute. 

T'  .  -  .  -       1534° 

t-  .  .  .  .         633° 

/'..,.       1246" 

Calculating  E  from  formula  (17)  p.  57 


_  J  _  (1534^-1246) -^  1-408  (1246-623) 

2035-623 
=  0-175. 

The  apparent  indicated  efficiency  for  the  best  of  the  three 
lines  is  01 75.  If  it  were  constantly  repeated,  the  actual  indicated 
efficiency  may  be  obtained  by  multiplying  by  the  efficiency  of  the 
gas  in  the  mixture  used  to  get  the  explosiotL  The  numbers  got 
from  explosion  in  a  closed  vessel  do  not  quite  represent  the  con- 
ditions of  loss  in  a  cylinder  with  a  moving  piston.  In  the  first 
case  the  loss  ol  pressure  and  temperature  is  due  solely  to  the 
cooling  effect  of  the  vessel's  walls;  in  the  second  the  moving 
piston  reduces  pressure  and  temperature  by  expansion,  and  at  the 
same  time  increases  the  surface  exposed.  The  increased  surface, 
however,  will  not  increase  the  rate  of  cooling,  as  the  volume  is  at 
the  same  time  increased  in  a  greater  proportion.  It  has  been 
already  shown  that  cooling  of  a  heated  mass  of  gas  is  indepen- 
dent of  the  pressure,  and  depends  on  the  ratio  of  surJace  to 
volume. 

In  the  engine  the  volume  of  the  hot  gases  becomes  doubled  by 
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expansion,  but  the  surface  exposed  does  not  double;  the  cyhnder 
surface  increases  with  the  volume,  but  the  piston  area  and  cylinder- 
cover  area  remain  the  same,  so  that  the  proportion  of  surface  to 
volume  diminishes  instead  of  increasing.  The  heat  lost  to  the 
cylinder  and  piston  and  cover  in  the  engine  will  therefore  be  no 
greater  than  that  lost  to  the  enclosing  wall  of  the  experimental 
explosion  vessel  in  a  similar  time.  It  will  indeed  be  somewhat 
less,  as  in  the  time  taken  doing  work  the  temperature  will  fall  by 
heat  disappearing  as  work.  With  the  closed  vessel  the  fall  is  due 
solely  to  cooling,  so  that  the  average  temperature  during  the  time  of 
exposure  is  higher.  More  work  is  urgently  required  by  careful 
physicists  to  gel  accurate  data.  At  present  the  approximation  to 
the  efficiency  of  the  gas  in  different  mixtures  by  closed  vessel 
experiments  is  the  best  thai  can  be  had;  it  cannot  be  greatly  in 
error.  The  efficiencies  obtained  from  the  indicator  diagram  and 
the  author's  experiments  will  be  lower  than  the  truth,  the  more  so 
the  greater  the  expansion.  With  engines  as  at  present  constructed 
the  difference  is  but  small. 

The  mixture  required  to  give  a  temperature  of  2035°  C.  absolute 
is,  for  Oldham  gas,  1  gas  6  air,  and  the  average  pressure  during 
o'3  sec.  from  complete  explosion  is  63  lbs.  per  square  inch  above 
atmosphere,  nearly.  The  time  taken  to  expand  in  the  engine 
after  explosion  is  0-3  sec  ;  the  pressure  which  should  be  produced 
by  the  explosion  of  this  mixture,  if  all  the  heat  of  the  gas  went 
to  heat  the  air  and  products,  192  lbs.  per  square  inch  above  atmo- 
sphere. That  is,  the  difference  between  192  and  63  has  gone  in 
heat  suppressed  at  the  moment  of  complete  explosion  and  heat 
lost  while  exposed  to  the  influence  of  the  vessel  walls  during  the 
same  period  as  the  effective  stroke  of  the  engine. 

The  efficiency  of  the  gas  in  the  mixture  is  therefore 

li  =  0-33  nearly, 

that  is,  only  one-third  is  really  efTective  in  raising  temperature. 
The  actual  indicated  efficiency  will,  therefore,  be  only  one-third 
of  the  apparent.  Three  times  the  amount  of  heat  accounted  for 
by  the  diagram  is  required  to  make  the  gases  used  in  the  explosion 
show  the  temperatures  and  cant  of  the  diagram. 
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Apparent  indicated  efficiency  x  efficiency  of  gas  =  actual 
indicated  efficiency  : 

o'i75  Xo-33  =  oo58 

The  actual  indicated  efficiency  of  the  engine  is  o'o58  or  j-S 
per  cent,  if  this  diagram  be  constantly  repeated;  but  as  it  is  the 
best  of  the  three  lines  it  requires  correction.  Taking  the  worst  of  the 
three  diagrams,  fig.  24  shows  the  temperature  as  follows  ;  t,  2035° 
absolute  ;  t',  1697°  absolute  ;  /,  797°  ;  /',  1245°  absolute. 

The  apparent  indicated  efficiency  is  E  =  0-126. 

The  actual  indicated  efficiency  is  0-126  x  0-33  =  0*0495  "' 
4-95  per  cent,  of  the  total  heat  given  to  the  engine. 

Tresca  calculates  the  heat  transfomied  into  work  by  the  Lenoir 
tested  by  him  as  4  per  cent. 

The  mean  of  the  best  and  worst  of  these  diagrams  is 

which  is  higher  than  the  result  obtained  by  this  distinguished  physi- 
cist ;  but  the  difference  b  sufficiently  accounted  for  by  the  differ- 
ence in  the  dimensions  of  the  engines,  Tresca's  was  only  half- 
horse,  Slade's  was  two  horse. 

The  Lenoir  engine  used  mixtures  ranging  in  composition  from 
I  gas  and  6  vols,  air  to  i  vol.  gas  and  12  vols,  air,  depending  upon 
the  amount  of  work  upon  the  engine  ;  when  there  was  little  work 
the  governor  was  arranged  to  throttle  the  gas  and  so  diminish  the 
proportion  present.  This  was  a  bad  plan,  as  will  be  explained  in  the 
chapter  upon  governing.  But  the  effect  was  to  make  the  engine 
use  all  grades  of  ignitable  mixtures  from  the  strongest  to  the 
weakest.  Apart,  however,  from  all  intentional  arrangements  for 
governing,  these  engines  tended  to  govern  themselves.  An  increase 
of  speed  always  causes  the  proportion  of  gas  in  the  mixture  to 
diminish,  because  the  resistance  of  the  small  gas  port  to  flow 
increases  more  rapidly  than  the  larger  air  port  It  follows  that  if 
the  ports  are  proportioned  to  pass  certain  volumes  at  a  low  rate  of 
speed,  at  a  higher  rate  the  proportion  Is  disturbed,  the  smaller 
]«)tt  giving  a  greater  proportional  resistance.  The  effect  is  seen 
in  alt  the  diagrams,  the  ignitions  become  later  and  later  as  the 
mixture  diminishes  in  inflammability,  and  after  attaining  a  certain 
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dilution,  ignition  ceases  altogether,  or  becomes  too  slow  to  be  of 
any  practical  use.  In  the  Lenoir  type  of  engine  too  slow  ignition 
is  an  unmixed  evil,  as  the  theory  of  the  engine  requires  rapid  igni- 
tion. In  it  the  loss  of  etHciency  due  to  valve  and  igniting  airange- 
ments  is  considerable.  The  electric  ignition  is  very  delicate  and 
troublesome.  To  overcome  the  defects  of  the  Lenoir,  Hugon 
introduced  his  engine,  which  in  some  respects  was  a  considerable 
advance. 

HucoN  Engine. 

The  Hugon  engine,  like  the  Lenoir,  exploded  the  charge  drawn 
Into  the  cylinder  by  the  piston  at  atmospheric  pressure  :  in  it, 
however,  greater  expansion  and  more  dilute  mixtures  were  used. 


HugoD  Engine  Cylinder. 

Fig.  a6  is  a  sectional  plan  showing  valves,  passages  and  the 
cylinder  and  piston.  Fig.  27  is  a  transverse  vertical  section 
through  the  cylinder  at  the  line  ab.  The  admission  of  the  charge 
and  the  expelling  of  the  exhaust  are  accomplished  through  the 
same  passage,  so  thai  the  cylinder  has  only  two  ports,  as  in  the 
steam  engine:  two  valves  are  used,  one  working  outside  the  other. 
The  inner  valve  has  five  ports,  two  for  admitting  the  charge,  one 
for  exhausting,  and  two  for  carrying  the  igniting  flame.  The 
ignition  by  flame  was  first  accomplished  in  a  workable  manner  by 
Hugon,  although  it  had  been  described  in  several  patents  long 
before  his  time. 

The  ports  marked  i  1  in  the  inner  slide  a  are  admission,  th« 
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ports  marked  a  2  in  the  inner  slide  are  igniting,  ports;  the  port  3 

is  the  exhaust  passage,  alternately  communicating  with  each  end 
of  the  cylinder  by  the  long  ports  4  4  to  the  exhaust  port  5,  pre- 
cisely as  in  a  steam  engine.  The  action  of  the  admission  ports 
is  somewhat  novel  The  object  is  to  secure  a  rapid  opening  and 
cut-off,  bringing  the  igniting  flame  on  immediately  after  closing 
the  cylinder.  The  valve  is  actuated  from  a  cam.  When  the 
piston  is  at  the  end  of  its  stroke  and  is  moving  forward,  the 
valve  A  is  moving  in  the  same  direction,  the  port  3  is  allowing 
the  exhaust  gases  to  escape  from  the  other  side  of  the  piston,  the 
port  I  is  open  to  the  cylinder  and  is  communicating  through  the 
port  6  or  6,  in  the  outer  slide  b,  with  the  air  and  also  with 
the  gas  supply.  When  the  piston  has  taken  in  sufficient  charge, 
the  cam  moves  the  slide  a  suddenly  forward,  so  causing  the  port  i 
to  close  on  Che  outer  side  but  not  on  the  inner ;  the  igniting 
port  comes  on  and  the  flame  burning  in  it  inflames  the  mixture, 
filling  the  engine  port,  from  whence  it  spreads  into  the  cylinder 
itself  As  the  inner  valve  cuts  ofi"  when  moving  in  the  same 
direction  as  it  does  when  opening,  it  is  evident  that  it  must  cross 
back  again,  to  be  in  the  position  required  to  commence  opening 
at  the  correct  time.  While  crossing,  unless  the  communication 
with  the  atmosphere  and  gas  supply  is  stopped  in  some  other  way, 
it  will  open  at  the  wrong  time ;  to  prevent  this,  the  outer  valve  b 
is  provided.  It  is  actuated  from  a  pin  projecting  from  the  main 
valve  A ;  this  pin  7  works  in  the  slot  8,  and  while  the  main  valve 
is  moving  forward  after  cutting  off,  the  pin  strikes  the  end  of  the 
slot  and  carries  the  outer  valve  with  it,  causing  it  to  close  the  port 
in  the  cover  which  it  commands.  A  small  plate  and  spring  give 
friction  enough  to  keep  the  valve  in  position  till  it  is  moved  in 
the  other  direction.  When  the  main  valve  returns,  although  its 
ports  open  on  the  engine  ports,  the  outer  ends  are  blinded  by  the 
outside  valve  which  is  not  again  opened  till  the  main  valve  has 
closed.  By  this  ingenious  contrivance,  a  rapid  admission  and 
cut-otf  are  secured  with  one  cam  and  the  main  and  auxiliary 
slides.  The  engine  from  which  these  details  are  taken  is  in  South 
Kensington  Museum  and  is  rated  at  i-horse  power.  The  valves 
are  arranged  to  cut  off  at  about  one-third  stroke. 

The  cylinder  is  Z-^^  diameter  and  10  in.  stroke.   The  clearance 
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spaces  due  to  the  long  ports  4  4,  the  valve  poits  open  to  the 
cylinder  at  the  moment  of  explosion,  and  the  space  into  which  the 
piston  does  not  enter,  make  up  in  all  a  proportion  of  products  of 
combustion  equivalent  to  nearly  thirty  per  cent,  of  the  entire  charge. 
The  effect  of  this  is  to  cause  a  considerable  difference  between 
the  nature  of  the  mixture  in  the  port  and  that  in  the'  cylinder 
itself,  the  port  mixture  being  much  more  inflammable  than  that 
in  the  cylinder.  As  a  consequence  the  ignition  is  more  rapid 
with  weak  mixtures  than  in  the  Lenoir,  The  gas  is  supplied  to 
the  air  port  in  regulated  amount  by  means  of  a  bellows  pump 
worked  from  an  eccentric  on  the  crank  shaft ;  it  mixes  with  the  air 
in  passing  through  the  valves  and  port ;  the  products  of  combustion 
are  therefore  completely  expelled  from  the  port,  and  nothing  but 
pure  mixture  left  to  be  inflamed  by  the  igniting  arrangement 
The  gas  for  the  internal  igniting  flame  is  supplied  also  from  a 
bellows  pump  under  slight  pressure.  This  flame  is  extinguished 
by  each  explosion,  and  is  relighted  when  the  port  opens  again  to 
the  air  by  a  constant  external  flame.  The  action  of  the  exhaust 
port  in  the  main  slide  is  so  evident  as  to  require  no  other 
explanation  than  that  afforded  by  the  drawing. 

The  engine  works  very  smoothly,  and  is  a  great  improvement 
upon  Lenoir  in  certainty  of  action  ;  all  the  trouble  with  the 
battery  and  coil  is  very  simply  avoided.  To  prevent  overheat- 
ing of  the  piston,  water  is  injected  by  means  of  a  tap ;  it  is 
adjusted  so  that  each  suck  of  the  engine  drawing  in  mixture  also 
takes  in  enough  water  to  keep  the  piston  at  a  reasonable  tempe- 
rature. In  this  the  engine  was  successful ;  it  was  capable  of 
harder  and  more  continuous  work  than  the  Lenoir,  and  was  in 
every  way  more  certJiin  in  its  action  even  with  a  considerable 
variation  in  the  composition  of  the  explosive  mixture  used.  The 
only  parts  which  gave  trouble  were  the  bellows  pumps  controlling 
the  gas  supply  to  cylinder  and  igniting  p>ort  ;  these  were  made  of 
rubber,  and  deteriorating  after  some  use  gave  trouble  by  leaking 
and  occasional  bursting.  In  some  of  the  engines  in  use  they 
were  replaced  by  metal  pumps  and  a  mixing  valve.  With  these 
additions  the  engine  in  the  Patent  Office  Museum  ran  for  many 
years. 

Diagrams  and   Gas   Consumption. — According  to  Professor 
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Tresca,  the  gas  consumed  by  a  Hugon  engine  of  a-horse  power 
5  cubic  feet  per  indicated  horse  per  hour. 

Fig.  !8  is  a  diagram  taken  from 
a  ^-horse  engine  by  the  author. 
The  engine  was  indicating  078 
horse  power,  the  average  pressure 
being  3-9  lbs.,  and  the  maximum 
25  lbs.  per  sq,  in.  The  card  shows 
considerable  delay  in  explosion  after 
cut- off,  notwithstanding  the  rapid 
movement  of  the  igniting  shde. 

BiscHOFF  Engine. 
The  consumption  of  the  non- 
compression  type  of  engine  is  too 
high  to  permit  of  its  use  in  any  but 
the  very  smallest  machines  ;  accord- 
.  ingly  the  l.£noir  and  Hugon  engines 
have  long  disappeared  from  the 
market,  and  the  type  survives 
mainly  in  the  Bischoff,  which  is 
specially  designed  for  small  powers, 
mostly  under  half-horse.  It  is  an 
exceedingly  ingenious  little  engine, 
and  presents  many  interesting  pe- 
culiarities. 

Fig.  29  is  a  side  elevation,  part 
in  section ;  flg.  30  a  section  arranged 
to  explain  tha  valve  action.  In  both 
figures  the  similar  parts  are  marked 
with  similar  letters.  There  is  no  at- 
tempt to  gain  economy  by  attention 
to  theory  ;  the  aim  is  to  get  a  small 
workable  engine  with  the  least  possible  complication.  In  this  it  is 
very  successful.  To  avoid  the  complication  of  a  water-jacket, 
the  cylinder  and  piston  are  so  arranged  that  heating  is  allowable. 
The  engine  is  upright  and  very  peculiar  in  appearance,  the 
cylinder  has  cast  on  it  a  number  of  radiating  ribs,  which  by 
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contact  with  the  air  cause  conduction  of  the  heat  more  rapidly 
th^n  would  otherwise  occur.  The  temperature,  however,  becomes 
very  high,  and  provision  is  made  to  prevent  injury  to  the  piston. 
It  is  fitted  loosely  to  the  cyhnder  and  has  no  rings,  the  connecting 


Fic.  29.  Fig,  30. 

Bischoff  Engine. 

rod  arrangement  is  seen  in  the  figure  (19);  it  takes  the  thrust  of  the 
explosion  in  tension,  and  almost  without  side  pressure  upon  the 
guide.  Any  side  pressure  upon  the  guide  is  quite  prevented  from 
reaching  the  piston,  and  it  consequently  Is  never  rubbed  against 
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the  cylinder.  The  pressure  of  the  explosion  is  so  slight  that  the 
leakage  is  not  serious  even  without  rings.    The  piston  moves  up, 

taking  in  the  charge,  the  air  through  the  valve  i,  fig,  30,  which  is 
simply  a  piece  of  sheet  rubber  backed  by  a  thin  iron  disc.  The 
pressure  of  the  air  opens,  and  the  explosion  closes  it ;  the  valve  2, 
fig.  39,  similarly  made  but  smaller,  admits  the  gas;  the  mixture 
does  not  form  till  the  gases  have  passed  the  point  3,  fig.  30; 
therefore  the  explosion  does  not  spread  back  to  the  valves. 
When  the  piston  gets  to  the  point  4,  it  crosses  a  small  aperture  5 
covered  by  a  light  hanging  valve  ;  a  flame  burning  outside  in  the 
flame  chamber  is  drawn  in.  The  explosion  then  occurs,  and  the 
pressure  at  once  closes  al!  valves  and  propels  the  piston.  On  the 
return  stroke,  the  piston  valve  7  opens  to  the  exhaust  pipe  8,  at  the 
same  time  closing  the  passage  to  the  air  admission  valves.  The 
cylinder  proper  requires  no  lubrication;  the  guide  requires  a 


Scak  I  in.  =  »4  11». :  3J"  dL»in.  of  cylinder :  ill  int-  Mrakt. 

Fig.  31. 
Diagram  from  l-mui  power  Bischoff  Engine  ;  112  revs,  per  min.     {Cltri.) 

little,  but  the  projection  of  the  cover  and  a  draining  hole  prevent 
accumulation  and  overflow  of  oil  into  the  cylinder.  This  pre- 
caution is  very  necessary,  because  of  the  high  temperature  of  both 
pislon  and  cyUnder;  without  it  speedy  charring  and  choking 
up  of  the  cylinder  would  result.  The  arrangements  are  crude 
and  the  engine  is  somewhat  noisy,  but  it  is  very  reHable,  and  suits 
the  purpose  for  which  it  is  designed  exceedingly  well 

Diagrams  and  Gas  Consumplion.—'V'Us  diagram  is  very  similar 
to  the  I,enoir.  Fig.  31  is  a  diagram  taken  from  a  i-man  power 
engine  by  the  author. 

The  consumption  is,  as  might  be  expected,  rather  higher  than 
Lenoir.  According  to  tests  made  at  the  Stockport  Exhibition  it 
uses  120  cubic  feet  per  actual  horsepower  pec  hour. 
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Type  (Ia). 
Free  Piston  Engines. — The  very  high  consumption  of  gas 
common  to  the  engines  described  prevented  their  extended  use, 
and  set  inventors  to  work  to  produce  some  method  which  would 
give  better  results.  It  was  very  obvious  that  there  was  a  lai^ 
loss  of  heat ;  the  trouble  with  cylinders  and  pistons  made  this 
abundantly  evident  Devices  proposed  for  increasing  power  by 
the  injection  of  water  spray,  and  steam,  in  various  ways  failed 
to  produce  good  effect  except  in  aiding  lubrication.  The  inventors 
of  the  day  seem  to  have  reasoned  somewhat  in  this  fashion.  The 
force  generated  by  an  explosion  of  gas  and  air  is  an  exceedingly 
evanescent  one,  a  high  pressure  is  produced,  but  it  lasts  only  for 
a  very  short  time ;  if  work  is  to  be  obtained  before  loss  by 
cooling  absorbs  all  the  heat,  it  must  be  done  rapidly.  The 
reason  why  the  Lenoir  and  Hugon  Engines  give  so  poor  a  result 
is  a  too  slow  movement  of  piston  after  the  explosion.  Therefore, 
if  a  method  can  be  devised  permitting  greater  piston  velocity, 
better  economy  will  be  obtained.  In  this  reasoning  there  was 
considerable  tnith.  It  has  been  already  proved  that  the  shorter 
the  time  of  contact  between  the  charge  after  explosion  and  the 
enclosing  walls,  the  greater  will  be  the  efficiency  of  the  gas  in  the 
mixture.  But  this  only  holds  within  certain  limits.  If  the  expan- 
sion is  too  rapid  before  explosion  is  complete,  then  a  loss  instead 
of  a  gain  will  occur ;  the  expansion  should  not  commence  till 
maximum  pressure  is  attained  or  it  will  cause  a  loss  of  pressure. 
Indeed,  it  is  quite  conceivable  that  in  engines  of  the  Lenoir  type, 
the  expansion  might  be  so  rapid,  relatively  to  the  rate  of  explosion, 
that  no  increase  of  pressure  at  all  resulted  ;  in  which  case  no  power 
whatever  would  be  obtained.  The  gain  then  to  be  expected 
arises  from  rapid  expansion  after  complete  explosion.  This  has 
been  carried  out  by  several  inventors  by  the  free  piston  method. 
Instead  of  expending  the  force  of  the  explosion  upon  a  piston 
rigidly  connected  to  a  crank,  the  piston  is  allowed  free  movement. 
The  explosion  launches  it  against  the  atmosphere  ;  it  acquires 
considerable  velocity,  which  is  expended  in  compressing  the 
exterior  atmosphere,  that  is,  in  producing  a  vacuum  in  the  cylinder. 
When  all  the  energy  of  motion  is  expended,  the  piston  comes  to 
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rest,  and  the  atmospheric  pressure  forces  it  back  again.  So  soon 
as  the  return  movement  commences,  a  clutch  contrivance  engages 
the  shaft  and  drives  it.     Engines  of  type  r  A  may  be  described  as^ 

Engines  using  a  gaseous  explosive  mixture  at  atmospheric 
pressure  before  explosion  ;  the  explosion  acting  on  a  piston  free  to 
move  without  connection  with  the  crank  shaft,  the  velocity  being 
absorbed  by  the  formation  of  a  vacuum.  The  power  is  given  to 
the  shaft  on  the  return  stroke  under  the  pressure  of  the  atmo- 
sphere. 

As  has  been  stated  in  the  historical  sketch,  the  first  to  propose 
this  kind  of  engine  were  Barsanti  and  Matteucci,  1857,  but  the 
difficulties  were  not  sufficiently  overcome  until  the  invention  of 
Otto  and  Langen,  i865. 

Oito  and  Zattgin  Engine. — This  engine  consists  of  a  tall  vertical 
cylinder  surrounded  by  a  water  jacket  ;  in  it  works  a  piston  which 
carries  a  rack  instead  of  a  piston  rod;  the  mouth  of  the  cylinder  is 
open  to  the  atmosphere.  Across  the  top  of  the  cylinder  is  carried 
the  fly-wheel  shaft ;  it  cannot  be  called  the  crank  sbafl  because 
there  is  no  crank.  On  the  shaft  there  is  a  toothed  wheel  which 
engages  the  teeth  of  the  rack  ;  it  runs  freely  on  the  shaft  while  the 
piston  is  on  its  upward  stroke,  but  by  an  ingenious  clutch  arrange- 
ment it  grips  the  shaft  when  the  piston  moves  down.  The  shaft  is 
therefore  free  to  rotate  in  one  direction  and  the  piston  is  free  to 
move  up  without  restraint,  but  in  moving  down  it  gives  the  impulse. 
The  shaft  is  carried  on  bearings  bolted  to  the  top  of  the  cylinder, 
which  forms  a  strong  and  convenient  column  for  carrying  the 
mechanism  required  to  accomplish  the  cycle  of  the  engine,-  At 
the  lower  end  of  the  column  is  placed  a  slide  valve  which  performs 
the  treble  duty  of  admitting,  igniting,  and  discharging.  It  is  driven 
from  an  intermediate  shaft,  intermittently,  as  determined  by  the 
governor  of  the  engine.  When  working  at  full  load,  the  move- 
ment of  a  small  crank  actuated  from  the  shaft,  lifts  the  rack  and 
piston  through  some  inches,  taking  in  the  charge  through  the  slide 
valve,  which  then  moves  further  and  brings  in  the  igniting  flame. 
The  explosion  ensues  and  shoots  up  the  piston  with  consider- 
able velocity,  the  pressure  rapidly  falls  by  expansion  and  soon 
gets  to  atmosphere.  The  piston  however  has  been  moving  freely 
and  therefore  has  done  no  work  ;  all  the  energy  of  the  explosion. 
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however,  has  been  given  to  it.  The  piston  has  the  energy  of  explosion 
in  the  form  of  velocity  ;  it  moves  on,  the  pressure  beneath  it  falling 
below  atmosphere  until  all  its  energy  of  motion  is  absorbed  in 
forming  the  vacuum.  When  this  occurs  it  ceases  its  upward  (light 
and  returns,  the  outer  atmosphere  driving  it  back,  and  as  the  clutch 
has  engaged  the  shaft,  an  impulse  is  given.      The  actual  work  is 


Fig.  31.— Olio  and  Langen  Engine  (vertical  scclion). 

therefore  done  by  the  atmosphere  on  the  down  stroke,  the  explosion 
being  spent  in  obtaining  energy  in  a  form  conveniently  applic- 
able. If  no  cooling  of  the  hot  gases  occurred  upon  the  down 
stroke  the  compression  Une  would  return  to  (he  point  where  the 
expansion  line  touched  atmosphere  ;  then  the  exhaust  valve  would 
open  and  the  gases  would  be  discharged  at  atmospheric  pressure- 
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In  that  case  the  work  done  by  the  atmosphere  and  weight  of  piston 
on  the  downward  stroke  would  exactly  equal  the  energy  of  the  ex- 
plosion whilefallingbyexpansionto  atmospheric  pressure.  Butthe 
cylinder  does  cool  the  gases  while  on  the  upward  and  downward 
stroke,  so  that  the  expansion  line  does  not  return  upon  itself  ;  the 
amount  of  fall  below  the  expansion  line  is  gain  and  is  added  to  the 
energy  of  the  explosion  just  as  the  condenser  adds  to  the  efficiency 
of  the  expansion  of  steam.  The  exhaust  gases  are  expelled  by  the 
piston  and  a  new  stroke  is  commenced.  At  full  power  the  piston 
makes  about  30  strokes  per  minute,  the  shaft  rotating  about  go- 
revolutions  per  minute.  The  governor  of  the  engine  is  so  arranged 
that  when  the  speed  becomes  too  great,  a  lever  disengages  a  pawl 
from  a  ratchet  and  disconnects  the  small  crank  lifting  the  piston. 
The  charge  is  not  taken  in  till  the  speed  falls,  and  then  the  pawl 
is  again  allowed  to  connect  the  small  crank  to  the  main  shaft 
The  ignition  slide  gets  its  motion  from  the  small  crank  shaft,  so  that 
it  is  arrested  or  moved  along  with  the  piston.  The  piston 
remains  at  the  bottom  of  the  stroke  till  it  is  wanted  for  another 
explosion. 

Fig.  9,  p.  21,  shows  the  general  arrangement  of  the  engine,  and 
fig  32  isaverticalseciionshowingtheclutchand  section  of  the  slide 
valve.     Fig.  33  is  an  elevation,  part  in  section. 

A  is  the  cylinder ;  b  is  the  piston  to  which  is  attached  the 
rack  c  ;  d  the  toothed  wheel  containing  the  clutch  engaging 
the  rack  to  the  power  shaft.  The  rack  is  strongly  guided.  e  is 
the  fly-wheel  shaft  on  which  is  keyed  the  fly  wheel  f  and  the 
driving  pulley  g  ;  h  water  jacket ;  i  the  port  for  inlet  of  the 
explosive  mixture  and  discharge  of  the  products  of  combustion  ; 
K  the  slide  valve  serving  to  admit,  to  ignite  the  charge  and  to  dis- 
charge the  products  of  combustion  ;  it  is  actuated  from  the  small 
shaft  L  by  the  pin  m  ;  the  ratchet  n  and  the  j>awl  o  connect  the 
small  shaft  to  the  main  shaft  when  requisite,  as  determined  by  the 
governor  lever  p. 

This  engine  is  the  result  of  great  care  and  labour  on  the  part 
of  the  inventors;  it  is  greatly  superior  in  economy  and  efficiency 
to  any  preceding  it,  and  its  only  fault  is  its  excessive  bulk  and 
weight  and  the  great  noise  made  by  it  when  in  action.  The  whole 
of  the  energy  of  the  explosion  being  expended  in  giving  the  piston 
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velocity,  just  as  in  a  cannon,  the  recoil  is  considerable.  So 
serious  is  it  that  none  but  the  very  smallest  engines  can  be  placed 
upon  upper  floors  without  special  strengthening.  The  author  has 
seen  an  engine  at  work  where  the  vibration  produced  was  so  great 
that  props  were  put  under  the  engine  from  floor  to  floor  through 
foui  floors  to  get  a  solid  resistance  in  the  basement. 


Fig.  33,— Otto  and  Langen  Engine  (elemlion). 


In  Other  cases  strong  iron  beams  placed  diagonally  at  the  angle 
of  a  stone  wall  carried  the  engine;  notwithstanding  these  precau- 
tions much  vibration  was  caused.  These  difficulties  did  not 
seriously  affect  the  sale  of  the  engine  for  small  powers,  but  they 
quite  prevented  it  being  made  for  powers  above  3-horse.  The 
clutch  also  is  a  matter  of  great  difficulty,  the  whole  power  of  the 
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engine  passes  through  it  and  it  must  act  freely  and  instantaneously. 

The  faintest  back  lash  would  allow  the  accumulation  of  so  much 
velocity  by  the  return  that  even  a  strong  arrangement  would  be 
destroyed  For  this  reason  the  pawl  and  ratchet  of  Barsanti  and 
Matteucci  &iled  completely. 


Q  NK!i^ip^ 


Messrs.  Otto  and  Langen's  clutch  is  one  of  the  main  points  of 
their  invention  and  is  excellent.  It  is  shown  in  detail  at  fig.  34. 
The  part  a  is  keyed  to  the  shaft;  on  it  runs  the  part  b  carrjing 
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the  teeth  engaging  the  rack.  So  long  as  b  moves  in  the  direction 
of  the  arrow  1,  or  is  stationary,  a  revolves  freely  with  the  shaft  in 
the  direction  2.  The  steel  slips  f,f,f,f  are  wedge-shaped  on  the 
baclc,  so  is  the  interior  of  the  part  b  at  the  positions  d,  d,  d,  d. 
So  long  as  the  rack  is  stationary  or  ascending,  the  steel  rollers 
e,e,e,e,  run  freely  clear  of  the  inclined  surfaces  ;  immediately  the 
rack  moves  down  at  a  rate  greater  than  the  movement  at  a,  then 
the  rollers  are  firmly  wedged  between  the  two  inclined  surfaces 
and  the  steel  slips  e,c,c,f  grip  the  part  a  firmly  and  drive  the 
shaft.  When  the  bottom  of  the  stroke  is  reached  the  wedges  loose 
again  and  the  piston  is  free. 

Diagrams  and  Gas  Consumption. — The  author  has  made  a  set 
of  experiments  upon  an  engine  of  a-horse  power  working  with 
Oldham  coal  gas. 

The  cylinder  is  is's  inches  diameter  and  the  longest  stroke 
observed  was  405  inches.  Working  at  the  rate  of  j8  ignitions 
per  minute,  the  indicated  power  was  2'9  horse,  and  the  gas  was 
consumed  at  the  rate  of  246  cubic  feet  per  i.h.p.  per  hour.  The 
brake  power  is  t  horse,  so  that  the  brake  consumption  is  at  the 
rate  of  36  ctibic  feet  per  horse  power  per  hour.  This  does  not 
include  the  consumption  of  the  side  lights  which  is  in  all  1 2  cubic 
feet  per  hour. 

F'g-  35  is  a  diagram  from  the  engine  when  at  full  power. 

The  full  line  is  that  traced  by  the  indicator,  and  the  dotted 
line  is  the  real  line  of  pressures  marred  by  the  oscillation  of  the 
indicator  pencil 

Professor  Tresca.  tested  a  half-horse  engine  at  the  Paris  Ex- 
hibition of  1867;  it  gave  0-^56  brake  horse,  and  consumed  gas  at 
the  rate  of  44  cubic  feet  per  brake  horse  power  per  hour.  This  es- 
timate did  not  include  the  side  lights.  The  author's  test  gives  a 
better  result  than  that  of  M.  Tresca,  but  this  is  due  to  the  fact  of 
the  larger  engine  being  used.  It  is  probable  that  a  3-horse  engine 
would  give  a  consumption  of  about  30  cubic  feet  per  brake  horse 
power  per  hour. 

The  interest  excited  by  the  engine  at  the  time  of  its  first  trial 
was  naturally  great,  and  many  explanations  were  advanced  of  the 
cause  of  its  superiority  over  the  Lenoir  and  Hugon  engines. 
Strangely  enough  the  theory  of  the  engine  has  been  at  best  but 
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imperfectly  stated  by  previous  writers;  some  indeed  have  fallen 
into  grave  error  respecting  its  action.  It  is  therefore  essential 
that  it  should  be  somewhat  fully  considered  here. 


The  name  by  which  it  is  most  widely  known  is  in  itself  mis- 
leading. Atmospheric  gas  engine  at  once  suggests  the  Newcomen 
steam  engine  and  hirther  suggests  the  substitution  of  flame  for 
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steam,  vacuum  in  both  cases  being  supposed  to  be  produced  by 
condensation.  In  the  steam  engine  the  name  tnily  describes  the 
action  :  the  piston  is  drawn  up,  the  cylinder  filled  with  steam  at 
atmospheric  pressure  and  the  steam  condensed  by  a  water  jet ; 
then  the  atmosphere  presses  the  piston  down  and  gives  the  power. 

In  the  gas  engine  cooling  has  httle  to  do  with  the  production 
of  the  vacuum  ;  the  vacuum  would  be  produced  and  the  engine 
would  act  efficiently  without  any  cooling  action  of  the  cylinder 
whatever.  The  diagram  fig.  35  proves  this  very  clearly.  While 
the  piston  is  moving  from  the  point  a  to  ^  by  the  energy  stored 
up  in  the  fly  wheel,  the  charge  enters  the  cylinder;  at  ^  the  piston 
pauses,  and,  the  igniting  flame  being  introduced,  the  charge  ex- 
plodes, the  pressure  rises  to  54  lbs.  per  square  inch  above  atmo- 
sphere. The  appearance  of  the  explosion  curve  does  not  indicate 
truly  the  rale  of  increase,  because  the  piston  is  completely  at  rest 
till  the  pressure  puts  it  in  motion.  The  piston  moves  up  impelled 
by  the  pressure  of  the  explosion;  as  it  moves  the  gases  beneath  it 
expand  and  therefore  the  pressure  falls.  At  the  point  d  the  pres- 
sure is  again  level  with  that  of  the  outside  atmosphere;  here  the 
explosion  ceases  to  impel  the  piston  and,  the  pressure  in  the  cy- 
linder falling,  the  atmosphere  presents  a  continually  increasing 
resistance.  But  while  the  piston  is  passing  from  the  point  t/  to  d, 
the  pressure  has  been  falling  from  54  lbs.  above  atmosphere  to 
atmosphere;  the  average  pressure  upon  it  through  this  distance  is 
12-6  lbs.  per  square  inch;  as  the  distance  is  i-3feet  and  the  piston 
areais  1217  inches,  2010  ft.  pounds  have  been  expended  upon  it 
What  becomes  of  this  work  ?  In  an  ordinary  engine  it  would  be 
communicated  to  the  crank,  and  if  no  load  were  on,  the  crank 
would  give  it  to  the  fly  wheel.  Here  there  is  no  crank  and  the 
piston  is  perfectly  free,  the  piston  alone  contains  the  energy  ;  its 
weight  has  been  raised  through  e  '3  feet  and  the  balance  of  the 
energy  is  stored  in  it  as  velocity  of  upward  movement. 

It  must  therefore  continue  to  move  up  till  its  energy  of  motion 
is  expended  in  compressing  the  atmosphere,  in  raising  the  piston, 
and  in  friction.  If  friction  did  not  exist  and  the  piston  was  indefi- 
nitely light,  then  the  portion  of  the  diagram  dcd  would  be  equal 
in  area  to  the  portion  def,  that  is,  the  work  e.\pended  by  the  ex- 
plosion in  giving  the  piston  velocity  would  be  equal  to  the  work 
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expended  by  the  atmosphere  in  bringing  it  to  rest  agaia  Once 
at  rest  the  vacuum  produced  allows  the  piston  to  be  driven  down 
again,  this  time  to  give  up  its  energy  to  the  motor  shaft. 

As  the  piston  in  this  engine  weighs  ri6  lbs.  the  work  spent  in 
raising  it  through  1-3^.  is  116  x  13=  iSo'Sft.  pounds;  deduct 
this  from  the  total  work;  and  2010  -  151  =  1859  ft.  lbs.  is  the 
energy  of  motion  of  the  piston. 

The  relation  between  energy,  mass  and  velocity  is 


E  =  energy  in  absolute  units.     One  foot  pound  = 
units. 

M  3B  mass  in  pounds 

V  =  velocity  in  feet  per  second. 


The  velocity  is  therefore  i"  =  *  /  £? 


""V^^- =''"""'• 


The  velocity  of  the  piston  at  the  moment  when  the  explosion 
pressure  has  been  expended  and  the  iniernal  and  external  pressures 
exactly  balance  is  32  ft.  per  second  or  1560  ft  per  minute;  at  no 
point  of  the  stroke  in  any. ordinary  engine,  steam  or  gas,  is  such  a 
high  piston  speed  possible.  This  explains  the  recoil  of  the  engine 
But  this  is  not  the  average.  The  piston  has  attained  32  feet  per 
second  after  moving  through  1  -j  feet ;  the  time  taken  to  move  that 

distance  is  /  =  \/-  when  /  =  time  in  seconds. 

s  =  space  passed  through. 
V  ^  velocity. 
2  feet 


The  piston  has  taken  028  second  to  move  through  the  1-3 
feet ;  its  average  velocity  during  the  action  of  the  explosion  is 
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therefore  464  feet  per  second  or  278  feet  per  minute.  This, 
akhough  high,  is  not  greatly  in  excess  of  that  used  in  the  Lenoir 
and  Hugon  engines.  It  is  less,  indeed,  than  the  average  piston 
speed  now  used  in  modem  compression  engines,  300  to  400  feet 
per  minute  being  common.  If  no  cooling  by  the  cylinder  occurred, 
the  line  ^rf/ would  be  adiabatic,  and  the  return  line /^  would 
coincide  with  the  expansion  line  df:  the  portion  of  the  vacuum 
digram  lie/is  due  solely  to  the  energy  of  the  explosion,  the  part 
d/g  is  due  to  the  cooling  of  the  gases.  If  cooling  did  not  act  at 
alt,  the  area  d^c^  would  be  greater,  and  therefore  de/,  which  is  its 
equivalent,  would  also  be  greater,  that  is,  the  vacuum  produced 
would  be  greater  if  no  cooling  whatever  existed. 

The  theory  of  its  action  generally  held  at  the  time  of  M.  Tresca's 
experiments  seems  to  have  been  as  follows  : 

The  work  of  the  explosion  consists  simply  in  pushing  up  the 
piston  and  filling  the  space  behind  it  with  flame,  which  flame  is 
cooled  by  contact  with  the  cylinder,  and  a  vacuum  results.  The 
flame  is  considered  as  analogous  to  steam,  and  the  cooling  as 
similar  to  condensation  as  in  the  Newcomen  engine.  The  inven- 
tors of  the  engine  seem  to  share  this  erroneous  idea ;  certainly 
M.  Tresca  did,  as  in  his  report  upon  the  engine  he  says :  '  There 
is,  therefore,  between  the  older  machines  and  the  new  one  this 
difference  of  principle,  that  the  pressure  in  the  cylinder  can  never 
descend  below  the  atmospheric  during  the  upward  stroke.  The 
negative  force  of  the  atmospheric  pressure,  useless  as  it  was,  be- 
comes utilisable.  .  .  .'  He  clearly  considered  that  the  pressure 
during  the  upward  stroke  was  expended  only  in  lifting  the  pistm 
through  a  certain  height,  and  as  soon  as  it  fell  to  atmosphere  the 
piston  stopped  and  the  cooling  caused  a  vacuum,  the  work  being  done 
by  the  falling  of  the  piston  and  the  pressure  of  the  exterior  air. 
If  the  cooling  really  caused  the  vacuum,  the  diagram  would  be 
quite  different ;  instead  of  the  pressure  touching  atmosphere  at  the 
point  d,  it  would  not  touch  till  the  point  e  at  the  end  of  the  stroke. 
The  pressure  would  then  abruptly  fall  to  /  and  the  piston  would 
return.  M.  Tresca  observed  that  the  pressure  did  fall  belov,- 
atmosphere  before  the  end  of  the  stroke,  but  he  considered  it  as  a 
defect  '  In  reality  the  piston  rises  in  virtue  of  the  swiftness  ac- 
quired to  beyond  the  position  at  which  there  would  be  equilibrium 
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between  the  interior  and  exterior  pressure.  But  that  one  small 
loss  of  power  is  amply  compensated  for  by  the  atmospheric  power 
of  the  downward  stroke.' 

The  very  principle  of  the  engine  really  depends  upon  this  ^ 
of  pressure  which  was  considered  by  M.  Tresca  a  defect ;  it  is  the 
only  way  to  store  up  the  power  of  the  explosion  so  that  it  may  be 
available  on  the  downward  stroke.  If  the  pressure  did  not  fall, 
the  piston  would  require  to  be  projected  lo's  feet  into  the  air  to 
absorb  the  energy  of  the  explosion  in  its  mass  alone  ;  by  the  &1I 
of  pressure  it  is  absorbed  with  the  smaller  movement  of  i'8  feet 
The  only  part  of  the  diagram  due  to  cooling  is  the  part  dfg,  not 
more  than  one  fifth  of  the  total  area  representing  work  done  1^ 
the  engine. 

The  superior  economy,  it  is  evident,  cannot  be  altogether  due  to 
greater  piston  velocity  j  thepiston  velocity,  although  considerable, 
is  not  superior  enough  to  chat  of  Lenoir  and  Hugon  to  account 
for  all  the  difference.  There  must  exist  other  points  of  dissimi- 
larity. In  the  Lenoir  type  of  engine  the  strokes  were  numerotts 
and  the  gas  consumed  per  stroke  on  the  whole  smaller  than  in 
Otto  and  Langen  engines  of  equal  power :  the  latter  used  few 
strokes  but  large  cylinders ;  proportionally  the  cooling  surface 
exposed  was  thus  diminished.  Then  the  piston  is  at  rest  tmtil 
the  explosion  puts  it  in  motion  ;  the  pressure  gets  time  to  rise  to 
its  maximum  before  the  piston  moves  and  expands  the  space. 
Maximum  pressure  is  attained  at  constant  volume  as  required  by 
theory  ;  at  the  same  time  the  piston  and  cylinder  remain  cool  be- 
cause of  the  infrequency  of  the  strokes.  The  entering  charge  is 
therefore  but  slightly  heated  before  explosion,  and  the  explosion 
gives  a  better  pressure  for  a  smaller  elevation  of  temperature. 

The  most  potent  cause  of  improvement,  however,  is  great  ex- 
pansion :  the  large  cylinders  allow  an  expansion  of  10  times  the 
volume  existing  before  explosion,  and  so  gain,  first  by  expanding 
to  atmosphere,  and  second  by  the  cooling  which  follows  the  further 
expansion.  A  comparison  of  the  actual  diagram  with  the  theo- 
retical reveals  some  interesting  peculiarities  which  seem  hitherto 
to  have  escaped  observation.  The  maximum  pressure  on  the 
diagram,  which  is  above  the  true  pressure,  fig.  35,  is  54  lbs.  above 
atmosphere,  corresponding  to  a  temperature  of  1355°  absolute. 
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The  mixture  exploded  contains  i  volume  gas  and  7  volumes  air 
^Oldham  gas) ;  if  ail  the  heat  present  had  been  evolved  by  the 
explosion  the  pressure  should  have  been  168  lbs.  above  atmo- 
sphere. Acthe  maximum  pressure  only  ^3  percent,  of  the  heat  has 
been  evolved,  leaving  6S  per  cent  to  be  evolved  during  the  ex- 
pansion. The  line  cd  is  very  much  above  the  adiabatic,  so  much 
so  that  the  curve  c  1/  is  nearly  isothermal,  the  temperature  at  d  only 
becoming  ijos^absoluteinsteadof  733°,  which  it  should  be  if  adia- 
batic. The  heated  gases  are  therefore  gaining  heat  from  c  to  d,  and 
.as  the  only  source  is  combustion,  it  follows  that  the  combination 
is  not  tiearly  complete  at  the  maximum  pressure    The  68  per  cent. 


Scalciin.> 
Fig.  36.— Diagrai 


14  11k.    Dilulul  mixlDR,  gu  i  vol.,  air  ti  voli. 
from  3  h.  p.  Olto  and  Langen  Engine  (Clerk). 


of  the  total  heat  which  has  not  appeared  at  the  maximum  pressure 
is  appearing  during  the  expansion.  The  combustion  seems  to  be 
nearly  complete  at  the  point  d  as  the  line  de  behaves  as  if  cooling  ; 
if  adiabatic,  the  temperature  at/ should  be  961° — it  is  870".  During 
-compression  to  atmosphere  again,  the  temperature  remains  con- 
stant at  870°  ;  the  cooling  power  of  the  cylinder  is  equal  only  to 
preventing  increase  which  would  otherwise  occur. 

This  effect  is  more  evident  with  a  more  dilute  mixture.    Fig,  36 
is  a  diagram  taken  by  the  author  from  the  same  engine,  but  using 
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a  mixture  containing  1  volume  of  gas  and  1 2  volumes  of  air.  Here 
the  maximum  pressure  is  only  17  lbs.  per  square  inch  above  atmo- 
sphere. With  complete  evolution  of  heat  it  should  be  103  lbs. ;  the 
maximum  pressure  in  this  case  only  accounts  for  24  per  cent,  of  the 
heat  known  to  be  present,  leaving  76  per  cent  to  be  evolved  during 
expansion.    The  diagram  afTords  the  most  ample  proof  that  the 


Pcrceaia^  oT  stroke. 
Fia.  37,  — Otto  and  Langen  Engine.     Free  Pision. 

combustion  is  proceeding,  the  falling  line  shows  a  steady  increase 
of  temperature  to  the  very  end  of  the  stroke.  The  temperatures, 
are  marked  upon  the  diagram  at  the  successive  points  ;  taking  the 
temperature  at  the  point  b  as  290"  absolute,  the  points  c,  d,  e,J,g,  h 
are  respectively  780°,  936°,  1092°,  1 107%  1 160%  and  1225°,  show- 
ing a  steady  increase  throughout  the  whole  expansion  line,  right 
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to  the  end  of  the  stroke.  The  consumption  of  gas  per  indicated 
HP  rises  very  much  in  consequence,  amounting  to  about  37  cubic 
feet  per  IHP  hour.  The  power  at  the  same  time  falls,  so  that 
the  30  explosions  per  minute  are  required  to  keep  the  engine  going 
without  load  at  53  revolutions  per  minute.  The  cooling  during 
compression  is  so  slow  that  the  temperature  falls  only  from  1225° 
to  967°,  from  the  point  h  to  k.  All  the  published  diagrams  examined 
by  the  author  show  this  peculiar  effect.  Fig.  37  is  a  diagram  pub- 
lished by  Mr.  F.  VV.  Crossley.  Taking  80  lbs.  as  the  maximum  pres- 
sure, which  seems  somewhat  higher  than  is  warranted  by  the  dia- 
gram, the  oscillation  of  the  indicator  has  been  so  excessive,  the  cor- 
responding temperature  is  1873°  absolute  :  the  expansion  line  cd\i 
adiabatic  would  give  at  the  point  d  a  temperature  of  1090°,  the 
actual  temperature  is  1044".  Within  the  limits  of  error  they  may 
be  considered  the  same  ;  there  is  therefore  combustion  going  on 
from  cto  d  also.  At  the  point  e  the  temperature  is  788° ;  if  adia- 
batic it  should  be  667°.  It  is  quite  evident  that  the  whole  of  this 
expansion  curve  Is  above  the  adiabatic  ;  in  the  earlier  part  of  the 
digram  the  oscillation  causes  uncertainty,  but  in  the  latter  part 
the  measurement  is  true  enough. 

The  compression  line  eg  is  almost  isothermal,  788°  at  e,  cooling 
to  737°at^'- 

Fig.  38  is  a  diagram  by  Releaux  taken  from  Schottler, 

It  is  manifestly  wrong,  as  the  vacuum  part  is  much  too  small 
and  the  maximum  temperature  is  higher  than  has  ever  been  ob- 
tained by  any  explosion  of  gas  and  air,  but  if  taken  as  relatively 
correct  the  expansion  line  is  much  above  the  adiabatic 

From  his  study  upon  the  explosion  of  gas  and  air  mixtures  in 
closed  vessels,  the  reader  will  be  prepared  to  tind  that  only  a 
portion  of  the  total  heat  present  is  evolved  by  explosion  in  any 
gas  engine.  That  is,  the  explosion  maximum  pressure  never  accounts 
for  the  whole  heat  present  as  inflammable  gas ;  a  portion  is  in  some 
manner  suppressed  and  is  not  evolved  till  long  after  the  moment 
of  complete  explosion.  Combustion  is  not  completed  till  con- 
siderably after  the  completion  of  explosion. 

He  will  be  unprepared,  however,  for  such  diagrams  as  figs.  35 
and  36,  where  the  maximum  pressure  represents  only  032  ando'24 
of  the  heat  present,  and  0-68  and  076  are  evolved  during  the  forward 


byGOOQiC 


ISO 


The  Gas  Engine 


stroke  while  the  pressure  is  falling.  The  explanation  is  simple. 
The  case  is  quite  different  from  that  of  the  closed  vessel  or  where  - 
the  piston  is  connected  to  a  cranL  As  soon  as  the  pressure  of 
the  explosion  becomes  great  enough,  the  piston  at  or.ce  moves  out 
and  prevents  further  increase  of  pressure.  The  slovrer  the  rate  at 
which  the  mixture  inflames,  the  greater  will  be  the  apparent  sup- 
pression of  heat ;  thus  the  mixture  i  volume  gas  7  air  takes,  in  the 
closed  vessel,  006  second  to  complete  the  explosion,  but  before  this 


Flo.  3S. — OUo  and  Ltngen. 

time  has  elapsed  the  piston  is  in  rapid  motion  reducing  the  pressure 
before  complete  explosion.  To  get  the  maximum  pressure  it 
would  be  necessary  to  prevent  it  from  moving  till  the  explosion 
was  complete.  The  weaker  mixture  takes  o'25  second  to  complete 
the  explosion,  and  so  in  diagram,  fig,  36,  the  temperature  actually 
rises  throughout  the  whole  stroke, 

A  heavier  piston  would  be  longer  in  starting  under  the  pressure 
of  the  explosion  and  would  so  allow  a  high  pressure  to  be  attained 
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witha^ven  mixture.  This  explains  Mr.  Crossley's  remark  In  reading 
_  his  paper,  that  heavy  pistons  gave  a  more  economical  result  than 
light  ones. 

Gilles  Engine. — The  great  ^ 

success  of  the  Otto  and  Ian- 
gen  engine  occasioned  many 
attempts  to  improve  upon 
a.  Its  merits  and  its  foults 
were  equally  evident  The 
recoil  of  the  engine  at  every 
stroke  was  exceedingly  trouble- 
some, and  the  noise  of  the  rack 
and  clutch  could  be  heard  at 

a  long  distance.    Gilles  of  Co-  , 

logne  invented  an  engine  in- 
tended to  retain  the  economy 
while  reducing  the  noise.  In 
it  there  are  two  pistons,  one 
free,  the  other  connected  to  the 
crank  in  the  usual  way.  The 
free  piston  being  at  the  bottom 
of  its  stroke  and  close  to  the 
crank  piston,  the  latter  moves 
a  portion  of  its  stroke,  taking 
in  the  explosive  charge  ;  at  a 
suitable  position  ignition  oc- 
curs and  the  free  piston  is 
driven  in  one  direction  while 
the  other  completes  its  out- 
stroke  A  vacuum  is  pro- 
duced between  the  pistons, 
and  the  free  piston  rod  being 
gripped  by  a  clutch  is  kept  in 
its  extreme  position  till  the 
main  piston  returns  under  the 

pressure  of   the  atmosphere.    Fio.  ,19.-Gi11es  Engine.    F«=  Pision. 
The  clutch  is  then  released  and 
the  free  piston  falls,  expelling  the  exhaust  gases.     Fig.  59  is  a 


byGOOQiC 


rS2  The  Gas  Engine 

section  of  the  engine.  It  is  unnecessary  to  give  funher  descrip- 
tion, as  the  engine  was  not  so  economical  or  so  simple  as  the 
earlier  one. 

Type   II. 

In  engines  of  this  kind  compression  is  used  previous  to 
ignition,  but  the  ignition  is  so  arranged  that  the  pressure  in  the 
motor  cylinder  does  not  become  greater  than  that  in  the 
compressing  pump.  The  power  is  generated  by  increasing 
volume  at  a  constant  pressure.  Engines  of  Type  II.  are  there- 
fore: 

Engines  using  a  mixture  of  inflammable  gas  and  air  compressed 
before  Ignition  and  ignited  in  such  a  manner  that  the  pressure 
does  not  increase,  the  power  being  generated  by  increasing 
volume. 

These  engines  are  truly  slow  combustion  engines  ;  in  them  there 
is  no  explosion. 

The  most  successful  engine  of  the  kind  is  an  American  invention; 
although  proposed  in  i860  by  the  late  Sir  William  Siemens,  it  was 
never  put  into  practicable  workable  shape  till  1873,  when  the 
American,  Brayton  of  Philadelphia,  produced  his  well-known 
machine. 

Messrs.  Simon  of  Nottingham  introduced  it  into  this  country  in 
1878.  They  added  one  thing  only  of  doubtful  utility — that  is,  the 
use  of  steam  raised  in  the  water  jacket  as  auxiliary  to  the  flame  in 
the  motor  cylinder. 

Braytcn  Engine. — In  this  engine  there  are  two  cylinders,  com- 
pressing pump  and  motor.  The  charge  of  gas  and  air  is  drawn 
into  the  pump  on  the  out-stroke  and  compressed  on  the  return 
into  a  receiver  ;  the  pressure  usual  in  the  receiver  varies  from  60 
to  80  lbs.  per  square  inch  above  atmosphere.  The  motor  cylinder 
lakes  its  supply  from  the  receiver  but  the  mixture  is  ignited  as  it 
enters,  a  grating  arrangement  preventing  the  flame  from  passing 
back ;  the  mixture,  in  fact,  does  not  enter  the  motor  cylinder  at  all ; 
what  enters  it,  is  a  continuous  flame.  At  a  certain  point  the  supply 
of  flame  is  cut  off  and  the  piston,  moving  on  to  the  end  of  its  stroke, 
expands  the  volume  of  hot  gases  to  nearly  atmospheric  pressure 
before  discharge. 
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Fig.  40  is  an  external  view  of  the  engine.  Figs,  41  and  42  are 
sections  of  the  motor  and  pump  cylinders.  The  action  is  as  fol- 
lows : — The  engine  is  single  acting,  receiving  one  impulse  for  every 
revolution  ;  like  all  gas  engines  it  depends  upon  the  energy  stored 
up  in  the  fly  wheel  to  carrj"  it  through  those  parts  of  its  cycle 


Fic.  40.~Biaylijn  Pelrokum  Engine. 

where  the  work  is  negative.  The  two  cylinders  are  inverted  and 
are  attached  to  a  beam  rocking  beneath  them,  by  connecting  rods. 
The  beam  is  prolonged  and  connected  to  the  crank  above  it  by  a 
rod  ;  both  cylinders  are  single-acting  and  the  pistons  are  of  the 
uunk  kind.      Both  pump  and  motor  cylinders  are  of  the  same 
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diameter,  but  the  pump  is  only  half  the  stroke  of  the  motor.  The 
valves  are  actuated  from  a  shaft  running  at  the  same  rate  as  the 
main  shaft  and  driven  from  it  by  bevel  wheels.  There  are  four 
valves,  all  of  the  conical  seated  kind — two  upon  the  motor, 
admission  and  discharge,  two  upon  the  pump  cylinder,  admission 
and  discharge  The  admission  and  discharge  valves  upon  the 
motor  are  actuated  fi^om  the  auxiliary  shaft  by  levers  and  cams,  so- 
is  the  pump  inlet  The  pump  discharge  valve  is  automatic,  rising 
at  the  proper  time  by  the  pressure  of  compression.  During  the 
down-stroke  the  pump  takes  in  the  charge  of  gas  and  air,  forcinj^ 
it  on  the  up-stroke  into  the  receiver.  .  From  the  receiver  it  is  led  to 
the  power  cylinder,  passing  by  the  inlet  valve  through  a  pair  of 
perforated  brass  plates  with  wire  gauze  placed  between  them. 
Through  this  diaphragm  a  small  stream  of  mixture  is  constantly 
passing  into  the  motor  cyhnder;  before  the  engine  is  started,  a 
plug  is  withdrawn  and  the  current  lighted  ;  a  constant  flame  is 
therefore  burning  under  the  diaphragm.  The  mixture  enters  the 
cylinder  through  this  flame,  lighting  as  it  enters  ;  at  all  times 
during  the  exhaust  part  of  the  stroke,  as  well  as  the  admission,  the 
Stream  of  entering  mixture,  from  the  receiver,  keeps  up  a  small 
constant  flame  which  is  augmented  at  the  beginning  of  the  stroke, 
so  as  to  fill  the  cylinder  entirely,  when  the  admission  valve  is 
opened.  When  the  admission  valve  is  closed,  the  bye-pass  keeps 
the  flame  fed  with  sufficient  mixture  to  keep  it  alight  The 
pressure  in  the  cylinder  thus  never  exceeds  that  in  the  reservoir 
and  the  mixture  burns  quietly  without  spreading  back. 

Figs.  40,  41  and  42. — A  is  the  motor  cylinder ;  b  the  pump ; 
the  beam  and  connections  requite  no  lettering ;  c  is  the  pump 
inlet  valve  (the  pump  dischai^e,  which  is  an  ordinary  lift  valve,  is 
not  seen  in  fig.  42,  but  is  lettered  d  in  fig.  40) ;  e  the  motor  inlet ; 
F  the  igniting  plug  which  is  withdrawn  when  the  flame  is  to  be  lit 
before  starting  the  engine  (see  fig.  82) ;  g  is  the  grating  in  section 
(see  fig.  41);  H  the  exhaust  valve;  the  levers  and  cams  are 
sufficiently  indicated  on  the  drawing ;  the  small  pipe  and  stop- 
cock I  (fig.  40)  communicates  at  all  times  with  the  reservoir  and 
supplies  the  constant  flame  with  mixture.  The  engine  worked 
well  and  smoothly ;  the  action  of  the  flame  in  the  cylinder  could 
not  be  distinguished  from  that  of  steam,  it  was  as  much  within 
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control  and  produced  diagrams  quite  similar  to  steam.  The  flame 
grating  was  the  weak  point ;  it  stood  exceedingly  well  for  a  time,  but 
if  by  any  accident  the  gauze  was  pierced  in  cleaning,  the  flame 
went  back  into  the  reservoir  and  exploded  all  the  mixture — the 
engine,  of  course,  pulled  up  as  the  constant  flame  having  no  supply 


Fig.  41.— BrsTton  Engine.  Fig.  42.— Braytcm  Engine. 

Section  of  Motor  Cylinder.  Section  of  Pump  Cylinder? 

was  extinguished.  This  accident  became  so  troublesome  that 
Mr.  Brayton  discontinued  the  useof  ps  and  converted  his  engine 
into  a  petroleum  engine.  The  light  petroleum  was  pumped  upon 
the  grating  into  a  groove,  filled  with  felt,  the  compressing  pump 
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then  charged  the  reservoir  with  air  alone.   The  air  in  passing 
through  the  grating  carried  with  it  the  petroleum,  partly  in  vapour, 
part  in  spray;  the  constant  flame  was  fed  by  a  small  stream  of  air. 
The  arrangements  were,  in  fact,  precisely  similar  to  the  gas  engine, 
except  in  the  addition  of  the  small  pump  and  the  slight  alteration 
in  the  valve  arrangements.      The  difficulty  of  explosion  into  the 
reservoir  was  thus  overcome,  but   a  new  difficulty  arose — the 
cylinder  accumulates  soot  with   great   rapidity   and   the   piston 
requires  far  too  frequent  removal  for 
cleaning.     The  petroleum  pump  is  an 
exceedingly  cle^'er   little   contrivance  ; 
fig-  43  shows  its  details.    The  amount 
of  petroleum  to  be  injected  at  each 
stroke  is  so  small  that  an  ordinary  force 
I   pump  with  clack  valves  would  be  un- 
certain. Brayton  gets  over  this  difficulty 
by  substituting  a  slide  valve  driven  from 
the  eccentric. 

The  plunger  of  the  pump  is  no  larger 
than  a  black-lead  pencil,  yet  it  dis- 
charges any  quantity,  from  a  single  drop 
per  stroke  up  to  full  throw,  with  un- 
erring certainty.  The  plunger  also  is 
driven  from  an  eccentric.  Both  eccen- 
trics are  in  one  piece  and  rfetate  on  the 
end  of  the  auxiliary  shaft,  driven  by  a 
pawl  when  the  engine  is  in  motion  ;  to 
allow  of  starting,  the  pump  can  be 
moved  by  a  hand-crank  independently. 
_  To  start,  the  air  reservoir  is  filled,  if  not 

Brayion  PeKoIeum  Pump,  already  full,  by  turning  the  engine  round 
by  hand ;  the  plug  f  is  then  withdrawn 
and  a  little  petroleum  thrown  upon  the  diaphragm  by  a  few  turns 
of  the  pump.  The  cock  1  on  the  small  pipe  is  then  opened  and 
a  stream  of  air  flowing  from  the  reservoir  vaporises  the  petroleum ; 
it  is  lit  at  G,  and  (he  flame  havingenough  air  for  combustion  retreats 
to  the  grating  and  remains  burning  within  the  cylinder.  The  plug 
is  then  inserted,  the  starting  cock  opened,  and  the  engine  starts. 
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The  flame  remains  alight  during  the  whole  time  the  petroleum 
continues  to  be  supplied. 

The  valves  act  well  and  the  motor  cylinder  does  not  suffer 
from  the  action  of  the  flame  so  long  as  it  is  kept  reasonably 
clean.  If  the  soot,  however,  is  allowed  to  accumulate,  it  speedily 
cuts  up. 

Diagrams  and  Gas  or  Petroleum  Consumption. — Prof.  Thurston 
of  the  Stevens  Institute  of  Technologj'  tested  a  Brayton  gas  engine 
in  New  Yorit  in  the  year  1873. 

The  following  extracts  are  from  his  report  : 

'  The  operation  of  the  engine  is  precisely  similar  in  the  action 
of  the  engine  proper  and  in  the  distribution  of  pressure  in  its 
cylinder,  to  that  of  the  steam  engine.  The  action  of  the  impelling 
fluid  is  not  explosive  as  it  is  in  every  other  form  of  gas  engine  of 
which  I  have  knowledge. 

'  Upon  the  opening  of  the  induction  valve,  the  mixed  gases 
enter,  steadily  burning  as  they  flow  into  the  cylinder,  and  the 
pressure  from  the  commencement  of  the  stroke  to  the  point  of  cut 
o(r,  as  is  shown  by  the  indicator  diagrams,  is  as  uniform  as  that 
observed  in  any  steam  engine  cylinder.  The  maximum  pressure 
exerted  during  my  experimental  trial,  and  while  the  engine  was 
driving  somewhat  more  than  its  full  rated  power,  was  about  75  lbs. 
per  square  inch  at  the  beginning  of  the  stroke,  gradually  dimin- 
ishing to  66  lbs.  per  square  inch  at  the  point  of  cut-oiT,  where 
the  speed  of  the  piston  was  nearly  at  a  maximum,  and  then  de- 
clining in  accordance  with  the  law  governing  the  expansion  of 
gases. 

'Complete  combustion  is  insured  by  thorough  mixture.  This 
is  accomplished  by  taking  the  illuminating  gas  and  air,  in  proper 
proportion,  into  the  compressing  pump  together,  and  the  mixture 
here  made  becomes  more  intimate  in  the  reservoir,  and  in  its  pro- 
gress towards  the  point  at  which  it  does  its  work.  The  constandy 
burning  jet  already  described  insures  prompt  ignition  on  entering 
the  cylinder. 

'.  .  .  the  engine  rated  at  5  HP  developed,  as  a  maximum, 
rather  more  than  its  rated  power.  Its  mean  power  during  the  test, 
as  determined  by  the  dynamometer,  was  3'986  HP,  the  indicator 
showing  at  that  time  862  HP  developed  in  the  cylinder.    The 
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X  of  gas  consumed  averaged  32-06  cubic  fi^t  per  indicated 
HP  per  hour. 

'The  excess  of  indicated  over  dynamometric  HP  is  to  be 
attributed  to  the  work  of  driving  the  compressing  pump  and  to  the 
friction  of  the  machine. 

'  The  greater  portion  of  this  appears  both  in  debit  and  credit 
side  of  the  account,  since,  although  expended  in  the  compressing 
pump,  it  is  restored  again  in  the  driving  cylinder,' 

The  consumption  of  32 '06  cubic  feet  per  horse  hour  is  incor- 
rect ;  it  is  obviously  unfair  to  include  the  pump  diagram  in  the 
gross  power.  The  author  has  tested  an  ei^ne  of  similar  con- 
struction and  dimensions  ;  he  finds  the  friction  of  the  mechanism 


5.  ~  Diagrams  from  Brayton's  Gas  Engine. 
to  be  about  i-horse  ;  adding  this  number  to  the  dynamometric 
power  of  Prof.  Thurston,  the  legitimate  indicated  |X>wer  may  be 

taken  as  5  HP,  the  consumption  is  therefore  — ^'^'-- =55-2; 


and  the  gas  per  brake  HP  per  hour  is 


8.61 


t32jo6_ 


69-3.  These 


numbers,  although  showing  improvement  upon  the  I..enoir  and 
Hugon,  prove  that  the  engine  was  much  inferior  in  economy  to 
the  Otto  and  Langen  engines 

Mr.  H.  McMutrie,  Consulting  Engineer  at  Boston,  took  dia- 
grams from  an  engine  of  similar  dimensions  which  confirm  these 
results.  Fig,  44  is  the  diagram  taken  with  full  load,  fig.  45  the 
diagram  from  the  motor  with  no  load  on,  the  power  being  just 
sufficient  to  overcome  friction  and  pump  losses. 
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Full  Load  Diagram. 

Area  of  piston 5<r36  iq.  ins. 

Speed  of  piston i3ofi.  per  min. 

Mean  pressure 33  lbs,  per  sq.  In. 

Pressiire  in  reservoir 75'4  lbs.  per  sq.  in. 

Initiiil  pressure  in  cylinder 68  ibs.  per  sq.  in. 

Gross  power  developed 9  H  P. 

No  I.OAD  DlACRAH. 

Speed  of  ^iton 180  ft.  per  min. 

Mean  presmre iS  lbs.  per  sq,  in. 

Friction  and  other  resisunce        ,        .        .        .  4'87  HP. 

Net  available  power 9  —  4-B7  "  413 

This  power  agrees  closely  with  the  actual  detenntnatioii  by 
dynamometer. 

The  author  has  made  a  careful  trial  of  a  Brayton  petroleum 
ei^ne  rated  at  5-horse.  The  engine  was  made  by  the  '  New  York 
and  New  Jersey  Ready  Motor  Company ; '  it  was  sent  to  Glasgow 
and  the  following  test  was  made  at  the  Crown  Ironworks  on  the 
2tst  and  22nd  February,  187S.  The  motor  cyhnder  is  S  inches 
in  diameter  and  the  stroke  12  inches ;  the  pump  cylinder  is  also 
8  inches  diameter  but  the  stroke  is  6  inches. 

Diagrams  were  taken  from  both  pump  and  motor  by  a  well- 
made  Richards'  indicator.  At  the  same  time  the  dynamometer 
was  applied  to  the  fly  wheel  fully  loading  the  engine,  readings  were 
taken  at  regular  intervals.  The  revolutions  were  recorded  by  a 
counter.  The  petroleum  used  was  measured  in  a  graduated  glass 
vessel. 

The  results  are  as  follows  : 


Mean  speed  of  engine 

. 

aoi  revs,  per  miv 

4'a6  HP, 

Mean  pressure,  power  cylinder 

3.  lbs.  per  sq.  in 

Msui  presKore,  air  pump 

37-6  lbs,  per  sq. 

Piston  speed,  motor 

».  ft.  per  min. 

Piston  speed,  pump 

Power  indicated  in  motor 

9*49  HP, 

Power  indicated  in  pump 

410  HP, 

Available  indicated  po»er 

5-39 
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The  power  by  the  dynamometer  is  4-26-horse  ;  therefore  the 
meohanicai  friction  of  the  engine  is  539— 426=113  horse. 


Figs.  46  and  47  are  diagrams  from  the  motor  and  pump,  which 
are  fair  samples  of  those  taken.  It  will  be  observed  that  consider- 
able throttling  occurs  in  entering  the  motor  cylinder ;  the  pump 
pressure  is  higher  than  the  reservoir  pressure,  and  the  motor  pres- 
sure is  lower,  so  that  a  double  loss  has  been  incurred.  The  prin- 
ciple of  the  engine  is  so  good  that  the  author  anticipated  better 
results.     Great  improvement  could  be  obtained  by  reproportioning 
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Fltt.  47.— Bmyton  Petroleum  Engine.     Pump  Cylinder. 

the  valves  and  air  passages  ;  they  are  in  this  engine  much  too  small 
and  cause  needless  resistance  and  loss.  The  maximum  pressure 
in  the  motor  cylinder  is  48  lbs.  per  square  inch,  which  remains 
steadily  till  the  inlet  valve  shuts  at  four-tenths  of  the  stroke  :  the 
pressure  then  slowly  falls  as  the  gases  expand,  the  exhaust  valve 
o]>ening  at  about  ten  pounds  per  square  inch  above  atmosphere. 
The  average  available  pressure  upon  this  diagram  is  3o'a  lbs. 
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per  square  inch.  The  air  pump  shows  a  maximum  pressure  of 
65  lbs.  per  square  inch,  the  leservoir  pressure  being  60  lbs.  The 
average  resistance  is  276  lbs.  per  square  inch;  as  the  pump  is  half 
the  stroke  of  the  motoT  and  equal  to  it  in  area,  the  pressure  to  be 
deducted  is   J—  =  i3'8  and  30-2  —  iy8=  16-4,     The  actual 

available  pressure  actuating  the  engine  in  therefore  only  164  lbs. 
per  square  inch.  The  effect  of  the  clearance  in  the  pump  cylinder 
is  noticeable  upon  the  diagram  ;  the  air  inlet  valve  does  not  open 
till  one-tenth  of  the  down  stroke  is  completed. 

The  theoretic  efficiency  of  this  type,  with  a  maximum  tempera- 
ture of  1600°  C,  compression  of  60  lbs.  per  square  inch  above 
atmosphere,  and  motor  cylinder  of  twice  the  pump  volume,  is  o'^o  ; 
the  efficiency  oflhe  gas  in  the  mixture  commonly  used,  i  volume  gas 
7  volumes  of  air,  is  o'40  (p.  11 3) ;  so  that  if  the  conditions  of  loss 
by  cooling  are  no  worse  than  in  the  author's  explosion  experiments, 
and  the  diagram  appeared  perfect,  the  actual  indicated  efficiency 
would  be  0-30  X  040  ^  o'iz.  That  is,  the  engine  should  convert 
12  per  cent  of  the  heat  it  gets  as  gas  or  petroleum  into  indicated 
work.  But  the  diagram  is  imperfect  in  many  ways.  Using  the  mix- 
ture it  does,  the  diagram  should  show  a  maximum  temperature  of 
1600°  C.  at  least ;  in  reality  the  highest  temperature  is  only  840°  C. 
The  flame  is  entering  the  cylinder  at  an  actual  temperature  of 
1600°  C.  during  the  whole  period  of  admission,  but  the  convec- 
tion has  so  greatly  increased  by  the  mixing  efTect  of  the  entering 
current  that  greatly  increased  cooling  results  ;  accordingly,  when  the 
gases  are  fully  admitted  and  the  inlet  valve  is  closed,  the  gases  have 
only  a  temperature  of  840"  C.  instead  of  1600°  C.  After  admis- 
sion ceases,  the  expansion  line  from  45  lbs.  to  10  lbs.  pressure  is  far 
above  the  adiabatic,  indeed  it  is  isothermal,  the  combustion  is 
proceeding  and  the  small  igniting  flame  also  is  helping  to  sustain 
the  temperature. 

It  is  therefore  quite  evident  that  the  loss  of  heat  is  much  greater 
than  that  occurring  during  explosion  in  equal  time.  The  correction 
of  the  theoretic  efficiency  indicated  by  the  author's  closed  vessel 
experiments  is  insufficient,  o'la  is  much  above  the  actual  effici- 
ency. Taking  the  heating  value  of  the  American  coal  gas  used 
in  Prof.  Thurston's  experiments  as  10,900  heat  units  per  unit  weight 
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of  gas  burned,  and  one  pound  of  it  as  measuring  50  cubic  feet, 
then  as  the  engine  used  55  cubic  feet  per  IHP  per  hour,  its 
efficiency  is  0071;  that  is,  it  converts  7'i  percent.of  the  heat  given 
to  it  into  work. 

This  is  a  poor  result  for  a  cycle  having  so  high  a  theoretic 
efficiency,  and  in  the  author's  experiments  with  petroleum  it  is 
even  worse. 

The  sp.  gravity  of  the  petroleum  was  0-85,  therefore  the  weight 
of  one  gallon  is  8-5  lbs.  As  o'255  gallons  are  burned  per  indi- 
cated horse  power  per  hour,  this  amounts  to  85  xo'255^2"i61bs. 
of  liquid  fuel  per  IHP  per  hour.  One  pound  gives  out  11,000 
heat  units,  and  for  one  horse  power  for  one  hour  1424  units  are 
required  ;  the  actual  indicated  efficiency  is  therefore 

L^^-* =    '424    =  o-o6  nearly  ;  that  is,  6  per  cent,  of  the 

z-i6xiiooo         23760 

whole  heat  given  to  the  engine  is  accounted  for  by  the  power 

developed  in  the  motor  cylinder. 

If  there  were  no  losses  of  heat  to  the  cylinder,  or  losses  by 
ihroltling  during  the  inlet  and  transfer  of  the  air  from  the  pump 
10  the  motor  or  loss  of  heat  from  the  reservoir  to  the  atmosphere, 
then  the  efficiency  of  this  type  of  engine  would  be  30  per  cent. 
These  losses  in  practice  reduce  it  to  6  per  cent.  The  cycle  is  a 
good  one,  and  under  other  circumstances  is  capable  of  better 
things,  but  it  is  quite  unsuitable  for  a  cold  cyhnder  engine.  Cool- 
ing and  undue  resistance  are  the  main  causes  of  the  great  deficit. 

The  gases  entering  the  cylinder  as  flame,  in  passing  through 
the  inlet  chamber  expose  a  large  surface  to  the  action  of  the  water 
jacket;  the  entering  currents  also  impinge  against  the  piston, 
causing  more  rapid  circulation  than  ordinary  convection.  Both 
causes  intensify  the  coohng  action  of  the  cylinder  walls.  In  the 
engine  tested  by  the  author  the  communicating  pipes  and  the 
motor  admission  valve  were  much  too  small  ;  a  considerable  loss 
of  pressure  resulted  ;  although  the  reservoir  pressure  was  60  lbs., 
that  in  the  cylinder  never  exceeded  48  lbs.  above  atmosphere, 
showing  a  loss  of  la  lbs.  per  square  inch  from  undue  resistance. 
To  cnalile  this  engine  to  realise  the  advantages  of  its  theory  con- 
siderable modifications  in  its  arrangements  are  required.  Notwith- 
standing all  difficulties  it  has  done  much  useful  work,  not  the  least 


byGOOQiC 


Gas  Engines  of  Different  Types  in  Practice         163 

notable  being  the  assistance  it  rendered  to  Prof,  Draper  during  his 
investigation  on  the  existence  of  non-metallic  bodies  in  the  sun's 
atmosphere.  He  used  a  Brayton  petroleum  engine  for  driving  his 
dynamo  machine,  and  he  stated  in  his  paper  that  its  ease  of  starting 
and  almost  absolute  steadiness  in  driving  were  of  the  greatest  ser- 
vice to  him.  In  steadiness  he  states  that '  it  acted  like  an  instru- 
ment of  precision.' 


Fig.  48.— Simon  Engine. 

Simon  £«^»ft^  Messrs.  Simon,  of  Nottingham,  introduced  the 
Brayton  engine  to  England  in  a  slightly  altered  form  as  a  gas 
engine.  In  addhion  to  the  ordinary  arrangements  of  the  engine 
they  attempted  to  gain  increased  economy,  by  causing  the  waste 
heat  passing  into  the  water  jacket,  and  the  heat  of  the  exhaust 
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gases,  to  be  utilised  in  raising  steam.  They  would  undoubtedly 
have  increased  the  economy  of  the  engine  in  this  manner  had 
they  not  turned  the  steam  so  raised  into  the  motor  cylinder  along 
with  the  flame.  The  cooling  of  the  flame  which  was  serious 
enough  in  the  original  was  thus  made  worse,  and  but  slight  gain 
could  result,  the  loss  by  cooling  being  slightly  exceeded  by  the 
increase  of  volume  due  to  the  steam.  Fig.  48  is  an  external  view 
of  the  engine  as  exhibited  at  the  Paris  Exhibition  of  1878.  a  is 
the  motor,  b  the  pump,  and  c  the  added  boiler  ;  the  steam  was 
raised  in  it  and  the  water  jacket.  With  a  suitable  arrangement 
using  the  steam  in  a  separate  cylinder,  doubtless  6  per  cent,  might 


FlO.  49- — Diagram  from  Simon  Engine. 

be  added  to  the  indicated  efficiency  of  the  engine,  but  it  is  very 
questionable  if  the  increased  complexity  does  not  entirely  destroy 
any  advantage  gained  ;  it  certainly  does  so  in  small  engines.  AVhen 
very  lai^e  engines  come  to  be  constructed  the  complexity  would 
not  be  so  great  and  it  would  be  well  worth  while  to  use  waste  heat 
in  steam  raising.  The  engine,  although  instructive,  did  not  suc- 
cessfully overcome  the  difficulties  which  caused  the  abandonment 
of  the  Brayton  as  a  gas  engine.  Fig.  49  is  a  diagram  from  the 
engine  which  forcibly  illustrates  the  effect  of  the  cooling. 
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Type  III. 

Engines  of  this  kind  resemble  those  just  discussed,  in  the  use 
of  compression  previous  to  ignition,  but  differ  from  them  in  ignit- 
ing at  constant  volume  instead  of  constant  pressure  ;  that  is,  the 
whole  volume  of  mixture  used  for  one  stroke  is  ignited  in  a  mass 
instead  of  in  successive  portions. 

The  whole  body  of  mixture  to  be  used  is  introduced  before 
any  portion  of  it  is  ignited  ;  in  the  previous  type  the  mixture  Is 
ignited  as  it  enters  the  cylinder,  no  mixture  being  allowed  to  enter 
except  as  flame.  In  Type  III.  the  ignition  occurs  while  the  volume 
is  constant ;  the  pressure  therefore  rises  ;  it  is  an  explosion  engine 
in  fact,  hke  the  first  type,  but  with  a  more  intense  explosion  due 
to  the  use  of  mixture  at  a  pressure  exceeding  atmosphere. 

The  most  obvious  means  of  applying  the  method  is  that  sug- 
gested by  the  Lenoir  engine.  The  addition  of  a  pump  taking 
ipixture  at  atmospheric  pressure,  compressing  it  into  a  reservoir 
from  which  it  passes  to  the  motor  cylinder  at  the  increased  pres- 
sure, seems  a  simple  matter.  The  igniting  arrangements  would 
act  as  In  the  original.  As  the  gases  are  under  pressure,  the  piston 
would  take  its  charge  into  the  cylinder  in  a  smaller  proportion  of 
the  forward  stroke,  and  so  more  of  the  motor  stroke  would  be 
available  for  useful  effect  The  diagram  such  an  engine  should 
produce  is  seen  at  fig.  15,  p.  50 ;  the  shaded  part  is  the  available 
portion,  the  other  part  is  the  pump  diagram.  The  theoretic  effi- 
ciency of  such  an  engine  is  as  good  as  the  type  can  give.  The 
patent  list  shows  that  it  was  the  first  proposed  after  Lenoir.  Many 
such  engines  have  been  attempted  and  have  given  very  good  re- 
sults economically,  but  the  difficulties  of  detail  are  considerable, 
the  greatest  being  the  necessity  for  the  intermediate  reservoir. 
Million's  patent  i86i  proposes  to  do  this,  the  present  author  also 
constructed  one  of  this  kind  in  1878,  and  later  one  was  made  by 
Mr.  Atkinson.  The  difficulties,  however,  are  too  great  to  allow  the 
success  of  small  motors  on  the  plan. 

Mr.  Otto,  the  first  to  succeed  with  the  free  piston  engine,  was 
also  the  first  to  succeed  in  adapting  compression  In  a  reliable 
form. 
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In  the  third  type  are  included  all  engines  having  the  following 
characteristics,  however  widely  the  mechanical  cycle  may  vary  : 

Engines  using  a  gaseous  explosive  mixture,  compressed  before 
ignition,  and  ignited  in  a  body,  so  thai  the  pressure  increases  while 
the  volume  remains  constant.  The  power  is  obtained  by  expan- 
sion after  the  increase  of  pressure. 

Otto  Engine. — In  this  gas  engine,  the  first  to  combine  the 
compression  principle  with  a  simple  and  thoroughly  efficient  work- 
ing cycle,  the  difficulties  of  compression  are  overcome  in  a  strikingly 
original  manner.  To  the  engineer  accustomed  to  the  steam 
engine,  the  main  idea  seems  a  bold  and  indeed  a  retrograde  Step. 
The  early  gas  engines  were  moulded  more  upon  the  steam  engine 
model  and  were  to  some  extent  double  acting.  The  Lenoir  and 
Hugon  both  received  two  impulses  for  every  revolution,  the 
Brayton  was  single  acting,  and  the  Otto  is  only  half  single  acting. 
The  steam  engine  in  its  advance  passed  from  single  to  double 
acting,  and  then  to  four  and  even  more  impulses  per  revolution. 
The  gas  engine  in  its  progress  has  in  this  respect  moved  backwards, 
beginning  with  double  action  and  then  going  bacL  The  gain  of 
this  arrangement,  however,  has  completely  justified  the  retro- 
gression. 

In  external  appearance  the  engine  closely  resembles  a  modem 
high  pressure  steam  engine,  the  working  parts  of  which  are  of 
somewhat  excessive  strength  ;  its  motor  and  only  cylinder  is  hori- 
zontal and  open  ended  ;  in  it  works  a  long  trunk  piston,  the  front 
end  of  which  serves  as  a  guide  and  does  not  enter  the  cylinder 
proper  ;  the  connecting  rod  communicates  between  the  guide  and 
the  crank  shaft,  the  side  thrust  is  thus  kept  ofl^  the  piston  and 
cylinder  proper,  which  become  hot  The  crank  shaft  is  heavy  and 
the  fly-wheel  a  large  one  ;  considerable  energy  being  required  to 
take  the  piston  through  the  negative  part  of  the  cycle.  The 
cylinder  is  considerably  longer  than  the  piston  stroke,  so  that  the 
piston  when  full  in  leaves  a  considerable  space  into  which  it  does 
not  enter. 

Outside  the  cylinder,  running  across  it  at  the  end  of  the  space, 
works  a  large  slide  valve  ;  it  is  held  against  the  cylinder  face  by 
a  cover  plate  and  strong  spiral  springs  ;  it  is  driven  to  and  fro  by 
a  small  crank,  on  the  end  of  a  shaft  parallel  to  the  cylinder  axis, 


byGOOQiC 


Gas  Engines  of  Different  Types  in  Practice         167 


byGOOQiC 


1 68  Tfu  Gas  Engine 

and  rotating  at  half  the  rate  of  the  crank  shaft,  from  which  it 
receives  its  motion  by  bevel  or  skew  gearing. 

An  exhaust  valve,  leading  into  the  space  by  a  port,  is  also 
actuated  at  suitable  times  from  the  secondary  shaft ;  so  are  the 
governing  and  oiling  gear. 

The  single  cylinder  serves  alternately  the  purposes  of  motor 
and  pump  ;  during  the  first  forward  stroke  of  the  piston,  the  slide 
valve  is  in  such  position  that  gas  and  air  stream  into  the  cylinder 
from  the  beginning  to  the  end  of  the  stroke,  the  charge  mixing  as 
it  enters  with  whatever  gases  the  space  may  contain  ;  the  return 
stroke  then  compresses  the  uniform  mixture  into  the  space,  and 
when  the  piston  is  full  in,  the  pressure  has  increased  to  an  amount 
determined  by  the  relative  capacity  of  the  space  Meantime  the 
slide  valve  has  moved  to  another  position,  first  closing  the  admission 
gas  and  air  ports,  to  permit  of  the  compression,  then  bringing  on  a 
cavity  in  the  valve  which  is  filled  with  flame,  when  the  compression 
is  completed.  The  compressed  charge  therefore  ignites  and  the 
pressurerisessorapidly  that  maximum  is  attained  before  the  piston 
has  moved  appreciably  on  its  forward  stroke  (second  stroke) : 
the  piston  is  thus  under  the  highest  pressure  at  the  beginning  ol 
its  stroke  and  the  whole  stroke  is  available  for  the  expansion. 

This  is  the  motive  stroke.  At  the  end  of  it,  the  exhaust  valve 
opens  and  the  return  stroke  is  occupied  in  driving  out  the  burned 
gases,  except  that  portion  remaining  in  the  space  which  cannot  be 
entered  by  thffpislon.  These  operations  form  a  complete  cycle, 
and  the  piston  is  again  in  the  position  to  take  in  the  charge  re- 
quired for  the  next  impulse. 

The  cycle  requires  two  complete  revolutions,  or  four  single 
strokes. 

First  out  stroke.  Charging  cylinder  with  gas  and  air. 

„    in        „  Compressing  the  chaise  into  the  space 

Second  out  stroke.  Explosion  impelling  piston. 

„         in        „  Discharging  burned  gases  into  atmosphere. 

The  regulation  of  the  speed  of  the  engine  is  accomplished  by 
a  centrifugal  governor,  which  is  arranged  to  close  a  gas  supply 
valve  whenever  the  speed  increases.  An  explosion  is  thereby 
missed,  and  the  engine  goes  through  its  cycle  as  usual,  but  as  no 
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gas  is  mixed  with  the  air,  there  is  no  explosion  when  the  flame 
enters,  the  compressed  air  merely  expanding,  giving  back  to  the 
piston  the  energy  taken  during  compression. 

When  running  without  load,  8  or  even  more  revolutions  maybe 
made  between  the  impulses,  at  full  load  2  revolutions  are  made  [>eT 
impulse.  Notwithstanding  this  irregularity  the  fly-wheel  is  so 
large  that  no  variation  observable  by  the  eye  can  be  seen  while 
watching  the  engine. 

Fig.  50  is  an  external  elevation  of  an  Otto  engine. 

Fig.  51  is  a  sectional  plan,  and  fig.  52  an  end  elevation  showing 
exhaust  valve  lever,  a  is  the  water- jacketed  cylinder,  b  the  piston 
shown  full  in,  c  is  the  compression  space  or  cartridge  space  as  it 
is  called  by  Million;  i  the  admission  and  ignition  port,  communi- 
cating alternately  with  the  gas  and  air  admission  port  k,  and  the 
flame  port  l  in  the  slide  m  ;  n  is  the  cover  holding  the  slide  to  the 
cylinder  face  and  carrying  in  it  the  external  flame  for  lighting  the 
movable  one  in  flame  port  L.  The  exhaust  valve  is  of  the  conical 
seated  lift  type  and  is  seen  at  o;  it  is  driven  from  the  shafl  p  by 
the  cam  Q  and  the  lever  r.  The  other  details  are  clearly  shown 
upon  the  drawing.  The  ignition  valve  and  governing  arrangement 
wilt  be  described  in  a  subsequent  chapter ;  here  it  is  sufiScient 
to  state  that  the  governor  withdraws  a  cam  actuating  the  gas 
valve  s,  fig.  52,  and  so  prevents  it  opening  when  the  pislon  is 
taking  in  air.  When  open,  the  gas  passes  the  valve,  then  through 
a  row  of  holes  in  the  valve  port  k,  streaming  into  the  air  and  mix- 
ing thoroughly  with  it  as  it  enters  the  cylinder.  To  start  the 
engine,  the  flame  at  t  is  lighted  ;  the  cock  commanding  the  internal 
flame  being  properly  adjusted,  and  the  gas  turned  on,  a  couple  of 
turns  at  the  fly-wheel  should  cause  ignition  and  set  the  engine 
in  motion.  The  larger  engines  are  provided  with  a  second  cam, 
which  keeps  the  exhaust  valve  open  during  half  of  the  compression 
stroke  and  so  diminishes  the  work  required  to  turn  round  the  engine 
by  hand.  When  the  engine  is  started  the  wheel  upon  the  lever  is 
shifted  to  the  normal  cam  and  the  compression  then  returns  to  iis 
usual  intensity. 

Diagrams  and  Gas  Consumption. — Dr.  Slaby,  of  Berlin,  has 
made  a  very  careful  trial  of  a  four-horse  power  Otto  engine  at 
Mr.  Otio's  works,  Deutz,  in  August  r88i. 
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The  dimensions  of  the  engine  are  : 

Diameler  o(  cylinder 171  "9  milBmettai. 

Stroke 340  miUimetra. 

Compression  space 4770  cb.  centimelre*. 

Volume  displaced  by  piston     ....  78B8  cb.  cendmeires. 

The  compression  space  is  therefore  0-6  of  the  volume  displaced  by 
the  pistoa     The  results  are  briefly  as  follows : 


1567  per  mil 

Power  indicated  in  cj-Under      . 

5-0+ horse. 

Power  by  dyoamometer  ,        .        .        . 

Gas  consumed  in  one  hour 

143-67  cb.  ft 

Gas  consumed  in  one  hour  by  igniimg  flames 

3-75  cb.  (t. 

38-3cb.  ft. 

3a'4cb,  ft. 

The  composition  of  the  gas  used  at  the  Gasmotoren-Fabrik, 
Deutz,  is  given  as — 

VolUMl. 

Maish  gas,  CH4 344 

Ethylene,  C,H, 3'S 

Hydrogen,  H 56-9 

Carbonic  oxide,  CO S'a 


and  r  cubic  metre  of  it  weighs  0-404  kilograms.  One  pound 
weight  of  it  therefore  measures  396  cubic  feel.  Deducting  the 
latent  heat  of  steam  produced,  i  pound  weight  evolves  heat  enough 
to  raise  12,094  lbs.  of  water,  through  one  degree  Centigrade.  It 
evolves  1 2,094  heat  units.  From  this  value,  and  the  experimental 
determination  of  the  heat  leaving  the  engine  by  way  of  the  water 
jacket,  Dr.  Slaby  calculates  the  disposition  of  100  heat  units  given 
to  the  engine  as  follows  : 

Work  indicated  in  cylinder 160 

Heal  lOEl  to  cylinder  walls 510 

Heat  carried  away  by  eshausi 31*0 

Heat  lost  from  engine  by  conduction  and  radiation  .  .2-0 

The  actual  indicated  efficiency  of  the  engine  is  therefore  16 
per  cent,  or  o-i6. 

The  temperature  of  the  gases  expelled  during  the  exhaust 
stroke  was  determined  by  carefully  protecting  the  exhaust  pipe 
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from  loss  of  heat  by  non-conducting  materia],  and  then  seeing 
whether  zinc  or  antimony  would  melt  in  ic.  Zinc  melted  but 
antimony  did  not ;  as  the  melting  point  of  zinc  is  423°  C,  and  the 
antimony  melting  point  is  432°  C,  the  temperature  of  the  exhaust 
gases  is  given  with  great  accuracy  as  between  these  two  tempera- 
tures. The  average  composition  of  the  mixture  is  given  as  i  vol. 
coal  gas  to  1373  vols,  of  air  and  other  gases.  Here  Dr.  Slaby  is 
plainly  in  error,  as  his  own  figures  conclusively  show.  The  volume 
of  coal  gas  taken  into  the  engine  at  each  stroke  as  measured 
by  the  gas  meter  is  given  as  859  cubic  centimetres,  the  total 
volume  swept  by  the  piston  of  the  engine  per  stroke  is  7888  cubic 
centimetres,  the  volume  of  the  compression  space  4770  cubic 
centimetres.  Now  if  the  gas  be  introduced  into  the  cylinder 
while  it  is  filled  completely,  space  included,  with  cold  gases,  at 
the  same  temperature  as  the  gases  when  measured  by  the  meter, 
this  figure  is  correct  enough.  But  the  gases  are  not  so  introduced, 
the  space  is  ahready  filled  with  exhaust  gases  at  a  temperature  of 
about  400°  G  by  Dr.  Slaby's  own  determination ;  this  volume 
must  therefore  be  calculated  to  atmospheric  temperature  before 
an  approach  to  the  true  ratio  can  be  obtained.  Taking  atmo- 
spheric temperature  at  17°  C,  then  4770  cubic  centimetres  of 
burned  gases  at  400°  C.  becomes  reduced  to  2055  cubic  centi- 
metres at  17°  C ;  that  is,  the  total  charge  will  consist  of  859  cubic 
centimetres  of  coal  gas,  7029  cubic  centimetres  of  air,  and  2055 
cubic  centimetres  of  burned  gases  from  the  previous  explosion. 

The  ratio  is 

coal  gas 859  I 

air  and  burned  gases      7029  +  2055  ~  105 

The  composition  of  the  charge  is  more  correctly  represented 
as  t  vol,  of  gas  to  lO'S  vols,  of  air  and  other  gases.  Even  here, 
however,  the  dilution  is  overstated,  as  it  is  assumed  that  the 
piston  has  taken  in  the  charge  at  full  atmospheric  temperature 
and  pressure.  But  there  is  some  throttling  in  passing  through  the 
admission  valve  and  port,  and  also  some  heating  of  the  air  by 
striking  the  piston  and  cylinder  walls.  Professor  Thurston,  in 
€xperiments  to  be  described  later  on,  proves  this  to  be  the  case, 
and  shows  that  the  charge  is  even  stronger  than  has  been 
calculated. 
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It  has  been  already  proved  that  in  this  type  of  engine,  ex- 
panding after  compression  and  expiosion  to  the  same  volume  as 
existed  before  compression,  the  theoretic  efficiency  is  independent 
of  the  temperature  of  the  explosion  or  the  temperature  existmg 
before  compression,  and  depends  only  upon  the  volume  before  and 
after  complete  compression.  As  the  ratio  of  compression  space 
to  volume  swept  by  the  piston  is  0-6  to  1,  the  volume  before 
compression  is  i  '6,  volume  after  compression  o'6. 

The  theoretic  efficiency  is  (p.  53)  e  =  i  —  (-|''|       ' 
and  r,  is  the  compression  volume,  and  v,  the  volume  before  com- 
pression; in  this  case  e=  i  —  (  -  1      or  i  —  f—^)      ' 

here  f.  =  o-33. 

That  is,  if  all  tlie  heat  were  given  to  the  engine  at  the  moment 
of  complete  explosion  at  the  beginning  of  the  stroke,  and  no  heat 
were  lost  to  the  cylinder  during  the  expansion  to  the  original 
volume,  then  33  per  cent,  of  that  heat  would  be  converted  into 
indicated  work.  But  the  author's  explosion  experiments  give  the 
factor  necessary  for  correcting  this  theoretical  number  (p.  113). 
Taking  the  mixture  of  i  gas  to  10  vols,  air  as  nearest,  the 
efficiency  of  the  gas  in  it  is  0-46  ;  that  is,  during  the  time  of  the 
forward  stroke,  taken  as  O'a  sec,  i  vol.  of  gas  is  required  to  pro- 
duce and  keep  up  a  pressure  which  046  vol.  would  suffice  for  if 
it  was  all  applied  to  heating  and  no  loss  by  cooling. 

The  actual  indicated  efficiency  of  the  engine  using  this 
mixture  and  this  expansion  and  compression  should  be  0-33  x 
o'46=0'i52  nearly.  That  is,  the  engine  should  convert  i5'z  per 
cent,  of  the  heat  given  to  it  into  work.  Dr.  Slaby's  number,  found 
by  experiment,  is  16  per  cent  The  numbers  are  exceedingly 
close. 

The  mechanical  efficiency  of  the  engine  is  high,  the  ratio  of 
dynamometric  to  indicated  power  being  87  to  100,  and  the  friction 
of  the  engine  only  064  horse 
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Professor  Thurston's  Experiments  on  a  6  HP  Otto 
Engine. 

Dr.  Slaby's  experiments  are  exceedingly  complete,  but  Pro- 
fessor Thurston  In  America  has  made  even  more  extended 
measurements. 

Messrs.  Brooks  and  Steward  made  the  trials  under  the  direc- 
tion of  Professor  Thurston,  at  the  Stevens  Institute  of  Technology, 
Hoboken.     The  dimensions  of  the  engine  are  as  follows  : 

Diameler  of  cylinder 8*5  in;. 

Stroke 14  ins. 

Capacity  of  compression  space  38  per  cent,  of  total  cylinder 
volume. 

Not  only  was  the  gas  entering  the  engine  measured,  but  at  the 
same  time  the  air  required  was  measured  through  a  300  light 
meter.  So  far  as  the  author  is  aware,  this  is  the  only  set  of 
experiments  in  which  this  was  done  ;  it  is  by  far  the  most  accurate 
way  of  getting  the  true  proportions  of  the  explosive  mixture. 

The  temperature  of  the  exhaust  was  measured  by  a  pyrometer, 
and  the  power  determined,  both  by  indicator  and  dynamometer ; 
at  the  same  time  the  heat  passing  into  the  walls  of  the  cylinder 
was  determined  by  measuring  the  water  heated  and  estimating 
the  loss  by  radiation  and  conduction. 

The  total  number  of  revolutions  during  the  \'arious  tests  were 
taken  by  a  counter.  Many  trials  were  made  under  varying  con- 
ditions of  load  and  mixture  used.  The  following  is  the  best  full- 
power  trial,  giving  the  most  economical  results  : 

Average  revolutions  during  test 15B  per  minute. 

Power  indicated  in  cylinder 96  horse. 

Power  by  dynamometer Bi  horse. 

Gas  consumed  in  one  hour 33^  cb.  ft. 

GasconsumptioD  per  IHP  per  hour     ....      245  cb.  fl. 
Gas  consumption  per  effective  H  P  per  hour  291  cb.  ft. 

An  analysis  of  the  gas  used  during  the  trials  made  by  Thomas 
B.  Stillman,  Ph.D.,  is  as  follows  : 
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Hydrogen,  H 39'S 

Marsh  gas,  CH, 373 

Nitrogen,  N 8'3 

Heavy  hydrocarbons,  CjHa.  &c 6-6 

Carbonic  oxide,  CO 4"3 

Oxygen,  O ■  '4 

Water  vapour  and  impurilies  (HaO,  COj.  HgSJ  .        .        ,  a? 

One  cubic  metre  of  this  gas  weighs  0606  kilograms.  One 
pound  weight  of  it  therefore  measures  2643  cubic  feet.  One 
pound  when  completely  burned  evolves  heat  enough  to  raise  9070 
lbs.  water  through  i'  C. 

The  air  necessary  to  supply  just  enough  oxygen  for  the 
complete  combustion  of  i  vol.  of  this  gas  is  594  vols. 

From  these  values  and  experiments  upon  temperature  of  the 
exhaust  gases,  Professor  Thurston  estimates  the  disposition  of  100 
heat  units  by  the  engine  as  follows  : 

Work  indicated  in  cylinder 17-0 

Heat  lost  to  cylinder  walls 510 

Heal  carried  away  by  exhaust  gases 15*5 

Heat  lost  from  engine  by  conduction  and  radiation  IS'S 

The  actual  indicated  effidency  is  therefore  17  per  cent. 

The  number  showing  the  proportion  of  heat  passing  into  the 
water  jacket  is  also  very  nearly  Slaby's,  but  the  amount  expelled 
with  the  exhaust  is  much  understated  The  amount  lost  by  radi- 
ation is  overstated. 

The  temperature  of  the  exhaust  gases,  as  determined  by  a 
pyrometer  placed  in  the  exhaust  pipe,  varies  in  the  experiments  at 
full  load  from  399°  C.  to  432°  C,  thus  practically  coinciding  with 
Slaby.  The  ratio  of  air  to  gas  was  found,  by  actual  measurement 
of  both,  to  be  about  7  to  i  when  the  engine  was  working  most 
economically.  Although  with  better  gas  the  ratio  would  be 
slightly  increased,  yet  it  could  not  equal  that  usually  given  for  the 
Otto  engine,  10  to  i  or  thereabouts. 

The  ratio  is  commonly  obtained  from  a  measurement  of  the 
gas  consumption  alone,  the  air  being  reckoned  as  the  volume  o£ 
the  piston  displacement,  less  the  measured  amount  of  gas.  This 
is  not  an  accurate  method,  for  the  reason  already  slated. 
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If  the  mixture  filling  the  cylinder  mingles  with  the  bumed 
gases  filling  the  compression  space,  then  the  average  composition 
of  the  charge  is  1  vol  coal  gas  to  9-1  vols,  of  other  gases. 
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F'S-  53  '^  ^  ^'^^  sample  of  the  diagrams  obtained  during  Pro- 
fessor Thurston's  tests  while  the  engine  was  giving  full  power. 
The  piston  while  moving  from  the  point  i  to  the  point  z  takes 
in  the  charge  ;  the  pressure  in  the  cylinder  falls  below  atmo- 
sphere as  the  piston  approaches  the  end  of  its  stroke.  This  is 
due  to  the  resistance  of  the  valve  port  to  entering  air  and 
gas.  The  piston  returns  from  2  to  j  (ist  in-stroke)  compress- 
ing the  charge,  the  pressure  increasing  to  atmosphere  at  the 
point  3,  the  compression  being  complete  at  the  point  5  j  the 
ignition  then  occurs,  and  the  pressure  and  temperature  rapidly 
rises  as  the  explosion  progresses ;  the  temperature  does  not 
attain  its  maximum  till  the  piston  has  moved  forward  a  little  and 
has  reached  the  point  6.  From  that  point  to  7,  when  the  ex- 
haust valve  operas,  the  expanding  line  is  as  nearly  as  possible 
adiabatic.  The  temperatures  are  marked  at  each  point  of  the 
diagram.  The  return  stroke  from  3  to  t  discharges  the  products 
of  combustion.  This  is  the  second  in-stroke,  completing  the 
cycle  and  leaving  the  engine  in  position  to  s^ain  take  in  the 
charge. 

The  diagram  shows  the  whole  changes  occurring  during  two 
complete  revolutions  of  the  machine  while  fully  loaded.  Fig.  54 
shows  what  occurs  when  the  governor  acts,  when  the  engine  is  at 
less  than  full  load.  The  smaller  diagram,  b,  is  the  normal  one, 
and  the  larger,  a,  the  intermittent  one  ;  the  gas  has  been  com- 
pletely cut  off  for  several  strokes,  and  so  the  hot  burned  gases  in 
the  compression  space  have  been  completely  discharged  and  re- 
placed by  pure  air  at  a  temperature  not  far  removed  from  atmo- 
spheric ;  the  explosion  then  causes  a  higher  pressure  by  nearly  half 
an  atmosphere,  although  the  maximum  temperature  is  less  than  in 
the  usual  case. 

The  temperature  of  the  charge  before  explosion  being  less,  a 
smaller  increase  is  required  to  produce  a  given  increase  of  pressure. 
Professor  Thurston  calculates  that  the  heat  accounted  for  by  the 
diagram  is  60  per  cent,  of  the  total  heat  supplied  to  the  engine ; 
the  deficiency  he  attributes  to  the  phenomena  of  dissociation, 
which  prevents  the  complete  evolution  of  the  heat  at  the  highest 
temperature,  but  permits  further  combustion  when  the  temperature 
falls.     The  amount  of  gas  required  to  run  at  full  speed,  166  revo- 
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lutions  per  minute  without  any  load,  was  found  to  be  from  50  to 
70  cubic  feet  per  hour. 


Other  tests  of  Otto  Engine.—Th^  experiments  of  Dr.  Slaby  and 
Professor  Thurston  upon  the  Otto  engine  are  by  for  the  most 
complete  which  have  yet  been  made  to  the  author's  knowledge. 
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Some  tests  given  in  Schiittler,  however,  will  be  quoted.  A  four 
HP  engine  was  found  to  consume  as  a  best  result  324  cubic 
feet  of  gas  per  brake  HP  per  hour  in  Altona,  giving  at  the  time 
3-96  HP  on  the  dynamometer.  Another  consumed  337  cubic 
feet  per  brake  HP  per  hour  in  Hanover,  giving  495  HP  on 
the  dynamometer;  to  drive  the  last  engine  at  160  revolutions  per 
minute  without  load  required  41-3  to  434  cubic  feet  of  Hanover 
gas. 

A  two-horse  engine,  tested  by  Erauer  and  Slaby,  Berlin,  gave 
i-28  brake  HP,  using  3S'3  cubic  feet  per  brake  HP  per  hour. 

In  this  country  the  coal  gas  in  common  use  is  of  higher  heat- 
ing value  than  that  used  on  the  Continent  and  in  America ;  ac- 
cordingly the  gas  required  per  HP  is  less,  but  the  efficiency  is 
almost  identical. 

Experiments  made  upon  an  8  HP  Otto  engine  by  the  Philo- 
sophical Society  of  Glasgow  in  1880,  showed  a  consumption  of 
22  cubic  feet  of  Glasgow  gas  per  indicated  HP,  giving  9  HP  upon 
the  dynamometer,  and  28  cubic  feet  per  dynomemetric  horse. 

Experiments  made  at  the  Crystal  Palace  Electrical  Exhibition, 
in  1881,  with  a  12  HP  engine  gave  a  maximum  brake  power  of 
18-3  HP,  with  a  gas  consumption  of  237  cubic  feet  per  IHP,  and 
29'i  cubic  feet  per  brake  HP.  With  a  two-horse  engine,  2-87 
brake  horse  was  obtained  upon  33-4  cubic  feet  per  horse  hour, 
and  z7'9  cubic  feet  per  indicated  horse  hour. 

The  consumption  running  without  load  does  not  seem  to  have 
been  taken  in  these  tests. 

The  author  has  taken  the  consumption  of  a  two-horse  engine 
running  without  load  in  London,  at  160  revolutions  per  minute,  as 
32  cubic  feet  per  hour,  and  a  3^5  horse  engine  without  load  at 
166  revolutions  per  minute  as  43  cubic  feet  per  hour. 

The  Messrs.  Crossley  give  the  following  as  the  results  with 
their  new  Otto  twin  engine  rated  at  12  HP  : 


Pon  cr  by  dynamometer        .... 
Power  indicaied  in  cylinders 

.    a8  horse. 

G.1S  consumplion  per  indiaied  HP 
(ias  consumpiion  per  effective  HP 
Tiital  consumption  .it  full  poHct  . 
'I  ui.ll  consumption  when  tunning  wllhoul  load 

ao  cb.  ft.  per  hour. 
.     34-3cb.  ft.  perhour. 
.    560  cb.  fL  per  liour 

160  rfvs.  per  minute 

.     too  cb.  ft.  per  hour. 
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These  results  are  obtained  using  Manchester  gas. 

Mr.  G.  H.  Garrett  has  made  a  trial  with  an  8  HP  Otto  engine 
in  Glasgow,  the  diagram  and  particulars  of  which  are  given  on 
fig-  55- 

Summary  of  Experimenti. — From  these  numerous  and  careful 
experiments,  conducted  quite  independently  of  each  other  by 
many  observers,  it  may  be  taken  as  abundantly  established  that 
the  Otto  engine  is  a  great  advance  in  economy  and  certainty  of 
action  upon  any  gas  engine  preceding  it.  On  the  Continent  and 
in  America  the  consumption  per  horse  power  hour  is,  on  the 
whole,  greater  than  in  Britain  ;  this  is  due  not  to  any  appreciable 
difference  in  the  efficiency  of  the  engines  made  here,  but  to  the 
better  gas  common  in  this  country. 

Calculations  of  the  efficiency  attained  in  someof  the  later  engines 
in  England,  show  that  as  much  as  iS  per  cent  of  the  heat  is  con- 
verted into  work  as  shown  by  the  indicator.  Dr.  Slaby's  value  is 
i6  per  cent.,  and  Professor  Thurston's  17  per  cent  All  observers 
agree  that  the  heat  liberated  at  the  moment  of  completed  explosion, 
that  is,  of  highest  temperature,  is  roughly  one-half  of  the  total  heat 
present  as  coal  gas,  the  remaining  half  being  evolved  during  the 
expansion  period.  Professor  Thurston  gives  the  heat  of  the  ex- 
plosion as  60  per  cent,  of  the  total  heat  present,  Dr.  Slaby  as  55 
per  cent  The  author's  experiments  upon  the  heat  evolved  by 
the  explosion  of  different  mixtures  of  gas  and  air,  show  heat 
accounted  for  by  the  explosion  as  ranging  from  50  to  60  per  cent., 
agreeing  with  the  determinations  of  Bunsen,  Hirn,  Mallard  and 
Le  Chatelier,  and  Berthelot  and  Vieille.  It  may  therefore  be 
considered  as  absolutely  proved  that  this  suppression  of  heat  at 
explosion,  and  its  evolution  during  expansion,  is  a  phenomenon 
inherent  in  every  explosive  mixture,  however  made— a  thing,  in 
fact,  from  which  there  is  no  escape.  In  whatever  way  an  engine 
be  made,  if  it  explodes  or  burns  a  mixture  of  any  inflammable 
gas  with  any  mixture  of  gases  containing  oxj'gen,  then  this  slow 
combustion  or,  as  the  Germans  have  it,  nachbrennen  (after-burn- 
ing) is  unavoidably  occasioned.  Knowing  this,  and  knowing  of 
Hirn,  Bunsen,  and  Malbrd  and  Le  Chatelier's  work  long  prece- 
dent to  Dr.  Slaby's  report,  it  is  surprising  to  find  so  able  and 
learned  a  scientist  quoted  as  stating  that  in  the  Lenoir  engine 
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the  whole  heat  was  evolved  at  the  moment  of  complete  explosioa 
In  the  Lenoir,  as  in  every  other  gas  engine  which  has  ever 
been  constructed,  not  more  than  one-half  of  the  whole  heat  of 
the  gas  present  is  then  evolved,  the  remaining  heat  being  evolved 
on  the  expanding  stroke. 

Schottler  falls  into  the  same  error,  and,  although  mentioning 
Wedding's  statement  of  Bonsen's  law  of  dissociation,  shows  that 
he  rejects  it  when  he  assumes  that  the  whole  heat  is  evolved.  A 
very  cursory  examination  of  the  Lenoir  diagram  would  at  once 
prove  to  Prof  Schottler  that  Lenoir  did  not  succeed  in  so 
escaping  the  laws  of  nature ;  had  he  done  so,  there  would  have 
been  no  necessity  for  our  modern  improvements. 

The  consumption  of  continental  gas  may  be  taken  as  varying 
between  32  cb.  ft.  and  35  cb.  ft.  per  effective  HP  per  hour,  and 
about  28  cb.  ft  per  IHP  per  hour. 

In  Britain  it  may  be  taken  as  ranging  from  24  cb,  ft.  pet 
effective  HP  to  33  cb.  ft,,  and  20  to  24  cb.  ft  per  IHP  per  hour, 
depending  upon  the  quality  of  gas  used  and  on  the  dimensions 
of  the  engine  tested-  Other  things  being  equal,  better  results 
are  obtained  with  large  engines.  The  theoretic  efficiency  is  con- 
stant for  both  large  and  small  engines  where  the  same  compression 
is  in  use,  but  the  loss  of  heat  from  the  explosion  to  the  sides  of 
the  cylinder  is  less  in  the  large  engines,  due  to  the  diminished 
surface  exposed  in  proportion  to  the  volume  used.  The  effect  is 
to  increase  the  efficiency  of  the  gas  in  the  mixture  used,  a 
smaller  quantity  being  necessary  to  make  up  for  the  loss  of 
heat. 

The  indicator  diagrams  prove  the  very  efficient  nature  of  the 
Otto  cycle.  The  great  simpUcity  attained  by  the  alternate  use  of 
the  cylinder  as  pump  and  motor  diminishes  the  number  of  valves 
necessary-,  and  secures  the  minimum  resistance  to  the  entering 
gases,  while  entirely  preventing  any  loss  due  to  ports,  in  trans- 
ferring the  gases  from  one  cylinder  to  another.  The  carrying  out 
of  the  cycle  is  mechanically  almost  perfect,  no  work  being  spent 
which  is  not  included  in  the  theory.  Again,  the  piston  is  full  in 
at  the  moment  of  ignition  and  is  almost  at  rest ;  the  heat,  pro- 
ducing maximum  temperature,  is  therefore  added '  at  nearly 
constant  volume.    The  highest  pressure  which  the  gas  present  is 
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capable  of  producing  is  therefore  attained  at  the  beginning  of  the 
stroke  simultaneously  with  the  highest  temperature ;  the  succeed- 
ing expansion  is  then  very  rapid,  and  so  no  unnecessary  waste  of 
heat  occurs,  the  temperature  being  rapidly  depressed  by  work 
being  done.  The  united  effect  of  all  the  arrangements  is  seen  in 
a  diagram  which  is  almost  theoretically  perfect ;  the  only  de- 
duction from  theory  is  due  to  the  unfortunate  property  of  explo- 
sive mixtures  of  continued  combustion  after  explosion.  And 
this  reduces  the  theoretic  efficiency  to  one-half  in  practice.  The 
theoretic  efficiency  of  all  Otto  engines,  of  whatever  dimension,  is 
o'33,  as  the  compression  space  in  all  cases  bears  nearly  the  ratio 
of  0-6  to  I'o  when  compared  with  the  cylinder  volume  which  is 
swept  by  the  piston.  The  actual  indicated  efficiency  is  very 
nearly  one-half  of  that  number. 

If  combustion  by  any  means  could  be  made  complete  at  the 
highest  temperature  and  pressure  at  the  beginning  of  the  stroke, 
instead  of  continuing  as  it  does  well  into  the  expansion  stroke, 
then  greatly  increased  economy  would  result,  and  in  large  engines 
theory  might  be  very  nearly  approached. 

This  point  will  receive  further  discussion  later  on. 
Clerk  Engine. — Otto's  method  is  probably  the  readiest  and 
easiest  solution  of  the  problem  of  attaining  in  a  practicable 
manner  the  advantages  of  compression  ;  in  some  points,  however, 
the  advantages  are  accompanied  with  compensating  disadvantages 
Only  one  impulse  for  every  two  revolutions  is  obtained  ;  the 
engine  is  therefore  stronger  and  heavier  than  need  be  if  impulse 
every  revolution  were  possible.  It  is  also  more  irregular  in  its 
action  than  more  frequent  impulses  would  give. 

The  Clerk  engine  was  invented  by  the  author  with  the  view  of 
obtaining  impulse  at  every  revolution,  while  getting  at  the  same 
time  the  economy  due  to  compression. 

At  first  blush  it  seems  a  very  simple  matter  to  make  a  com- 
pression gas  engine  to  give  an  impulse  for  every  revolution  ;  this 
was  the  author's  opinion  when  he  commenced  work  for  the  first 
time  upon  gas  engines  using  compression  in  October  1876.  Since 
then  he  has  had  occasion  to  modify  the  opinion  :  the  difficulties 
are  very  great ;  any  engineer  who  doubts  this  will  speedily  be 
convinced  upon  making  the  attempt. 
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It  was  not  till  the  end  of  1S80  that  the  author  succeeded  in 
producing  the  present  Clerk  engine ;  before  that  time  he  had 
several  experimental  engines  under  trial,  one  of  which  was  ex- 
hibited at  the  Royal  Agricultural  Society's  show  at  Kilbum  in 
July  1879.  This  engine  was  identical  with  the  Lenoir  in 
idea,  but  with  separate  compression  and  a  novel  system  of 
ignition. 

The  Clerk  engine  at  present  in  the  market  was  the  first  to 
succeed  in  introducing  compression  of  this  type,  combined  with 


Fig.  56.— The  Cterk  Gas  Engine. 

ignition  at  every  revolution  ;  many  attempts  had  previously  been 
made  by  other  inventors,  including  Mr.  Otto  and  the  Messrs. 
Crossley,  but  all  had  failed  in  producing  a  marketable  engine. 
It  is  only  recently  that  the  Messrs.  Crossley  have  made  the  Otto 
engine  in  its  twin  form  and  so  succeeded  in  getting  impulse  at 
every  turn. 

In  the  Clerk  engine  the  whole  cycle  is  completed  in  one  re- 
volution, and  an  impulse  given  to  the  crank  on  every  forward 
stroke  of  the  piston,  when  working  at  full  power. 

The  engine  contains  two  cylinders,  one  for  producing  power, 
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the  other  for  taking  in  the  combustible  charge  and  transfeiring  it 
to  the  power  cylinder.  At  the  end  of  the  motor  cylinder  is  left 
a  compression  space  of  a  conical  shape,  and  communicating  with 
the  charging  or  displacing  cylinder  by  a  large  automatic  lift-\-alve 
opening  into  the  space  ;  at  the  other  end  of  the  cylinder  are  placed 
V-shaped  ports  opening  to  the  atmosphere  by  the  exhaust  pipe  ; 
the  motor  piston,  when  near  its  outer  limit,  overruns  these  ports 
and  allows  the  cylinder  to  discharge.  The  pistons  are  connected 
in  the  usual  manner  by  connecting  rods,  the  motor  to  the  main  crank 
of  the  engine,  the  displacer  to  a  crank  pin  in  one  of  the  arms  of 
the  fly-wheel ;  the  displacer  crank  is  in  advance  of  the  motor  crank, 
in  the  direction  of  motion  of  the  engine,  by  a  right  angle.  The 
displacer  piston  on  its  forward  movement  takes  in  its  charge  of 
gas  and  air,  and  has  returned  a  fraction  of  its  stroke  when  the 
motor  piston  uncovers  the  exhaust  ports.  \Vhile  crossing  the  centre, 
opening  and  shutting  these  ports  the  displacer  piston  has  moved 
in  almost  to  the  end  of  its  cylinder,  discharging  its  contents 
into  the  space  and  forcing  out  at  the  exhaust  ports  the  products  of 
the  previous  ignition.  The  proportions  of  the  two  cylinders  are  so 
arranged  that  the  exhaust  is  as  completely  as  possible  expelled, 
and  replaced  by  cool  explosive  mixture,  which  thoroughly  mixes 
with  any  exhaust  remaining,  cooling  it  also  to  a  considerable 
extent  Care  must  be  taken  in  the  arrangement  of  the  parts 
that  an  excessive  volume  is  not  sent  from  the  displacer, 
otherwise  it  may  reach  the  exhaust  ports  and  gas  discharge 
unburoed. 

The  return  stroke  of  the  motor  piston  now  compresses  the 
mixed  gases,  and  when  at  the  extreme  end,  the  igniting  valve  fires 
the  mixture,  the  piston  moves  forward  under  the  pressure  therein 
produced,  till  the  opening  of  the  exhaust  ports  causes  discharge 
and  replacement  as  before.  In  this  way  an  impulse  is  given  at 
every  revolution,  and  the  motive  power  applied  to  greater  advantage. 
The  motor  cylinder  is  surrounded  by  water  for  cooling,  but  this 
is  unnecessary  with  the  displacer,  as  it  uses  only  cool  gases.  The 
pressures  used  are  high,  so  that  both  motor  piston  and  its  connec- 
tions are  made  very  strong  ;  the  pressure  on  the  displacer  piston 
is  very  little,  so  the  connections  are  light.  It  is  not  a  compressing 
pump,  and  is  not  intended  to  compress  before  introduction  into 
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the  motor,  but  merely  to  exercise  force  enough  to  pass  the  gases 
through  the  lift  valve  into  the  motor  cylinder,  and  there  displace 
the  burnt  gases,  dischat^ng  them  into  the  exhaust  pipe.  The 
pressure  to  be  overcome  is  only  that  due  to  resistance  in  the 
exhaust  pipes  and  the  lift  valve. 

The  inlet  valve  for  gas  and  air  is  also  automatic ;  its  seat  is  of 
the  usual  conical  kind  but  somewhat  broad  A  gutter  runs  round 
the  centre,  having  small  holes  bored  through  to  a  recess  behind, 


Fig.  57.— Longitudinal  Section  of  Clerk  Gu  Engine. 

which  communicates  with  the  gas  supply  pipe.  The  suction  hfts  the 
valve  to  a  certain  height,  and,  as  the  gases  enter,  the  air  flows  past 
the  holes  and  becomes  thoroughly  impregnated  with  gas,  the 
extent  being  determined  by  the  number  of  holes  and  the  propor- 
tion of  their  area  to  the  total  area  of  the  valve  opening.  The 
upper  valve  is  made  heavy  to  withstand  the  maximum  pressure  of 
the  explosion  ;  both  valves  are  arranged  so  that  the  guide  forms 
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a  piston  working  in  an  air  cylinder,  so  arranged  as  to  check 
the  fall  of  the  valve  before  touching  the  seat,  and  so  prevent  any 
disagreeable  rattle. 

Description  of  the  Drawings. — Fig.  56  is  a  general  view  of  the 
engine.  Fig.  57  a  longitudinal  section.  Fig.  58  a  sectional  plan. 
In  these  drawings  all  the  essential  parts  of  the  engine  are  repre- 
sented ;  the  sectional  plan  (fig.  58)  shows  the  two  cylinders, 
motor  A  and  displacer  b,  in  which  work  the  pistons  c  and  d 
suitably  connected  to  cranks  not  shown  in  the  drawing,  but  on  a 
common  crank  shaft.  The  motor  crank  is  double  and  of  great 
strength ;  the  displacer  crank  pin  is  fixed  into  an  arm  in  the  fly- 
wheel, and  in  the  direction  of  motion  of  the  engine  is  a  half  right 
angle  or  quarter  circle  in  advance.  The  motor  piston  is  shown  at 
its  extreme  out-stroke,  having  passed  over  the  exhaust  ports  E  e', 
the  piston  thus  serving  as  its  own  exhaust  valve,  and  dispensing 
with  any  other,  as  shown ;  the  displacer  piston  has  moved  half  in 
and  discharged  a  portion  of  the  contents  through  the  valve  f 
(more  distinctly  seen  in  the  other  section,  fig.  57)  into  the  conical 
space  c,  which  is  so  proportioned  that  the  entering  gases  push 
before  them  the  burned  gases  through  the  ports  referred  to,  but 
without  following  them  into  these  ports.  By  the  continued  move- 
ment, all  the  gases  in  b  pass  into  a  and  the  space  g;  the  capacities 
of  the  two  cylinders  are  so  related  that  as  much  as  possible  of  the 
burnt  gases  is  discharged  into  the  atmosphere,  but  without  carrying 
away  any  of  the  fresh  mixture  containing  unburned  gas;  this  neces- 
sitates the  mixture  next  the  piston  being  somewhat  more  dilute 
than  that  next  the  inlet  valve,  but  the  commotion  occasioned  by 
compression  so  far  equalises  this  undesirable  state  of  things  that  at 
half  in-stroke  the  mixture  in  its  weakened  portions  is  quite  capable 
of  inflammation  by  a  light  or  the  electric  spark.  The  piston  d 
having  completed  its  in-stroke,  c  has  passed  over  the  discharge 
ports  and  compresses  the  contents  of  the  cylinder  into  the  space  G; 
when  full  in  and  therefore  completely  compressed,  the  slide  valve 
M  has  moved  into  such  a  position  as  to  ignite  the  mixture  ;  the 
maximum  pressure  being  attained  very  rapidly  and  before  the 
piston  can  move  appreciably  on  its  out-stroke,  the  piston  is  impelled 
forward  under  the  pressure  produced  until  it  reaches  the  ports  e  e', 
when  the  contents  are  rapidly  discharged,  and  the  interior  and 
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exterior  pressures  equalised.  Meantime  the  piston  d  being  in 
■  advance  of  the  motor  has  moved  to  the  end  of  its  stroke  and  is 
beginning  to  return,  it  has  charged  the  cylinder  b  with  a  mixture 
of  gas  and  air  from  the  automatic  valve  h  (fig.  57),  the  commu- 
nication t>eing  made  by  the  pipe  w  (fig.  58).  In  the  seat  of  this 
valve  are- bored  a  number  of  small  holes  passing  into  the  annular 
space  K  k'  {fig.  57),  which  communicates  with  the  gas  cock  l  (fig. 
58)  through  the  passage  shown,  in  which  is  situated  the  lift-govern- 
ing valve,  not  seen.     Under  the  deficit  of  pressure  caused  by  the 

Cpper  Un  valve. 


Fig.  59.— Section  of  Lift  Valves.     Clerk  Engine. 

movement  of  the  displacing  or  chai^ng  piston,  the  valve  is  lifted 
and  the  exterior  atmosphere  rushes  through,  at  the  same  time  the 
gas  passing  through  the  holes  mixes  with  it  thoroughly,  the  pro- 
portion being  determined  by  the  relative  areas  of  the  holes  and 
the  space  available  for  air  by  the  lift  of  the  valve. 

The  gases  in  n  are  under  some  slight  compression  before  the 
complete  discharge  of  a,  but  not  sufficiently  great  to  cause  any 
material  resistance  ;  so  soon  as  the  pressure  under  the  valve  F  is 
slightly  in  excess  of  that  above  it,  then  it  lifts  and  the  gases  pass 
into  G.     The  passage  from  the  valve,  which  may  be  called  the 
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upper  lift  valve,  is  more  clearly  seen  in  fig.  57  :  the  igniting  hole 
is  shown  at  n,  and  communicates  at  the  proper  time  with  flame  in  - 
the  cavity  o,  which  has  been  ignited  at  the  exterior  flame  P,  from 
a  Bunsen  burner  (fig.  58). 

The  two  automatic  valves  charging  the  displacer  cylinder  and 
discharging  into  the  motor  cylinder  are  provided  witb  quieting 
pistons,  cushioning  the  blow  on  the  valve  seat  and  preventing 
rattle ;  they  are  similar  to  the  dash  pot  contrivances  used  on 
Corliss'  steam  engines  to  check  the  snap  of  the  steam  valves,  but, 
unlike  them,  are  attached  directly  to  the  valve,  instead  of  to  the 
valve  spindle  and  guide  The  arrangement  is  very  clearly  seen  at 
fig.  59 :  the  lower  valve  has  no  spring,  it  returns  to  its  seat  by  its 
own  weight  ;  but  the  upper  valve  requires  to  act  more  quickly 
and  is  pulled  down  by  a  spring 

The  piston  attached  compresses  the  air  before  it,  and  the 
valve  strikes  its  seat  rapidly  but  without  jar  or  recoil. 

The  igniting  slide,  m,  is  driven  from  an  eccentric  on  the  crank 
shaft  through  a  bell  crank  and  guide. 

Diagrams  and  Gas  Consumption. — The  following  tests  give 
the  latest  results  from  the  Clerk  engine  ;  they  are  the  usual  trials 

Tests  of  the  Clerk  Engines  of  vabious  Powers. 


Diameter  of  motor  cylinder 

Stroke 

Dian:eier  ol  displacer  cylinder  . 

Average  revs,  permin.  duringlesl 
Average  pressure  (available)  in 
ylinderinlbs.  persq.  ir 


Power  indicated  inmolor  cylinder 
Gas  consumption  in  .cb,  fc.  per 

36a 

8-68 
S-63 

7-33 

%t> 

37-46 
23-21 

Gas  consumption  per  bmke  HP 

ag-a 

24-19 

343 

ao-94 

30-39 

Mai.  pressure  of  enplosion  in  lbs. 

400 

37  3 

30-42 

30 '58 

34-13 

per  sq.  in.  above  almos. 
Pressure  of  compression  in  lbs. 

ts5  lbs. 

336 

19s 

■95 

338 

Displacer  resistance  ,       '. 
Gas  consumed  per  hour  by  each 

38  lbs. 

^80 

48 
0-86 

49 
1-50 

a -00 

CDgine  al  speed  wnhout  load  . 

40  cb  1. 

58cb,ft. 

S7cb.fL 

70cb,  ft 

90cb.ft. 
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made  by  Messrs.  L.  Sterne  and  Co.  on  all  engines  before  leaving 
the  works,  and  therefore  represent  fairly  the  economy  to  be 
expected  from  these  engines  in  ordinary  work.  They  are  from 
2,  4,  6,  8,  and  12  HP  engines  (nominal).  The  trials  were  made 
during  1885  at  the  Crown  Iron  Works,  Glasgow,  under  the 
direction  of  Mr.  G.  H.  Garrett. 

Figs.  60,  61,  62  are  fair  samples  of  the  diagrams  taken  during 
the  tests.  Figs.  63  and  64  are  diagrams  from  the  displacers 
showing  the  dispiacer  resistance. 


Nominal  HP,  6:  diam.  of  cylindtr. /';  lenph  of  tirokc,  ii";  No.  oTrw 
di«l=d  HP,  g  OS :  consump..  p«  (hP.  j'30  cb.  fl. :  conwmpi.  bo«, 
brake  HP,  j!i ;  consompt.  Mr  BHP,  30-41  cb,  fi. ;  m«n  prBiure,  551 

Fig,  60.  — Diagram  from  Clerk  Gas  Engine,  6  HP. 


Jiti: 


Calculating  from  these  diagrams  the  actual  indicated  efficiency 
it  comes  to  i6  per  cent  of  the  total  heat  given  to  the  engine. 

The  compression  space  in  the  Clerk  engines  is  as  nearly  as 
possible  one-half  of  the  volume  swept  by  the  piston  from  the 
exhaust  port  to  the  end  of  its  stroke.  The  theoretic  efficiency  is 
therefore 

"=-©■"■=- r-^ 

The  compression  is  higher,  and  therefore  the  theoretic  efficiency 
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of  this  engine  is  higher  than  the  Otto,  but  the  difficulties  of  pro- 
portioning the  two  cylinders  of  the  Cleric  engine  cause  a  small 
loss  of  unbiuTied  gas  at  the  exhaust  ports,  so  that  the  actual 
efficiency  is  similar  to  that  of  Otto. 

The  mixture  sent  from  the  displacer  cylinder  into  the  motor 
and  the  space  at  the  end  of  it,  contains  8  vob.  of  air  with 
I  vol  of  coal  gas,  but  on  passing  through  the  upper  lift  valve 
and  mixing  to  some  extent  with  the  exhaust  there  contained,  it 
is  somewhat  diluted ;  the  heat  acquired  by  contact  with  the 
products  of  combustion  and  with  the  sides  of  the  cylinder  expands 
the  entering  gases,  and  a  temperature  of  not  less  than  100°  C.  is 


Kominal  H  P,  S ;  dlun.  of  cylinder, 
iodicued  HP.  ^-i^'-  i™5iimpl.  I" 
per  hour.  ^  cb.  fL.  :  brake  HP,  13 


mph  of  itiolte.  i«"  ; 
™mi^  ^r  BHP,  • 


Fig.  61.— Diafiram  from  Clerk  Gas  Engine,  8  HP. 

attained  before  the  compression  commences.  The  result  of  this 
is,  that  the  displacer  gases,  being  expanded,  expel  more  of  the 
exhaust  gases  through  the  discharge  ports  than  would  appear 
from  the  volume  swept  by  the  displacer  piston.  This  volume  is 
equal  to  the  volume  swept  by  the  motor  piston,  from  closing  of 
the  exhaust  ports  to  complete  in-stroke.  If  no  expansion  and  no 
mixing  occurred,  the  exhaust  gases  contained  in  the  compression 
space  would  remain  in  front  of  the  cooler  explosive  charge ;  but 
the  heat  increases  the  volume  at  least  one-third,  so  that  the 
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volume  occupied  will  be  i^  times  the  volume  swept  by  either 
pisttm.    The  volume  of  cylinder  plus  space  is  i^  vol.  of  cylinder. 


so  that  the  actual  exhaust  gases  present  are  jt  voL,  or  -^  of  the 
total  gases  present.  But  mixing  must  occur  to  a  considerable 
extent  and  be  made  very  complete  on  the  return  stroke  during 
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compression.  The  result  of  all  this  is  the  production  of  an  explosive 
mixture  which  is  explosive  in  every  part  of  it,  and  of  an  average 
composition  of  one  volume  of  coal  gas  in  ten  of  the  mixture. 
The  proportion  of  burned  gases  present  is  very  slight ;  the  only 
reason  why  any  should  be  left  is  the  necessi^  of  preventing  any 
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appreciable  discharge  of  unbumed  gas  at  the  exhaust  ports.     The 
mixture  used  is  a  comparatively  rich  one. 

Tangye  Engine. — Messrs.  Tangye,  of  Birmingham,  have  pro- 
duced an  engine  in  which  compression  of  the  kind  common  to  the 
third  type  is  used  and  an  ignition  is  obtained  for  every  revolution 
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when  at  full  power.  It  is  Robson's  patent  and  contains  only  one 
cylinder.  Al!  the  necessary  operations  of  charging,  compressing, 
and  igniting  are  fulfilled  with  one  cylinder ;  it  is  arranged  as  in  an 
ordinary  steam  engine.  The  front  end  of  the  cylinder  unlike  the 
Otto  and  Clerk  engines  is  closed,  a  piston  rod,  cylinder  cover, 
and  stuffing  box  being  provided,  as  in  steam.  The  front  end  of 
the  cylinder  serves  for  charging,  the  back  end  for  compression 
and  explosion. 

There  is  a  compression  space  al  the  back  end  of  the  cylinder  as 
in  the  other  engines. 

The  action  is  as  follows.  During  the  return  stroke,  gas  and 
air  mixture  is  drawn  into  the  front  end  of  the  cylinder  at  atmo- 


Fig,  65.' — Robson's  Gas  Engine. 

spheric  pressure,  through  an  automatic  valve.  The  next  out-stroke 
compresses  the  mixture  into  a  large  intermediate  chamber  at  a 
pressure  of  not  more  than  five  lbs.  per  sq.  in.  above  atmosphere. 
When  full  out  and  the  exhaust  jmrts  therefore  open,  this  pressure 
lifts  a  valve  leading  into  the  compression  space  of  the  engine,  dis- 
charging before  it  the  gases  contained  in  the  cylinder  through  the 
exhaust  valve  and  filling  the  cylinder  and  space  with  explosive 
mixture.  This  reduces  the  pressure  in  the  intermediate  reservoir 
to  atmosphere  so  that  the  next  in-movement  of  the  piston  com- 
presses the  explosive  mixture  upon  one  side  of  the  piston  and  takes 
in  fresh  mixture  on  the  other  side. 
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When  compression  is  completed  the  igniting  valve  acts  and  the 
explosion  impels  the  piston ;  so  soonas  the  exhaust  ports  open,  the 
pressure  falls  to  atmosphere,  and  then  the  reservoir  pressure  being 
superior  to  that  in  the  cylinder,  the  automatic  valve  acts  and  the 
fresh  charge  enters. 

Thus  an  explosion  is  obtained  at  every  revolution  by  using  the 
front  end  of  the  cylinder  as  displacer  and  storing  up  the  pressure 
in  an  intermediate  reservoir. 

The  governing  is  managed  by  cutting  off  gas  supply,  but  is 
hampered  considerably  by  the  intermediate  chamber.  Fig.  65 
is  an  external  view  of  the  engine,  which  is  exceedingly  neat  and 
of  substantial  workmanship. 

T^e  Stockport  Engine. — This  engine  is  similar  to  Robson's 


Fio.  66.— The  Stockport  Gas  Engine. 

in  theory  but  the  front  end  of  the  cylinder  is  not  used  for  charg- 
ing, the  piston  being  made  a  double  trunk  with  the  crank  be- 
tween, and  one  end  and  one  cylinder  being  motor,  the  other  end 
and  the  other  cylinder  being  displacer.  Compression  occurs  in 
the  motor  cylinder.  Fig.  66  shows  the  external  appearance.  The 
valve  arrangements  differ  from  those  of  Messrs.  Tangye.  It  is 
made  by  Messrs.  Andrew,  of  Stockport. 

Atkinson's  Differential  Engine.- — ^The  description  of  engines  of 
this  type  would  be  incomplete  without  mention  of  this  engine, 
exhibited  at  the  Inventions  Exhibition  for  the  first  time  in  1885. 
It  Is  exceedingly  ingenious  and  quite  novel. 
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Fig.  67  is  an  eievation,  fig.  68  a  section,  and  fig.  69  a  plan. 
The  action  is  very  clearly  seen  from  the  different  positions  on  fig. 
70. 

The  same  cylinder  serves  for  all  purposes  of  the  cycle  ;  two 
trunk  pistons,  working  in  opposite  ends  of  it  are  connected  to 


Fig.  67.— Atkinson's  Differenlial  Gas  Engine. 

the  levers  and  from  thence  to  the  crank  shaft  by  the  connecting 
rods.     The  short  rods  cause  the  necessary  actions. 

In  the  first  position,  fig.  70,  the  pistons  are  at  one  extreme  of 
theirscroke,  and  are  just  beginning  toseparate.    The  charge  of  gas 
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and  air  enters  between  them  through  the  automatic  lift  valve,  and 
in  position  2,  the  charge  has  entered  and  the  further  movement 
of  the  piston  is  about  to  close  the  pott  leading  to  the  admission 
and  exhaust  valves.  The  compression  thus  commences  and  in 
position  3  it  is  completed.      The  ignition  occurs  and  the  pistons 


FlO,  68. —Atkinson's  Differential  Gas  Einjine. 

now  rapidly  separate,  the  exhaust  port  being  uncovered  and  the 
discharge  commencing  in  position  4.  By  this  clever  method 
the  whole  operations  of  admission,  discharge,  ignition,  and  expan- 
sion are  performed  in  the  single  cylinder  with  only  two  automatic 
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Fig.  69.~AtkiDSOii's  Differential  Gas  Engine. 


YlG.  70. — Atkinson's  DiSerenlial  Gas  liiigine- 
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vaJves  which  are  never  exposed  to  the  pressure  of  explosion,  the 
pistons  acting  in  some  part  as  valves  and  uncovering  the  exhaust 
and  inlet  ports  when  required.  In  the  other  extreme  position  they 
also  act  as  valves,  the  outside  piston  uncovering  Che  igniting  port 
at  the  correct  time.  Sufficient  experience  has  not  yet  been  accu- 
mulated with  this  engine  to  speak  positively  as  to  its  performance 
To  the  author,  the  principal  disadvantage  appears  to  lie  in  a  com- 
pression space  of  diameter  so  great,  in  proportion  to  depth,  that  the 
ratio  of  cooling  surface  to  volume  of  hot  gases  is  largely  in  excess 
of  that  common  to  other  engines.  This  disadvantage  will  diminish 
the  economy  which  the  great  expansion  would  otherwise  give. 
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CHAPTER  VIII. 

lONITlNC  ARRANGEMENTS. 

However  perfect  the  theoretic  cycle  of  an  engine,  or  however 
admirable  is  its  construction,  in  the  absence  of  a  good  igniting 
valve  the  skill  and  energy  expended  is  of  po  avail.  The  engine 
is  a  useless  mass  of  metal  requiring  power  to  move  itself  rather 
than  furnishing  power  to  set  other  machines  in  motion. 

In  the  earlier  stages  of  gas  engine  manufacture,  the  igniting 
method  has  been  the  most  fruitful  source  of  annoyance  and  diffi- 
culty ;  even  yet,  after  many  years  of  engineering  experience,  the 
igniting  valve  is  still  the  initial  difficulty  which  the  inventor  must 
overcome  before  he  gets  the  opportunity  of  testing  his  theories  ^f 
heat  and  work  in  a  moving  machine.  Quite  a  number  of  wit- 
nesses, in  the  shape  of  unworkable  gas  engine^  in  many  engineers' 
workshops  throughout  Britain,  attest  silently  but  emphatically  the 
difficulties  of  the  igniting  valve. 

The  problem  is  by  no  means  a  simple  one,  and  the  care 
Iavished.upon  its  solution  would  not  be  suspected  on  inspection 
of  the  igniting  gear  of  any  good  modern  engine.  Much  has  been 
done,  but  much  still  remains  yet  to  be  accomplished  before  flame 
is  as  completely  and  effectively  under  control  as  steam. 

In  the  noncompression  engines  the  problem  is  comparatively 
simple — to  inflame  a  volume  of  explosive  mixture  enclosed  in 
a  cylinder,  so  that  the  explosion  is  confined  within  the  cylinder, 
and  no  communication  is  open  to  atmosphere.  This  is  to  be  re- 
peated regularly  and  with  certainty  at  rates  varying  from  60  to  150 
times  per  minute,  depending  upon  the  speed  of  the  engine.  In 
the  earlier  trials,  what  may  be  called  the  touch  hole  method 
naturally  suggested  itself;  the  piston  after  taking  in  its  charge, 
crossed  a  small  hole  and  sucked  a  flame  through  it  into  the  cylin- 
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der,  the  hole  being  either  small  enough  to  occasion  no  substantial 
loss  of  pressure  upon  explosion,  or  covered  by  a  small  valve  closing 
with  the  pressure  from  the  interior.  This  is  the  earliest  flame 
method.  Then  comes  the  idea  of  using  the  electric  spark,  and  so 
completely  closing  up  the  cylinder,  and,  later  on,  a  return  to  flame, 
using  a  double  flame,  one  to  ignite  an  intermediate  one,  and 
the  intermediate  flame  carried  in  a  pocket  or  hollow  cock  to  the 
mixture.  Then  the  idea  of  spongy  platinum  suggested  by  the 
well-known  Doebereiner's  Hydrogen  lamp.  Later  on  the  heating 
of  metal  tubes  or  metal  masses  and  the  ignition  of  the  gases  by 
contact  with  them.  Then  electrical  ignition  again,  but  this  time 
by  heating  a  platinum  wire  to  incandescence.  All  those  methods 
were  proposed  and  to  some  extent  practised  long  before  gas 
engines  appeared  in  any  commercially  successful  form. 
Ignition  methods  may  be  classed  in  four  distinct  groups, 
(i)  Electrical  methods. 

(2)  Flame  methods. 

(3)  Incandescence  methods. 

{4)  Methods  depending  on  '  Catalytic  '  or  chemical  action. 

(i)  Electrical  Methods. 

Spark  Method. — The  use  of  the  electric  form  of  energy  seems 
at  first  sight  a  verj-  convenient  and  easy  method  of  getting  an  in- 
tense heat  at  any  desired  time  and  in  any  desired  spot  in  the 
interior  of  a  cj'linder.  The  electric  spark  has  long  been  used  by 
diemists  to  explode  the  contents  of  the  eudiometer  in  which  gas 
analysis  is  effected  ;  and  the  platinum  wire  rendered  incandescem 
by  the  current  from  a  battery  has  long  been  familiar  to  experi- 
menters and  is  used  by  them  for  many  purposes.  The  spark 
method  was  used  in  the  Lenoir  engine.  A  Bunsen's  battery,  a 
Rumkorff  induction  coil,  and  a  commutator  or  distributor,  is 
required  in  addition  to  the  insulated  points  between  which  the 
spark  passes  in  the  interior  of  the  cylinder. 

Fig.  71  is  drawn  to  show  clearly  the  general  arrangement 
The  Bunsen's  battery  a  generates  the  current,  which  passes  by  the 
wires  to  the  coil  B,  from  which  the  intensity  current  passes  to  the 
insulated  points  d  d  by  way  of  the  distributor  a  The  negative 
pole  of  the  coil  is  permanently  connected  to  any  part  of  the  metal 
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vfork  of  the  engine  ;  the  igniting  points  d,  d,  consist  of  porcelain 
plugs  seen  on  a  larger  scale  at  E.  The  porcelain  is  firmly 
cemented  into  the  brass  nut  i,  and  the  wire  2  which  passes  through 
a  hole  in  the  plug  terminates  outside  in  the  connecting  screw  3, 
and  inside  is  bent  over  the  end  of  the  plug ;  the  other  wire  4, 
passes  through  another  hole  in  the  plug,  is  bent  over  in  the  inside 
lying  near  the  wire  2  but  not  touching  it,  it  then  passes  through 
the  side  of  the  plug  touching  the  metal  of  the  nut.  ^\'hen  the 
nut  is  screwed  into  position  the  one  wire  is  in  metallic  connec- 
tion with  the  cylinder  of  the  engine,  and  the  other  is  insulated 
from  it. 


Fig.  71. — Ignition  Arrangements  Lenoir  Engine. 

The  distributor  c  consists  of  an  insulated  metallic  arm  i  rota- 
ting on  the  end  of  the  crank  shaft  over  the  insulated  ring  a,  which 
is  connected  to  the  positive  pole  of  the  coiL  Two  insulated  seg- 
ments 3,  4,  are  connected  by  wires  to  the  igniting  plugs  d,  d  ;  in 
rotating,  the  arm  i  comes  alternately  over  3,  4,  and  it  is  within 
sparking  distance  of  the  ring  3  as  well  as  the  segments  ;  the  sparks 
pass  alternately  to  the  segments  and  thence  alternately  to  the 
oppiosite  ends  of  the  cylinder.  The  ebonite  disc  carrying  the  seg- 
ments and  ring  is  so  adjusted  that  the  spark  begins  to  pass  at  either 
end,  just  as  the  admission  valve  closes.     If  it  passed  too  soon  the 
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explosion  would  occur  before  the  admission  valve  closed,  and 
therefore  would  partly  be  lost,  and  at  the  same  time  would  make  a 
disagreeable  noise.  If  it  is  passed  too  late,  power  is  lost,  because 
the  piston  is  at  its  most  rapid  rate  of  movement  and  is  reducing 
the  pressure  of  the  cylinder  contents  uselessly. 

Notwithstanding  the  most  careful  adjustment,  some  time 
elapses  between  the  closing  of  the  admission  valve  and  the  explo- 
sioa  When  all  is  in  good  order  this  arrangement  works  very  well, 
but  should  the  insulation  be  disturbed  and  any  short  circuiting 
occur,  the  spark  fails  to  pass  between  the  paints  in  the  interior  of 
the  cylinder  and  a  missed  or  late  ignition  results.  This  often 
happens  in  starting  the  engine  when  it  is  cold ;  the  first  few  explo- 
sions cause  a  condensation  of  water  upon  the  points  and  the  spark 
then  fails,  the  current  passing  through  the  water  film  from  wire  to 
wire  without  spark.  The  igniters  then  require  to  be  uncoupled 
and  dried.  To  reduce  this  trouble,  the  points  are  kept  towards 
the  top  of  the  cylinder  in  the  end  covers  so  that  any  water  or  oil 
drainage  may  flow  down  and  leave  them  dry.  The  difficulties  of 
insulation,  coil  and  battery,  are  so  great  that  they  did  much  to 
prevent  the  use  of  the  Lenoir  engine  ;  unless  the  machine  fell  into 
intelligent  hands  it  was  sure  to  go  wrong  and  give  trouble. 

The  spark  method  has  never  been  applied  to  compression 
engines  as  the  compression  increases  all  difficulties.  The  Lenoir 
igniting  plug,  or '  inflamer '  as  it  was  called,  if  put  in  a  compression 
engine  leaks  badly  and  cannot  be  got  to  act  efficiently.  Many 
specifications  of  compression  and  other  engines  state  that  ignition 
is  accomplished  by  the  electrical  spark,  but  the  Lenoir  engine  alone 
attained  any  success. 

Incandescent  WireMethod. — This  method  very  naturally  suggests 
itself  as  a  solution  of  the  difficulties  of  the  high  tension  spark;  the 
coil  is  dispensed  with  and  the  current  from  the  battery  is  applied 
directly  to  heat  a  thin  platinum  wire.  The  difficulty  of  insulating  is 
very  slight.  The  tension  being  low  it  is  a  matter  of  indifference 
whether  the  insulating  material  is  wetted  or  not  The  wire  being 
constantly  at  a  red  heat  cannot  remain  at  all  times  in  the  cylinder, 
but  is  put  into  communication  with  it  at  proper  times  by  means  of 
a  slide  valve.  Fig.  72  is  a  drawing  of  an  igniting  slide  of  this  kind, 
as  used  by  the  author  in  experimental  work.     It  acts  very  well  in- 
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deed.  The  screw  i  carries  the  insulated  rod  2,  insulated  by  means 
of  asbestos  card-board  packed  into  the  space  and  screwed  down 
firmly  by  the  screw  3,  The  other  wire  is  screwed  into  the  metal 
and  so  is  in  metallic  connection  with  the  metal  work  of  the 
engine.  One  wire  from  the  battery  connects  to  any  portion  of  the 
engine ;  the  other  is  insulated.  The  platinum  wire  4  is  thus  kept 
continually  at  a  red  heat,  and  the  slide  5  moving  at  proper  times 
causes  the  gases  to  be  ignited  to  flow  into  the  chamber  containing 
the  platinum  spiral,  by  the  hole  6,  and  so  causes  the  explosion. 


There  is  only  one  precaution  required  in  using  this.  The  battery 
must  not  be  too  powerful  ;  if  the  wire  is  heated  by  it  to  nesu:  its 
fusing  point,  then  the  further  heat  supplied  by  successive  explo- 
sions may  cause  its  destructioa  It  requires  to  be  kept  at  a  good 
red  heat  and  no  more  when  open  to  the  air  :  when  closed  up  and 
in  contact  with  the  hot  gases  it  will  then  become  almost  white  hot  ; 
anything  above  this  may  fuse  il.  I'he  battery  is  of  course  at  all 
times  a  source  of  care  ;  as  it  requires  to  be  often  renewed,  it  is  only 
for  experimental  work  that  this  arrangement  answers  welL  In  the 
hands  of  the  general  public  it  would  come  to  grie£     Hugon  and 
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many  others  proposed  similar  airangements,  but  they  do  not  appear 
to  have  worked  them  out 

Are  Method. -~T\itrt  is  another  electrical  method.  A  smaQ 
dynamo  attached  to  the  engine  keeps  up  a  continuous  current  and 
heavy  platinum  points  in  communication  with  the  cylinder  cany 
the  arc  This  is  difficult,  however,  as  the  points  constantly  volatilize 
and  require  frequent  renewal.  This  method  has  never  come  into 
practical  use  ;  it  is  described  several  times  in  specifica 


(2)  Flame  Methods. 

The  earliest  really  efficient  igniting  valve  is  that  described  by 
Bamett  in  his  specification  of  1838.  It  is  the  parent  form  of 
the  most  extensively  used  valve,  the  '  Otto.' 

Bametfs  Igniting  Valve. — Fig.  73  shows  a  vertical  section  and  a 
plan  of  this  valve.  It  consists  of  a  conical  stopcock  with  a  hollow 
plug*;  the  shell  contains  two  ports,  1  and  2 — i  open  to  the  atmosphere 
and  2  communicating  with  the  cylinder.  The  plug  of  the  cock  has 
one  port,  3,  so  arranged  that  it  may  open  on  the  atmosphere  port  or 
the  cylinder  port  in  the  shell,  but  cover  enough  being  left  to  pre- 
vent it  opening  to  both  at  the  same  time.  In  turning  round  it 
doses  on  tne  atmosphere  before  opening  to  the  cylinder. 

A  gas  jet  burns  at  the  bottom  of  the  shell,  and  in  the  hollow 
of  the  plug,  the  ports  3  and  t  being  long  enough  and  wide  enough 
to  allow  the  air  free  circulation  as  shown  by  the  arrows.  The  flame 
must  not  be  too  large  or  it  will  fill  the  whole  mierior  with  gas  and 
prevent  air  getting  in;  the  flame  will  then  burn  at  the  port  r  in  the 
air  and  will  not  enter  the  cock.  Suppose  it  to  be  burning  regu- 
larly in  the  cock  as  shown  in  the  drawing,  then  if  the  plug  is  suddenly 
turned  round  so  that  port  3  closes  upon  the  atmosphere  port  i, 
and  opens  upon  the  cylinder  port  2,  the  aic  supply  will  be  sufficient 
to  keep  the  flame  living  till  the  mixture  contained  in  2  reaches  it 
The  C-tplosion  then  occurs.  The  port  2  is  of  the  same  shape  as  i, 
so  that  the  flame  causes  the  gases  to  circulate  the  same  as  the  air 
did  when  open  to  it  ;  the  mixture  comes  in  contact  with  the  flame 
by  circulating  through  the  plug.  If  the  pott  2  is  made  so  small 
that  no  circulation  occurs,  then  the  ignition  will  be  a  very  uncer- 
tain matter ;  as  the  gases  will  require  to  get  at  the  flame  by  diflTu- 
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sion,  which  is  a  slow  process,  and  the  flame  may  be  extinguished 
before  they  arrive  at  it.  The  explosion  of  course  extinguishes  the 
flame,  but  when  the  plug  is  again  rotated  to  open  to  the  air,  the 
external  flame  relights  it  and  it  is  ready  for  another  ignition. 


Fig.  73.— Bamtlt's  Igniting  Valve  (flame). 
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ffugot^s  Igniting  Valve. — In  the  small  HugoD  engine  Bamett's 
method  was  first  applied  in  a  fiurly  successful  manner. 

ITie  valve  is  shown  in  section  at  fig,  74, 

The  sectional  plan,  tig.  74,  shows  the  internal  flame  lit  and 
burning  in  the  ignition  port  i ;  the  external  flame  2  bums  close  to 
it  in  this  position,  so  as  to  be  ready  to  light  it  when  wanted.  The 
gas  for  the  internal  flame  is  supplied  under  higher  pressure  than 
that  of  the  ordinary  gas  mains  by  a  bellows  pump  and  small 
reservoir  through  the  flexible  rubber  pipe.  For  the  external  flame 
the  gas  is  used  at  the  ordinary  pressure. 

When  ignition  is  required,  the  valve  moves  rapidly  forward 
causing  the  port  i  to  close  to  atmosphere  first,  and  then  to  open 
to  the  cylinder  port  3,  as  shown  at  the  other  end  of  the  slide. 

The  explosive  mixture  which  fills  the  port  3  is  at  once 
ignited  and  the  flame  finds  its  way  from  the  port  into  the  cylinder 
itself  ;  the  port  is  necessarily  filled  with  pure  explosive  mixture 
free  from  any  admixture  with  exhaust  gases,  as  all  the  mixture 
before  entering  the  cylinder  must  pass  through  it  and  so  sweep 
before  it  any  burned  gases  into  the  cylinder.  Hence  the  mixture 
in  the  port  will  be  more  ignitable  than  that  in  the  cylinder,  as  the 
mixture  there  is  diluted  in  part  with  exhaust  gases  while  that  in 
the  port  is  free  from  them. 

The  explosion  is  thus  exceedingly  certain  and  regular  ;  when 
it  occurs  it  extinguishes  the  internal  flame  and  at  the  same  time  its 
superior  pressure  forces  back  the  gas  in  the  rubber  pipe  while  the 
port  I  remains  open  to  the  cylinder. 

The  return  of  the  slide  again  opens  it  to  the  atmosphere,  and  here 
is  seen  the  necessity  of  using  the  gas  under  some  pressure.  Before  it 
can  relight  at  the  external  flame,  the  products  of  combustion  must  be 
expelled  from  the  gas  pipe  ;  if  the  gas  were  under  only  the  ordinary 
gas  main  pressure  there  would  be  no  time  for  this,  and  the  valve 
would  return  to  ignite  without  a  flame.  The  expedient  of  increas- 
ing pressure  is  somewhat  clumsy  but  it  acts  fairly  well.  The  port  i 
is  made  large  to  give  space  for  the  air  necessary  to  support  the 
flame  while  the  ignition  port  is  passing  from  atmosphere  to 
cylinder  port  At  the  moment  of  explosion,  the  cylinder  is  com- 
[jetely  closed  from  the  air. 
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The  explosion  is  therefore   completely  contained  within  the 
cylinder  and  no  sound  is  heard 
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In  the  engine  at  the  Patent  Office  Museum  Mr.  S.  Ford  con- 
siderably improved  the  igniting  arrangement  by  intercepting  the 
rush  back  to  the  gas  pipe  &y  a  light  check  valve  ;  he  was  thus  able 
to  use  gas  under  the  ordinary  gas  main's  pressure  and  dispense 
entirely  with  Hugon's  gas  pump  and  reservoir.  The  explosion,  in- 
stead of  forcing  a  considerable  volume  of  burned  gases  down  the 
gas  pipe,  simply  closed  the  check  valve,  which  opened  as  soon  as 
the  igniting  port  reached  the  air  again,  and  so  gave  the  gas  stream 
at  once. 

Ott{/s  Igniting  Valve. — The  igniting  valve  used  in  the  Otto 
and  Langen  engines  is  a  further  development  of  Bamett  and 
Hugon's  igniting  devices. 

As  applied  to  the  compression  engine  there  is  one  alteration, 
very  slight,  but  very  essential. 

In  the  Lenoir  and  Hugon  engines,  as  well  as  the  Otto  and 
Langen,  the  pressure  in  the  cylinder  is  the  same,  or  in  some  cases 
less  than  that  of  the  external  atmosphere,  that  is,  before  ignition. 
It  is  therefore  an  easier  matter  to  transfer  a  flame  burning  quietly 
in  the  air  to  the  cylinder  without  danger  of  extinction.  When  the 
gases  to  which  the  flame  is  to  be  transferred  exist  at  a  pressure 
some  40  to  50  lbs.  per  square  inch  superior  to  that  of  the  flame 
itself,  it  is  not  so  easily  seen  how  the  flame  is  to  be  transferred 
without  extinction.  Generally  described  the  arrangement  is  as 
follows.  A  small  quantity  of  coal  gas  is  introduced  into  the 
upper  part  of  a  cavity  in  the  ignition  slide  ;  being  lighter  than  air  it 
remains  separate  from  it  and  has  no  tendency  to  mix  with  the  air 
beneath  it,  except  by  the  slow  process  of  gaseous  diffusion.  At  the 
surface  of  contact  with  the  air,  it  is  ignited  and  bums  with  a  blue 
flickering  flame.  The  movement  of  the  slide  cuts  off  communica- 
tion with  the  outer  atmosphere,  and  very  shortly  thereafter  opens 
on  the  admission  port  of  the  engine,  but  before  doing  this  it  opens 
on  a  small  hole  communicating  with  the  cylinder.  This  hole  com- 
municates with  the  gas  passage  in  the  upper  part  of  the  slide,  SO 
that  the  gases  under  pressure  enter  and  force  the  gas  downwards, 
the  pressure  rising  in  the  port  more  slowly  than  would  occur  if 
the  main  port  opened  at  once.  The  pressure  is  therefore  nearly 
level  with  that  in  the  cylinder  when  the  main  port  opens,  and  the 
flame  still  burning  at  the  point  or  surface  of  junction  between  the 
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gas  and  air,  ignites  the  mixture.  If  the  pressure  was  not  raised 
in  the  igniting  port  by  pressing  the  gas  downwards  and  thereby 
avoiding  a  rush  past  the  flame  portion,  the  rush  would  often 
extinguish  the  flame  and  an  ignition  would  be  missed.  The 
apparent  difficulty  of  transferring  the  flame  from  atmosphere  to 


Fig.  75.— SectioD,  Otto  Igniting  Valve. 

40  lbs.  above  it  is  thus  simply  and  beautifully  overcome.     By  using 

a  portion  of  gas  in  the  upper  part  of  the  valve  cavity,  the  difficulty 
of  the  blow  back  of  explosion  down  the  gas  supply  pipe  is  also 
overcome,  as  the  gas  supply  can  be  cut  off  before  the  explosion  or 
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compression  pressure  comes  on.  It  is  cut  off  just  before  the  valve 
closes  the  flame  port  to  atmosphere. 

Fig.  75  is  a  vertical  section  showing  the  Same  cavity  in  the  slide, 
in  the  act  of  introducing  coal  gas  at  the  upper  part  and  inflaming 
it  at  the  point  of  junction,  between  gas  and  air. 

The  slide  a  contains  a  forked  passage  b  communicating  at  the 
lover  passage  with  the  air  inlet  c,  and  at  the  upper  passage  with 
the  funnel  f,  which  are  both  in  the  valve  cover  d,  which  holds  the 
valve  against  the  engine  face.  The  jet  C  has  a  flame  constantly 
burning  into  the  funnel,  which  becomes  healed,  with  the  effect  of 
drawing  a  current  of  air  through  the  forked  passage  when  its  ports 
are  in  proper  position  ;  the  direction  of  the  current  is  shown  by 
the  arrows.  The  pipe  j  supplies  coal  gas  which  passes  along  the 
gutter  I,  cut  in  the  cover  and  valve  faces,  into  the  forked  passage 
c,  and  thence  to  the  funnel  f  where  it  is  inflamed  and  burns  as 
shown.  When  the  movement  of  the  slide  cuts  off"  communication 
with  the  atmosphere,  it  also  doses  the  gutter  i  and  terminates  the 
supply  of  coal  gas  from  the  pipe  j,  but  the  upper  part  of  the  forked 
passage  contains  gas ;  a  flame  therefore  flickers  as  shown.  Just 
before  B  opens  on  the  port  l,  fig.  76,  the  hole  k,  fig.  75,  opens  and 
the  pressure  from  the  explosion  space  causes  a  flow  into  b,  forcing 
before  it  the  gas  contained  in  the  hole,  thereby  intensifying  the 
flame  by  making  the  gas  pass  more  into  the  air  and  bringing  about 
the  equilibrium  of  the  pressures.  When  b  opens  on  l,  the  flame 
is  a  v^orous  one,  and  at  once  fires  the  whole  charge  in  the  explo- 
sion chamber.  Fig.  76  shows  the  slide  with  the  port  b  at  the 
moment  of  opening  on  L.  Fig.  77  is  an  end  elevation  of  the 
valve  and  cover,  showing  the  ports  and  gutters  dotted  and  lettered, 
position  same  as  in  fig.  76.  The  method  is  carried  out  completely 
and  is  a  very  perfect  one  indeed ;  it  is  somewhat  slow  in  action, 
depending  as  it  does  on  a  proper  ventilation  of  the  forked  passage 
and  the  complete  replacement  of  the  burned  products  by  fresh  air 
before  the  gas  can  burn  properly  in  the  cavity.  If  the  engine  be 
run  more  rapidly  than  the  draught  of  the  funnel  can  clear  out  the 
passage  from  the  burned  gases,  then  the  flame  caimot  be  lit  in  it 
and  an  ignition  will  be  missed. 

It  is  a  method  exceedingly  successful  when  ignition  is  not 
required  too  frequently,  but  very  troublesome  and  uncertain  for 
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rapid  ignition.    The  Otto  and  Langen  engine  only  made  30  igni- 
tions per  minute,  and  the  Otto  compression  engine  makes  but  80 


Fig.  76.— Sectional  Plan,  Otto  Igniting  Valve. 
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ignitions  per  minute  at  full  power ;  its  efficiency  Is  good  at  these 
rates,  but  at  150  per  minute  it  is  too  slow  in  action. 


Clerics  IgnitingValve. — The  method  of  igniting  the  charge  used 
by  Clerk  is  quite  different  from  the  other  flame  methods  already 
described  ;  the  difference  is  necessitated  by  the  greater  rapidity  of 
ignition  in  engines  with  an  impulse  for  every  revolution. 

To  ventilate  the  igniting  port  in  the  Otto  and  Hugon  slides 
requires  lime,  which  cannot  be  given  when  the  frequency  of  the 
ignition  approaches  150  to  200  per  minute. 
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To  meet  this  difficulty  the  author  has  invented  several  methods 
both  flame  and  Incandescence,  but  the  one  to  be  described  is 
that  at  present  in  use  in  his  engines  ;  it  is  very  reliable  and  rapid, 
as  many  as  300  ignitions  per  minute  having  been  made  with  it 
experimentally,  or  at  the  rate  of  5  ignitions  per  second. 

A  portion  of  the  explosive  charge  is  allowed  to  pass  from  the 
motor  cylinder  through  a  regulated  passage  to  a  grating  placed  at 
the  end  of  a  cavity  in  the  slide,  and  is  there  ignited  by  a  Bunsen 
flame  ;  the  grating  prevents  the  passage  back  of  the  flame,  and 
the  mixture  burns  in  the  cavity  without  requiring  the  presence  of 
the  external  atmosphere.  At  each  end  of  the  cavity  there  is  a 
port  opening  to  opposite  sides  of  the  valve,  the  one  for  lighting 
the  gases  streaming  from  the  grating,  the  other  for  communicating 
with  the  interior  of  the  cylinder  at  the  proper  time.  The  com- 
munication with  the  cylinder  is  not  made  until  the  outer  ])ort  cuts 
off  from  atmosphere,  and  the  flow  of  the  gases  is  so  regulated  that 
while  this  is  being  done,  the  flame  still  continues  to  be  fed  by 
fresh  supplies.  It  is  evident  that  if  too  great  a  current  be  sent  in, 
the  pressure  will  soon  become  equal  to  that  in  the  cylinder,  and 
then  the  flow  towards  the  cavity  will  cease  and  the  flame  become 
extinguished ;  this  is  guarded  against  by  proper  proportioning  of 
the  flow  by  the  check  pin.  The  pressure  in  the  cavity  when  its 
port  opens  on  the  cylinder  port  is  still  slightly  less  than  that  in  the 
cylinder,  and  the  gases  from  the  cylinder  enter  and  are  ignited. 
By  using  gas  and  air  already  mixed  in  proper  proportion,  the  ne- 
cessity of  ventilating  is  removed,  and  it  is  made  possible  to  ignite 
at  the  rate  required  by  the  system  of  impulse  at  every  revolution. 
Without  this  it  would  be  almost  impossible  to  get  a  passage  cleared 
out  in  time  to  allow  of  so  frequent  ignition,  by  a  coal  gas  flame 
burning  simply  in  air.  It  was  first  used  by  Clerk  in  an  engine  work- 
ing in  February  1878,  and  has  subsequently  been  used  by  Wittig 
and  Hees  and  by  Robinson  in  the  Tangye  engine.  In  the  form 
here  described  it  was  first  used  by  Clerk  in  November  1880. 

Fig.  78  is  a  sectional  plan  of  the  igniting  slide  and  cover  as 
well  as  the  passage  into  the  combustion  space.  The  valve  i  con- 
tains the  rjtvity  2,  furnished  at  the  ends  with  the  ports  3  and  4  ;  at 
the  end  3  is  placed  the  grating  5,  communicating  behind  with 
the  explosion   port  6,  by  a  small  hole   7  and  a  gutter  in  the 
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■ralve  face,  showing  at  fig.  78.  A  long  pin  8  screwed  into 
the  end  of  the  slide  controls  the  gases  entering  the  space  behind 
the  grating,  and  if  need  be  can  cut  off  communication  altogether. 
When  the  valve  is  in  the  position  shown  in  the  drawing,  the  mix- 


Vilve  in  pontion  of  Bamc  lighting  U  hUttuI  fUine. 
FiC.  78.~Sectiona]  Flin,  Cletk  Igniting  Valve. 

ture  is  beginning  to  flow  through  the  grating  into  the  space  z, 
and  is  ignited  by  the  Bunsen  flame  9  lying  up  against  the  valve 
face.  The  Bunsen  flame  lies  so  close  to  the  grating  that  im- 
mediately inflammable  mixture  comes,  it  is  lighted  before  it  can 
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get  time  to  fill  the  cavity ;  if  allowed  to  accumulate  in  the  cavity 
before  lighting,  a  slight  explosion  ensues  and  a  disagreeable  report 
is  produced.  The  flame  at  the  grating  bums  in  the  cavity,  dis> 
charging  into  the  passage  lo,  and  from  thence  to  the  atmo- 
sphere. The  movement  of  the  slide  cuts  off  communication  with 
the  atmosphere,  first  on  the  Bunsen  flame  side,  and  then  on  the 


InlanBj  fluiK  Hploding  mixlurc 
Fig.  79.  —  Seclional  Plan,  Clerk  Igniting  Valve. 

inside  of  the  valve  ;  very  shortly  after,  the  port  4  opens  on  the  port 
6  leading  to  the  cylinder,  and  the  gases  then  taking  fire  communi- 
cate the  flame  to  the  whole  contents  of  the  compression  space. 
In  fig.  79  the  flame  port  in  the  valve  is  full  open  on  the  explosion 
port  of  the  engine.     The  slide  then  moves  past  the  port  and  back 


byGOOQiC 


Igniting  A  rrangements  219 

to  the  first  position,  where  the  operations  described  are  repeated 
and  igniting  again  occurs. 

This  anungement  is  very  rapid  in  action,  and .  is  capable  of 
igniting  with  the  utmost  regularity  at  a  rate  so  high  as  300  times 
per  minute,  which  is  far  in  excess  of  the  requirements  of  the 
engine;  Fig.  80  shows  the  Bunsen  flame  burning  against  the  face 
of  the  valve,  ready  to  ignite  the  gaseous  mixture 


Fig.  80.— End  Elevation,  Clerk  Igniting  Valve. 

Bray/on's  Flame  Ignition. — The  Brayton  method  of  ignition 
has  already  been  described  shortly  in  the  description  of  the  engine. 
It  is  so  beautiful  and  instructive  that  it  merits  further  discussion. 

The  action  will  be  made  clearer  by  describing  a  well-known 
laboratory  experiment  (fig.  81). 

A  piece  of  wire  gauze,  a,  held  a  few  inches  from  the  Bunsen 
lamp,  b,  the  gas  being  turned  on,  will  prevent  the  flame  when  lit 
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above  it  from  passing  back  through  the  gauze  to  the  burner,  llie 
gauze  may  be  moved  through  a  considerable  distance'  from  the 
Bunsen  tube  without  extinguishing  the  flame.  The  mixture  of  gas 
and  air  streaming  from  the  Bunsen  passes  through  the  gauze,  and, 
although  igniting  above,  the  heat  is  so  rapidly  conducted  away  by 
the  gauze,  that  the  (lame  cannot  pass  through  its  interstices  bade 
to  the  lower  side.  If  an  explosive  mixture  be  confined  under  say 
30  lbs.  per  square  inch  pressure  in  a  vessel,  and  a  pipe  from  it 
{fig.  8z)  leads  to  a  pair  of  perforated  plates  with  gauze  between 
them,  a,  then  the  cock  b  being  opened  gently  (the  valve  e  being 
previously  open),  the  mixture  will  stream  through  the  plates  into 


J^ 
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Fig,  81.— Bunsen  Flame  bumbg  above  Gaiue. 

the  atmosphere,  and,  if  ignited,  will  burn  at  a  without  passing 
back.  If  the  cock  b  is  opened  suddenly  a  greater  rush  of  flame 
will  occur,  diminishing  again  if  it  is  partly  closed. 

So  long  as  enough  mi.xture  passes  to  preserve  alive  the  flame 
at  a,  then  any  increased  quantity  passing  from  the  reservoir  will 
be  burned ;  the  little  flame  increasing  or  diminishing  as  the 
opening  of  the  stop-cock  valve  is  increased  or  diminished. 

The  action  of  the  ignition  in  the  Brayton  engine  is  exactly 
similar.  The  pressure  on  the  flame  side  of  the  grating  is  slightly 
below  that  existing  on  the  other  side  ;  the  stream  of  cold  gases 
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entering  the  engine  cylinder  immediately  becomes  flame  on  the 
grating,  and  so  expands,  the  volume  of  flame  being  changed  as 
required  by  the  valve  action  of  the  engine. 

This  method  is  most  successfully  carried  out  in  the  Brayton 
engine.  The  lack  of  economy  is  not  due  to  the  ignition,  but  to 
the  use  of  it  under  unsuitable  circumstances.     Without  doubt  this 


Fig.  82.— Brayton  Grating  and  Valve. 


system,  in  a  better  combination,  will  come  largely  into  use  in 
future  and  larger  gas  engines.  It  is  unsuited  for  cold  cylinder 
explosion  engines,  but  admirably  adapted  for  hot  cylinder  com- 
bustion engines  of  the  second  type. 
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(3)  Incandescence  Methods. 


The  ignition  of  explosive  mixtures  by  contact  with  heated 
metallic  surfaces  has  often  been  proposed,  first  by  the  late  Sir 
C.  W.  Siemens,  and  after  him  by  the  American,  Drake.  Dr. 
Siemens,  in  one  of  his  gas  engine  patents,  proposes  to  ignite  the 


Fig.  83.— Sectional  Plwi,  Cletit  Incandescent  Platinum  Igniting  Valve. 

mixture  by  passing  it  through  an  iron  tube,  nhich  is  heated  to  red- 
ness by  a  flame  outside  of  it. 

Drake  constructed  an  engine  in  which  the  ignition  was  effected 
in  a  similar  manner.     The  dilEculty  is  found  in  the  rapid  oxidation 
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of  the  tube,  and  the  consequent  necessity  for  frequent  renewal. 
Frequent  attempts  have  also  been  made  to  heat  a  portion  of  the 
interior  surface  of  the  cylinder,  so  that  at  a  suitable  time  the  mix- 
ture might  be  exposed  to  it  and  fired. 

The  first  arrangement  of  incandescent  ignition  successfully 
applied  to  a  compression  engine  is  the  invention  of  the  author, 
and  is  described  in  his  patent,  No.  3045,  1873.  It  was  used  in  an 
engine  exhibited  at  the  Royal  Agricultural  Society's  Show,  Kilburn, 
in  1S79  (July). 

dirk's  Igniting  Valve. — Fig.  83  is  a  sectional  plan  of  this 
valve  in  position.  Fig.  84  is  a  separate  view  of  the  valve  looking 
upon  the  face,  and  fig.  85  i;  the  platinum  cage,  full  size,  taken  out 
of  the  valve. 


[n 


Fig.  84.— Face  of  Vake  with  Platinum  Cage. 


Fig.  Sj.— Platinum  Cage. 

The  platinum  cage  consists  of  a  box  of  platinum  plate,  with 
numerous  platinum  ribs  running  across  it.  They  are  secured  by 
rivets  running  completely  through,  small  platinum  washers  serving 
to  keep  the  plates  at  equal  distances.  The  valve  receives  this 
cage  in  a  cavity,  and  it  is  tightly  packed  in  its  place  with  asbestos 
and  slate  packing,  a  covering  plate  screwed  down  upon  it  securing 
the  whole  in  position.  To  start  the  engine,  the  reservoir  contain- 
ing gas  and  air  under  pressure  is  opened ;  the  small  tap,  i,  then 
opened  allows  mixture  to  flow  through  the  diaphragm  2  {made 
like  the  Brayton  grating),  and  the  mixture  is  ignited  at  the 
small  door  3,  which  is  then  closed.    The  flame  flows  through  the 
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platinum  cage,  heating  up  its  plates  to  a  white  heat  in  a  few 
seconds.  On  opening  the  starting  cock  of  the  engine,  it  moves, 
and  brings  the  igniting  port  4,  on  the  cylinder  port  5,  at  the  same 
time  opening  on  the  port  6,  in  the  cover,  leading  into  the  cavity  7. 
The  mixture  in  the  cylinder  then  rushes  through  the  cage,  becom- 
ing ignited,  and  the  explosion  reaches  the  cylinder  ;  the  cavity  7 
is  so  proportioned  that  each  igni- 
tion sends  a  measured  quantity 
of  flame  through  the  cage  into  it ; 
the  heat  of  the  explosion  at  every 
turn  therefore  supplies  heat  to 
the  platinum.  This  added  heat 
is  sufficient  to  keep  it  at  a  white 
heat.  So  long  as  the  engine  is 
supplied  with  gas  it  gets  an  ig- 
nition at  every  revolution,  and  a 
portion  of  that  heat  goes  to  the 
platinum  to  make  up  for  loss  by 
conduction.  The  heating  flame 
used  in  starting  the  engine  is 
dispensed  with  immediately  on 
starting,  and  (he  engine  runs  con- 
tinuously without  outside  flame. 
This  method  is  exceedingly  reli- 
able and  rapid,  but  is  not  suited 
for  the  governing  arrangements 
of  small  engines. 

Siemens'  Tube  Method.— T\%.Z(f 
is  an  arrangement  of  Siemens' 
method,  as  used  by  Mr.  Atkinson 
in  his  '  Diiferential '  engine,  ex- 
hibited at  the  Inventions  Exhibi- 
tion. The  wrought  iron  tube  i  is 
Fig.  86— Hot  Tube  Igniier.  heated  by  the   Bunsen  flame  2, 

the  non-conducting  casing  3  pre- 
venting loss  of  heat ;  the  piston  at  the  proper  time  uncovers  the 
hole  4  into  which  the  tube  is  screwed,  and  the  mixture  entering 
under  pressure  becomes  ignited.     In  other  engines  the  tube  is 
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caused  to  communicate  with  the  cyhnder  by  a  valva  This  modi- 
fication is  exceedingly  simple  and  works  well ;  care  must  be  taken 
to  avoid  overheating,  or  the  explosion  may  rupture  the  tube.  It 
is  inexpensive  and  easily  renewed  when  disabled  by  oxidation. 

(4)  Methods  depending  on  Cat.alytic  and 
Chemical  Action. 

The  well-known  property  of  spongy  platinum  of  causing  the 
spontaneous  ignition  of  a  stream  of  hydrogen  or  coal  gas  directed 
on  it  in  air,  has  been  proposed  as  a  means  of  ignition  by  Barnett 
( 1838).  In  the  arrangement  he  describes,  the  platinum  is  contained 
in  a  little  cup  screwed  into  the  cylinder  cover,  and  the  compression 
of  the  mixture  causes  its  ignition  by  contact 

Platinum,  however,  soon  loses  this  property,  and  the  action  is 
at  best  too  slow  for  use. 

All  flame  methods  of  course  depend  on  chemical  action,  but 
one  proposal  has  been  made,  to  use  the  property  possessed  by 
phosphorated  hydrogen  of  igniting  spontaneously  in  contact  with 
air.  The  phosphoretted  hydrogen  is  conducted  in  small  quantity 
into  the  mixture  to  be  exploded  at  every  revolution,  and  its  com- 
bustion causes  ignition. 

This  proposal  has  never  been  carried  out  in  practice. 

Summary.—'Yo  the  author's  knowledge  no  Other  systems 
of  ignition  have  been  proposed ;  the  flame  methods  are  besi 
suited  for  small  gas  engines  and  will  probably  continue  in  use. 
Considerable  improvements  may  still  be  effected  in  ignition  valves, 
and  it  is  possible  that  external  flames  may  be  entirely  done 
away  with  in  future  engines.  It  is  somewhat  humiliating  to  the 
inventor  to  watch  a  powerful  gas  engine  at  work,  developing  say 
30  horses,  and  to  know  that  he  can  at  once  change  the  whole 
and  make  the  engine  powerless  by  blowing  out  the  external  flame. 

A  combination  of  flame  and  incandescence  methods  will  doubt- 
less overcome  this  difliculty,  and  make  the  gas  engine  act  without 
visible  flame  and  without  the  danger  of  extinction  from  draught, 
to  which  the  present  igniting  flames  are  subject. 

It  is  improbable  that  either  the  first  or  fourth  methods  will 
again  find  favour,  the  electric  methods  give  too  much  trouble  and 
are  at  best  uncertain. 
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CHAPTER   IX. 

ON   SOME  OTHEK    MECHANICAL   DETAILS. 

A  GOOD  working  cycle  and  good  igniting  arrangements  are  the  Iwo 
most  important  factors  m  the  successful  working  of  a  gas  engine, 
but  there  are  other  matters  whose  importance  is  only  secondary 
to  those.  The  governing  gear,  the  oiling  gear,  and  the  starting 
gear,  are  of  the  greatest  importance. 

These  matters  will  now  be  described. 

Tlie  Governing  Gear. — In  the  earlier  gas  engines,  including 
Lenoir  and  Hugon,  the  governing  was  attempted  precisely  as  is 
done  in  the  steam  engine,  the  source  of  power  being  regulated 
by  throttling.  A  centrifugal  governor  acted  upon  a  throttle  valve 
regulating  the  gas  supply,  diminishing  it  when  the  speed  became 
too  great  and  increasing  it  when  the  speed  fell. 

This  was  a  very  bad  and  wasteful  method,  as  the  engineer  will 
at  once  recognise  from  his  knowledge  of  the  properties  of  explosive 


The  limits  of  change  allowable  in  the  proportions  of  gaseous 
explosive  mixtures  are  very  narrow,  the  gas  present  ranging  from 
I  to  ^'r  of  the  total  volume.  A  mixture  containing  \  of  its  volume 
of  coal  gas  in  air  has  just  sutHcient  oxygen  to  bum  it  and  no 
more  ;  any  further  increase  of  gas  will  pass  away  unbumed,  there 
being  insufficient  oxygen  present  for  its  combustion. 

This  is  therefore  the  richest  mixture  which  can  be  used  with 
any  economy. 

A  mixture  of  air  and  gas  containing  -,'h  of  its  volume  of  gas  is 
in  the  critical  proportion  ;  any  further  dilution,  however  slight,  will 
cause  it  to  lose  inflammability  altogether.  The  governor  may 
act  in  changing  the  proportion  of  gas  and  air  between  those  limits, 
that  is,  the  explosion  may  be  so  reduced  by  dilution  that  it  gives 
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only  half  the  power  per  impulse  obtainable  with   the  strongest 
mixture. 

Any  further  dilution  causes  the  engine  to  miss  ignition  al- 
together, and  discharge  the  gas  it  has  taken  into  the  exhaust  pipe, 
without  obtaining  any  power  from  it.  If,  therefore,  the  governor 
acts  by  throttling,  the  valve  is  only  closed  enough  to  cause  the 
mixture  to  be  so  weak  as  to  miss  fire ;  as  soon  as  that  point  is 
reached  the  valve  will  be  closed  no  further,  because  at  that  point 
the  speed  of  the  engine  will  cease  to  increase.  Fig.  7,  p.  14,  shows 
the  governor  in  action  upon  a  Lenoir  engine. 


Fig.  87.— Section  showing  Otto  and  Langen  Governor. 

In  modern  compression  engines  the  great  loss  of  gas  occasioned 
by  throttling  is  avoided  by  never  diluting  [he  mixture.  Instead  of 
keeping  up  the  same  frequency  of  impulses  but  of  less  power,  as 
done  in  the  steam  engine,  the  gas  is  either  full  on  or  full  off, 
that  is,  the  governing  is  effected  by  diminishing  the  frequency  of 
the  impulses  instead  of  diminishing  their  power. 

In  the  specification  of  the  Otto  engine,  1876  (2081)  the 
governing  is  described  as  being  effected  by  reducing  the  power 
of  the  explosion.     This  is  morp  impracticable  in  the  Otto  engine 
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than  in  the  Lenoir,  because,  owing  to  the  dilution  of  the  charge  by 
the  exhaust  gases  or  air,  the  range  of  change  in  mixture  is  smaller. 
The  strongest  mixture  does  not  exceed  i  of  coal  gas  in  8  of  other 
gases. 

Governing — Otto  and  Langen  Engine. — ^In  this  engine,  in  its 
latest  and  best  form,  the  governing  is  effected  by  missing  impulses. 
When  the  engine  has  received  an  impulse,  the  increase  in  speed 
causes  the  governor  to  move  a  lever  which  disengages  a  pawl  from 
a  ratchet,  and  so  prevents  the  piston  being  raised  and  the  charge 
drawn  into  the  cylinder.    When  the  speed  has  fallen  sufficiently 


Fin.  i 


—Otto  and  Langen  Governor,  showing  Pawl  and  Ratchet. 


the  lever  liberates  the  pawl,  and  the  piston  is  then  raised,  taking 
in  the  charge  and  exploding  it.  Fig,  87  is  a  sectional  elevation  of 
the  governing  arrangements.  The  auxiliary  shaft  i  is  driven  from 
the  main  shaft  2  by  the  dutch  3,  but  the  crank  4  and  shaft  i  re- 
ceive motion  from  z  only  by  means  of  the  pawl  $  falling  into  the 
ratchet  3  ;  so  long  as  the  governor  lever  7  remains  in  the  position 
shown,  the  pawl  is  kept  from  engaging  and  the  piston  and  valve 
remain  at  rest ;  so  soon  as  the  governor  lever  7  liberates 
the  pawl,  then  it  falls  into  the  ratchet  wheel  by  a  spring  and  the 
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auxiliary  shaft  receives  one  turn  ;  the  crank  4,  connected  to  the 
lever  8  (fig.  88),  lifts  the  rack,  and  the  piston  takes  in  its  charge  ; 
at  the  same  time  the  valve  opens  to  gas  and  air,  then,  when 
the  piston  is  full  up,  brings  on  the  igniting  fljinie.  The  ex- 
plosion occurs  and  shoots  up  the  piston,  which  on  its  down  stroke 
.accelerates  the  motion  of  the  power  shaft,  and  if  the  limit  of  speed 
is  exceeded,  the  governor  lever  again  interposes  and  prevents  the 
charge  and  explosion  till  the  speed  falls. 

When  running  without  any  load,  the  two  horse  engine  tested 
at  Manchester  by  Clerk  required  only  6  ignitions  per  minute,  con- 
suming, including  side  lights,  about  35  cubic  feet  per  hour.  The 
shaft  therefore  ran  as  many  as  15  revolutions  merely  by  the  power 
stored  in  the  fly-wheels. 

The  governing  is  effective  but  irregular. 

Governing — Olio  Engine. — The  speed  of  the  Otto  compression 
engine  is  governed  by  diminishing  the  number  of  impulses  given 
to  the  crank  ;  whenever  the  normal  rale  is  exceeded,  the  governor 
so  acts  that  the  gas  supply  is  completely  cut  off  for  one  or  more 
^rokes  of  the  engine,  no  impulse  being  given  till  it  falls  again. 

One  arrangement  very  commonly  in  use  is  shown  at  fig.  89. 

The  cam  1  upon  the  auxiliary  shaft  2  is  arranged  to  strike  the 
■wheel  3  upon  the  lever  4,  opening  the  gas  valve  5  at  the  begin- 
ning of  the  stroke  and  keeping  it  open  till  the  end  of  the  stroke 
of  the  piston ;  the  gas  passes  from  the  gas  valve  by  a  passage  to  the 
holes  in  the  slide,  when  it  streams  into  the  air  current  entering  the 
engine  by  the  admission  port  Whenever  the  speed  becomes  high 
enough,  the  governor  6  by  the  lever  7  shifts  the  position  of  the  cam 
I  upon  its  shaft,  so  that  the  wheel  3  does  not  strike  it;  the  gas  valve 
5  therefore  remains  shut  for  that  stroke,  and  the  piston  draws  air 
alone  into  the  cylinder.  When  the  piston  returns  and  compresses 
the  charge,  the  igniting  flame  enters  as  usual,  but  there  being 
no  explosive  mixture  there,  the  piston  moves  out  again  without 
impulse,  expanding  and  discharging,  chaiging  and  compressing  an 
uninflammable  charge,  till  the  reduction  of  speed  calls  again  for  an 
impulse  ;  the  first  ignition  after  the  engine  has  made  several  re- 
volutions without  gas  is  always  more  powerful  tiian  the  normal 
one,  because  no  exhaust  gases  being  there  the  charge  mixes  in  the 
space  with  pure  air  and  is  not  heated  previous  to  explosion. 
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The  arrangement  in  different  Otto  engines  varies  from  this,  but 
ihe  principle  is  always  the  same. 

Fig.  90  is  a  recent  and  veiy  clever  governing  arrangement  as- 
used  in  the  smaller  Otto  engines. 


Fig.  89.-0110  Governor  and  Connecting  Gear. 


The  ordinary  governor  is  entirely  dispensed  with,  and  the  valve- 
itself  carries  a  pendulum  which  governs. 

The  pendulum  i,  hanging  from  the  pin  2  in  the  slide  i-alve  3, 
carries  the  long  steel  blade  4,  which  usually  strikes  the  stem  5,  and 
opens  the  gas  valve  at  the  same  time  as  the  slide  opens  to  the  air 
Whenever  the  speed  is  exceeded,  however,  the  motion  of  the  valve 
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in  the  direction  of  the  arrow,  exceeding  a  certain  rale,  the  pendu- 
lum I  is  left  behind  and  depresses  the  steel  blade  4,  which  therefore 
misses  the  gas  valve  stem  and  for  that  revolution  no  gas  enters. 
So  long  as  the  speed  is  sufficient  to  swing  back  the  pendulum  no 
gas  enters  ;  as  soon  as  it  is  insufficient  to  cause  the  pendulum  to 
leave  its  resting  position  against  the  valve,  then  gas  is  admitted. 

As  the  pressure  of  the  edge  of  the  steei  plate  upon  the  valve 
stem  is  in  direct  hne  with  the  centre  of  the  pin  upon  which  the 
pendulum  hangs,  there  is  no  tendency  to  move  it,  that  is,  the 
governor  does  not  furnish  the  power  to  open  the  gas  valve.  In 
all  the  Otto  governing  arrangements  this  principle  is  adhered  to ;  the 


Fir..  9o.-Otlo  Pendulum  Covemot. 

governor  never  furnishes  the  power  to  move  the  gas  valve,  but 
only  signals  to  the  engine  the  proper  time  to  give  the  motion, 
the  motion  being  alwa}-s  taken  from  the  engine  itself. 

In  electric  light  engines,  which  must  give  the  impulse  forever)' 
two  revolutions  with  some  change  of  power,  the  gear  is  modified  ; 
instead  of  complete  cut-off  as  first  described,  the  cam  upon  the 
shaft  is  made  in  several  steps,  so  that  the  wheel  upon  the  gas  lever 
is  shifted  from  one  to  another  as  shown  in  fig,  gr,  where  i  is  the 
gas  cam,  and  a  is  the  wheel  upon  the  gas  lever.  Those  steps  are 
made  to  diminish  supply  of  gas  as  much  as  possible  without  miss- 
ing ignition,  so  that  within  narrow  limits  of  changing  load,  the 
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engine  may  retain  its  frequency  of  impulse.  Whenever  this 
range  of  permissible  variation  is  exceeded,  the  wheel  slips  entirely 
off  the  cam,  and  the  engine  then  governs  in  the  ordinary  manner. 


Fig.  91.—  Olio  Eleclric  Light  Governor. 

Governing — Braylon  and  Simon. — In  the  Drayton  gas  engine 
the  governing  was  effected  precisely  as  in  the  best  steam  engines, 
by  varying  the  point  of  cut-off.  The  entering  flame  was  cut  off, 
sooner  or  later,  as  determined  by  the  governor  of  the  engine  ;  and 
the  admission  of  gas  and  air  to  the  pump  was  simultaneously 
regulated,  the  amount  entering  being  diminished  to  keep  the 
pressure  in  the  reservoir  constant.  The  diagram,  fig.  45,  p.  158, 
shows  that  the  variable  cut-off  acted  well. 

Fig.  92  shows  the  governor  of  the  petroleum  engine. 

The  cam  1,  which  opens  the  admission  air  valve  on  the  motor 
cyhnder,  is  made  tapering,  so  that  the  point  of  cut-olT  becomes 
earlier  and  earlier  as  it  slides  in  the  direction  of  the  arrow. 

The  supply  of  aii  was  thus  diminished.  In  this  engine  the 
supply  of  petroleum  could  only  be  diminished  by  hand,  two  screws 
on  the  <al  pump,  when  screwed  upwards,  altering  the  connecting 
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rod  between  the  plunger  and  the  eccentric,  giving  more  or  less 
free  movement,  and  thereby  diminishing  the  throw  of  the  pump. 

The  air  supply  to  the  engine  was  not  diminished,  so  that  the 
pressure  in  the  reservoir  increased,  and  was  blown  ofT  at  a  safety 
valve  placed  upon  the  engine.    This  was  a  wasteful  method 

The  regularity  of  this  engine  in  runnii^  was  very  great,  being 
far  superior  to  any  of  the  modem  compression  engines.  It  was, 
however,  not  at  all  economical 

Simon's  engine  presented  no  new  feature  in  its  governing 
arrangements.     They  were  quite  similar  to  Brayton. 


Biayton  Governor, 


Governing — Clerk  Engine. — The  governing  gear  now  used 
upon  this  engine  is  the  design  of  Mr.  G.  H.  Garrett,  Messrs. 
L.  Sterne  &  Co.'s  works'  manager.     It  is  shown  at  figs.  93  and  94. 

It  consists  of  a  gridiron  slide  placed  between  the  upper  and 
lower  lift  valves.  So  long  as  the  engine  is  at  full  power,  the  slide 
I,  fig.  93,  is  moved  by  the  lever  2,  fig.  94,  from  the  ignition  slide 
-of  the  engine  already  described,  and  remains  open  during  the 
forward  stroke  of  the  displacer  piston. 

The  charge  of  gas  and  air  therefore  enters  during  the  whole 
stroke,  and  is  sent  into  the  motor  cylinder  to  be  compressed  and 
ignited  at  the  proper  moment  If,  however,  the  load  is  lessened, 
and  the  speed  increases,  and  the  governor  3  acts,  it  moves  the 
lever  4,  which  then  catches  the  lever  2,  and  prevents  the  spring  5 
(rom  taking  the  slide  i  back  and  opening  it.  The  displacer  then 
discharges  its  contents  into  the  motor  cylinder,  but  on  its  next 
out-stroke,  the  valve  i  being  closed,  it  gets  no  charge  but  the 
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Fig.  93,— Sections  and  FUn,  GovemoT  Slide,  Clerk  Engine 


Fig.  94.— Clerk  Engine  showing  Guttetl  Governor  Gear. 
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piston  moves  out,  forming  a  partial  vacuum  behind  it  The  motor 
cylinder,  therefore,  receives  no  charge  from  the  displacer  cylinder, 
and  the  motor  piston  compresses  and  expands  alternately  the 
burned  gases  behind  it,  while  the  displacer  piston  moves  out  and 
in,  expanding  and  compressing  likewise.  This  goes  on  till  the 
governor  signals  reduction  of  si>eed,  and  disengages  the  lever  3, 
by  pushing  down  the  lever  4,  so  that  the  spring  5  opens  the  elide 
1,  and  the  engine  gets  a  charge. 

This  method  works  very  well  and  economically  ;  it  is  necessi- 
tated by  the  clearance  space  unavoidable  in  the  Clerk  engine 
between  the  motor  and  displacer  cylinders.  If  gas  were  cut  olT  as 
in  the  Otto,  that  space  filled  with  mixture  would  be  lost  ever)-  time 
the  governor  acted. 

Ctntming — Tangye  Engine. — Messrs.  Tangye's  gaa  engine  is 
now  controlled  by  a  very  ingenious  governor,  the  invention  of 


Fig.  9S-— Gi 


Tangye  Engine. 


Mr.  C.  W.  Pinkney.  It  is  shown  at  fig  95.  The  rod  i  i,  moved 
to  and  fro  by  an  eccentric,  carries  with  it  the  bracket  2,  into 
which  is  fixed  the  pin  3  ;  on  this  pin  the  lever  4  is  s«-ung,  and 
moves  to  and  fro  with  the  bracket ;  the  lever  is  pressed  gently 
downwards  by  the  sprii^  5,  and  the  lower  part  of  the  lever  is 
formed  into  an  incline  at  6,  so  that  as  it  moves  the  spring  presses 
it  against  the  roller  7.  So  long  as  the  engine  does  not  exceed  its 
proper  speed,  the  lever  4  does  not  rise  above  the  position  shown 
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in  the  figure  when  ii  is  moving  in  the  direction  of  the  arrow,  and 
accordingly  its  knife  edge  end  strikes  the  lever  8  and,  acting 
through  the  intermediate  links,  opens  the  gas  valve  9.  The 
engine  gets  its  charge  of  gas  every  time  the  gas  valve  opens.  If 
the  sf)eed  becomes  too  great,  then  the  upward  velocity  given  to 
the  lever  4  by  the  stationary  roller  7  forcing  against  the  incline  is 
such  that  the  knife  edge  lever  4  rises  above  the  end  of  the  lever 
8,  and  the  gas  valve  remains  closed.  When  the  speed  falls 
sufficiently  the  lever  4  again  strikes  the  lever  8  and  opens  the  gas 
valve. 

The  incline  governor  works  well  and  is  exceedingly  sensitive 
to  change  in  speed  :  by  altering  the  compression  upon  the  spring 
S  the  speed  of  the  engine  can  be  varied. 

Oiling  Gear. — In  the  steam  engine  the  comparatively  low 
temperature  of  the  steam  within  the  working  cylinder  and  the 
fact  of  its  condensation  upon  the  walls  and  piston  renders  the 
task  of  lubricating  an  easy  one.  The  lubrication  need  not  be 
absolutely  continuous  and  the  nature  of  the  oil  may  vary  much 
and  no  harm  is  done. 

With  the  gas  engine,  the  intense  flame  filling  the  cylinder  at 
every  stroke  quickly  destroys  the  film  of  oil  with  which  it  is 
covered,  and  necessitates  its  continuous  renewal. 

If  animal  oil  be  used,  its  decomposition  leaves  considerable 
charred  matter,  which  speedily  coats  the  piston  and  cylinder, 
causing  friction  and  danger  of  cutting.  A  good  hydrocarbon,  on 
the  other  hand,  even  when  subjected  to  intense  heat,  decomposes 
into  gases  without  leaving  any  appreciable  amount  of  carbon : 
mineral  oils  should  therefore  alone  be  used  for  the  cylinder  and 
ignition  slide. 

The  amount  of  oil  required  for  these  parts  is  small  per  day, 
but  it  must  be  regularly  applied  ;  the  burned  film  removed  from 
the  surface  of  the  cylinder  at  every  explosion  must  be  regularly 
replaced  or  abrasion  of  the  surfaces  would  speedily  ensue. 

In  the  Otto  engine  the  oi!  required  is  supplied  during  the  whole 
action  of  the  engine  ;  it  commences  with  the  movement  of  the  en- 
gine, continues  solongasit  is  running,  and  stops  when  motion  ceases. 

Fig.  96  shows  the  Otto  oiling  cup,  one  of  which  is  placed,  as 
shown  in  the  drawing,  fig.  97,  at  the  middle  of  the  cylinder  to 
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lubricate  the  piston  and  slide  ;  the  pipes  4  and  5  lead  to  the 
piston  and  slide. 

The  pulley  i  is  driven  slowly  from  the  auxiliaiy  shaft  by  a 
strap,  and  as  it  rotates  it  carries  the  wire  2  round  on  the  pin  3, 


fig.  96,  alternately  dipping  into  the  oil  and  wiping  ti  oA  to  the 
fMD,  from  whence  it  drops  into  the  trough  4  and  runs  by  a  hole 
into  the  tubes.  The  amount  of  oil  so  discharged  can  be  regulated 
by  the  diameter  of  the  wire.    The  oil  flows  along  the  pipes  4  and 


Fic.  97.— ArrangemeDt  of  Olio  Oiler. 

5,  fig.  97,  and  drops  into  holes  at  6  and  7,  the  one  oiling  the  piston 
every  time  the  trunk  comes  forward,  the  other  oiling  the  valve  by 
suitable  gutters. 

The  Clerk  oiling  cup  is  shown  at  fig.  98  ;  it  is  not  automatia 
The  screw  pin  1  is  set  in  a  position  marked  for  each  cup,  the 
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motor  cylinder  cup  giving  15  drops  per  minute,  and  the  valve  cup 
5  drops  per  minute. 

In  both  Otto  and  Clerk  engines  the  slide  valves  should  be 
taken  out  and  cleaned  once  a  week.  The  charred  oil  should  be 
carefully  scraped  out  of  the  gas  gutters  and  igniting  ports  ;  the 
piston  also  should  be  drawn  occasionally,  once  in  three  months 
being  sufficient.  The  interior  of  the  cyhnder  should  then  b^ 
cleaned,  especially  the  explosion  space.  The  Otto  exhaust  valve 
should  be  taken  out  every  week  and  cleaned,     'I'he  Clerk  upper 


Fig.  98.  -Clerk  Oil  Cup. 

and  lower  lift  valves  require  cleaning  once  every  month  if  the 
engine  is  hard  worked. 

In  working  gas  engines  the  two  points  requiring  attention  are 
oiling  and  cleaning.  Never  run  the  engine,  without  oil,  and  clean 
regularly.  Never  start  without  seeing  that  the  water  circulation 
is  open. 

Starting  Gear. — Till  very  lately,  gas  engines  of  every  power 
were  started  by  manual  labour ;  in  small  machines  the  inconveni- 
ence is  not  great,  but  with  large  engines  such  as  those  giving 
from  20  to  50  indicated  horses  when  at  full  power,  the  friction 
is  so  considerable  that  difficulties  arise.  It  is  difficult  to  reduce 
friction  so  much  that  a  large  machine  may  be  turned  with  suffi- 
cient velocity  by  a  couple  of  men,  to  get  a  sure  and  easy  start. 

The  Brayton  petroleum  engine  was  the  first  to  use  reservoirs 
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for  retaining  sufficienc  air  for  starting,  but  they  were  so  faultily 
constructed,  that  leakage  and  loss  were  so  frequent  that  the  appa- 
ratus was  of  little  use.  Many  arrangements  have  been  described 
by  inventors,  but  no  starting  gear  found  its  way  into  public  use 
till  that  invented  by  the  present  author  in  the  end  of  1883.  The 
Clerk  engine  was  the  first  to  use  starting  gear  in  public,  at  the 


Flc.  99.— Clerk  Starline  Gear. 

beginning  of  1884.  Since  then  over  100  engines  have  been  lilted 
and  are  at  daily  work  with  it 

The  Otto  engine  speedily  followed  Clerk's  in  the  application 
of  gear,  and  after  them  came  Tangye  and  Atkinson, 

Starting  Gfar— Clerk  Engine. — The  starting  gear  used  in  the 
Clerk  engine  is  shown  at  figs.  99  and  100.     Its  action  is  as  follows. 
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The  flap,  valve  i,  in  the  communicating  pipe  between  the  displacer 
and  motor  cylinders  is  closed,  while  the  engine  is  running,  by  the 
handle  2  ;  the  gases  In  the  displacer  are  thus  prevented  from 
entering  the  motor  cylinder,  and  are  compressed  through  the 
valve  3,  which  is  an  automatic  lift,  into  the  reservoir  4,  by  the  stop- 
valve  s,  which  must  of  course  be  open. 

The  ignition  being  stopped,  the  speed  of  the  engine  falls,  and 
the  flap  is  opened  for  a  few  strokes,  to  allow  the  speed  to  get  up 
again.  It  is  then  closed  again,  this  being  repeated  till  the  reservoir 
4  is  charged  with  a  mixture  of  gas  and  air  at  60  lbs.  per  sq.  in. 
above  atmosphere.     Five  minutes  gives  ample  time  to  chaise 


Fic:.  too.  — Clerk  StarlinEValvft 

from  completely  empty  to  60  lbs.  Three  minutes  suffice  if  the 
charge  has  not  been  completely  taken  from  the  reservoir  during 
the  previous  start  The  relief  valve  at  6  prevents  charging  above 
60  lbs.  per  sq.  in.,  the  excess  blowing  into  the  exhaust  pipe. 
When  the  reservoir  is  charged  the  stop  valve  5  is  screwed  down 
and  the  charge  is  retained  in  the  reservoir  ti!l  wanted.  The 
reservoir  is  made  of  steel,  the  sides  being  \  in.  thick  and  the  ends 
%\  it  is  welded  throughout,  and  is  tested  before  leaving  the  works 
at  1000  lbs.  per  sq.  in. 

The  screw  down  valve  5  and  the  joint  where  it  is  screwed 


byGOOQiC 


On  some  other  Mechanical  Details 


241 


into  the  end  fonn  the  only  joints  for  loss  by  leakage ; 
joints  must  be  avoided,  as  it  is  often  necessary  to  leave  the 
reservoir  charged  for  weeks  ;  the  faintest  leakage  would  in  so  long 
a  time  lose  the  contents,  and  so  the  start  would  require  to  be 
made  by  hand 

The  reservoir  is  so  pressure  tight,  when  made  as  described. 


Fig.  ioi. — Otto  SlartiDg  Gear, 
that  the  author  has  left  one  standing  for  six  weeks  and  started  the 
engine  with  ease  with  what  remained. 

The  starting  is  effected  as  follows  : 

The  engine  is  placed  in  such  position  that  the  motor  crank  is 
on  the  fill!  in  centre.  The  displacer  is  therefore  half  forward,  the 
reservoir  stop  valve  is  opened,  the  Bunsen  burner  is  lit,  and  the 
gas  cock  of  the  engine  set  at  the  starting  mark.  The  starting 
handle  7  is  then  moved  in,  opening  the  valve  3,  fig.  100,  the  gases 
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entering  press  forward  the  displacer  piston  and  fill  the  compres- 
sion space  of  the  engine,  pressing  forward  the  motor  piston  when 
its  crank  comes  off  the  centre.  The  starting  handle  is  then  let 
go,  and  the  motor  piston  runs  over  its  ports  discharging  the  con- 
tents both  of  motor  and  displacer  to  atmosphere.  The  engine  has 
thus  received  a  double  impulse,  one  in  each  cylinder ;  it  is  enough 
to  bring  round  the  piston,  compress  the  mixture  and  get  an  igni- 
tion. One  opening  or  at  most  two  openings  of  the  starting  valve  are 
enough.    The  reservoir  contains  enough  to  give  six  successive  starts 

Afler  starting,  the  reservoir  should  be  again  charged  and  closed 
so  that  it  may  be  ready  when  required. 

The  gear  works  very  well  and  is  easily  handled. 

To  those  accustomed  to  see  gas  engines  started  by  hand,  it  is 
somewhat  astonishing  for  the  first  time  to  watch  a  large  machine 
move  away  at  once  by  a  mere  finger  touch  upon  a  valve. 

Starting  Gear — Otto  Engine. — The  starling  gear  used  in  the 
Otto  engine  is  shown  at  fig.  lor.  It  consists  of  the  reservoir  i, 
the  charging  and  starting  valve  2  and  a  stop  valve.  The  charging 
valve  is  loaded  so  that  it  does  not  Open  with  a  pressure  less  than 
40  lbs.  per  square  inch,  as  it  communicates  with  the  compres- 
sion space  4.  It  follows  that  the  compression  of  the  charge  in  the 
cylinder  does  not  lift  it,  but  as  soon  as  the  gases  explode,  the 
pressure  lifis  the  valve,  and  the  reservoir  gets  filled  slowly  with 
burned  gases.  If  the  valve  is  left  open  long  enough  the  pressure 
will  rise  to  within  40  lbs.  of  the  maximum  explosion  pressure,  that 
is,  about  no  lbs.  per  square  inch  above  atmosphere.  The  slop 
valve  being  screwed  down,  the  gases  are  retained  ready  to  start 
the  engine  when  wanted.  To  start,  the  stop  valve  at  the  reservoir 
is  opened,  and  the  engine  crank  placed  in  such  position  that  it  is 
off  the  centre  and  on  its  impulse  stroke.  The  gases  then  pass 
through  the  valve  2  into  the  cylinder  4,  and  the  valve  2  closes  at 
the  end  of  the  stroke  actuated  by  the  cam  3.  One  impulse  is 
thus  given  and  is  repeated  at  the  proper  time  by  the  action  of  the 
cam  3  upon  2,  through  the  intermediate  lever.  The  pressure  re- 
quired is  high,  because  only  one  forward  movement  of  the  piston 
is  available  for  every  two  revolutions  of  the  engine.  The  twin 
engine  therefore  starts  more  easily  than  the  ordinary  type  of  Otta 
This  gear  also  works  well ;  it  was  patented  before  the  Clerk  gear, 
but  was  later  in  being  introduced  into  public  use. 
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The  general  principles  developed  in  this  work  explaining  the 
causes  of  the  economy  of  the  modern  gas  engine  were  first  enun- 
ciated by  the  author  in  a  paper  read  before  the  Institution  of 
Civil  Engineers  in  April  1882,' 

He  then  classified  gas  engines  in  three  great  groups  : 

Type  I. — Explosion,  acting  on  piston  connected  to  crank.     (No 
compression.) 

Typt  2.— Compression,  with  increase  of  volume  after  ignition, 
but  at  constant  pressure. 

Type  3.— Compression,  with  increase  in  pressure  after  ignition, 
but  at  constant  volume. 

It  was  proved  that  under  comparable  conditions  the  relative 

theoretic  efficiencies  of  the  three  types  were 

Type  i  =  o-ii 

Type  z  =  0-36 

Type  3  =  0-45 

It  was  also  shown  that  in  the  actual  engines  the  real  efficiency 

could  not  be  so  high  as  the  theoretic,  mainly  because  of  the  large 

proportion  of  heat  lost  through  the  sides  of  the  cylinder,  by  the 

exposure  of  the  flame  which  filled  the  cylinder  to  the  comparatively 

cold    enclosing  walls.     A  balance  sheet  was  given  showing  the 

disposal  of  100  heat  units  by  a  compression  engine.     Of  the  100 

heat  units,  17*83  were  converted  into  indicated  work,  39'38  were 
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discharged  with  the  exhaust  gases,  and  52*89  units  passed  through 
the  sides  of  the  cylinder  into  the  water  jacket. 

The  economy  of  the  Otto  engine  over  its  predecessors,  the 
Lenoir  and  Hugon  engines,  was  clearly  proved  to  be  due  to  the 
fact  of  its  using  compression  previous  to  explosion. 

These  conclusions  were  very  generally  accepted  by  scientific 
and  practical  men  who  had  studied  the  subject,  and  in  February 
1884  the  late  Prof  Fleeming  Jenlcin,  then  Professor  of  Engineering 
at  the  University  of  Edinburgh,  delivered  a  lecture  at  the  Institu- 
tion of  Civil  Engineers  in  London,  on  '  Gas  and  Caloric  Engines.' ' 
He  had  recalculated  the  efficiencies  due  to  compression,  with  the 
result  of  corroborating  the  present  writer's  conclusions.  He 
states  : 

'  If  I  were  to  compress  gas  to  40  lbs.,  a  pressure  which  is  used 
not  unfrequently,  the  theoretical  efficiency  would  be  45  per  cent 
We  actually  get  something  like  24  or  23  per  cent.;  we  know  that 
one-half  of  the  heat  is  taken  away  by  external  cooling.  Thus  we 
find  a  very  close  coincidence  between  the  calculated  efficiency  of 
those  engines  and  that  which  we  actually  obtain,  only  we  throw 
away  about  one-half  of  the  heat  in  keeping  the  cylinder  cool 
enough  to  permit  lubrication.  If  we  compress  to  80  lbs.  we  have 
a  theoretical  efficiency  of  53  per  cent  If  we  do  not  compress  at 
all,  as  Mr.  Clerk  has  told  you,  we  have  a  theoretical  efficiency  of 
only  21  per  cent,  so  that  we  have  it  in  our  power  to  increase  the 
Iheoretical  efficiency  very  greatly  by  increasing  the  pressure  of  the ' 
gas  and  air  before  ignition.  I  have  no  doubt  that  the  great  gain 
of  efficiency  in  the  Clerk  and  Otto  engines  is  really  due  to  the 
fact  ai  the  compression  ;  this  being  done  in  a  workmanlike  way 
and  carried  to  a  very  considerable  point.' 

The  advantages  of  compression  could  not  be  stated  with  more 
clearness  and  truth. 

In  the  same  year  there  was  published  in  Paris  an  able  work 
entitled  '  Etudes  sur  les  Moteurs  i  Gaz  Tonnant,'  by  Professor  Dr. 
Aime  Witz,  of  LilU,  in  which  the  theoretic  efficiencies  of  the  different 
types  of  cycle  are  calculated  for  a  maximum  temperature  of  ex- 
plosion of  1600°  C,  and  temperature  before  explosion  of  15°  C 
>t  Civil  EngiHctri  Ucturti. 
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He  adopts  the  same  classification  as  the  present  writer  did  in 
i88z)  and  finds  the  efficiencies  : 

Type  1=028 
Type  2  =  o  38 
Type  5  =  0-44 
which  are  almost  identical  with  the  author's  figures. 

He  also  anives  at  the  conclusion  that  compression  is  the  great 
source  of  economy  in  the  modern  gas  engine.  At  p.  53  he  says  : 
'  I  find  myself  again  in  agreement  with  Mr.  Dugald  Clerk  when  he 
affirms  that  the  success  of  Otto  b  due  to  compression  alone,  and 
not  to  the  extreme  dilution  of  the  explosive  mixture  in  the  pro- 
ducts of  the  combustion  of  a  precedent  explosion.' 

He  then  proceeds  to  quote  from  the  present  writer's  paper,  and 
adheres  to  the  statement  that — 

'Without  compression  previous  to  ignition  an  engine  cannot 
be  produced  giving  power  economically  and  with  small  bulk.' 

Compression  previous  to  ignition  gives  two  great  advantages  : 

(i)  A  thermodynamic  advantage  (improved  theory  of  the 
cycle) ; 

(2)  Higher  available  pressures  and  smaller  cooling  surfaces 
— the  joint  result  being  an  economy  in  practice  nearly  fourfold 
that  of  the  old  non-compression  engines. 


Mr.  Otto's  Theorv. 

Previous  to  1882  the  nature  of  the  improvement  obtained  by 
compression  was  imperfectly  understood,  and  this  notwithstanding 
the  very  clear,  though  qualitative,  statements  of  Schmidt,  Million, 
and  Beau  de  Rochas.  An  erroneous  theory  of  the  cause  of  the 
economy  of  the  Otto  engine  was  widely  circulated  and  gained 
considerable  support. 

It  was  enunciated  in  Mr.  Otto  s  specification  of  1876,  No.  2081, 
and  it  was  and  is  still,  so  far  as  the  author  is  aware,  supported  by 
men  so  distinguished  as  Sir  Frederick  Rramwell,  Dr.  Slaby  of 
Berlin,  Prof  Dewar  of  the  Royal  Institution,  and  Mr.  John 
Imray. 
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According  to  Mr.  Otto,  all  gas  engines,  iwevious  to  his  patent 
of  1876,  obtained  their  power  from  the  explosion  of  a  homoge- 
neous charge  of  gas  and  air.  By  the  explosion  excessive  heat  was 
evolved,  and  the  pressures  produced  rapidly  fell  away  ;  the  exces- 
sive heat  was  rapidly  absorbed  by  (he  enclosing  cold  walls. 

This  caused  great  loss  and  gave  very  wasteful  engines.  Two 
methods  were  open  to  obtain  better  economy  : 

ist,  by  using  a  very  rapid  expansion,  so  that  the  heat  had  but 
little  time  to  be  dissipated  ; 

and,  by  using  slow  combustion  ;  that  is,  by  causing  the  in- 
flammable mixture  to  evolve  its  heat  slowly,  so  that  the  production 
of  excessive  temperatures  and  pressures  was  avoided. 

By  the  first  method  all  the  heat  was  supposed  to  be  evolved  at 
once,  and  a  high  temperature  was  produced  :  by  the  second 
method  the  heat  was  evolved  gradually  so  as  to  give  a  low  temper- 
ature and  pressure  which  was  sustained  throughout  the  stroke, 
and  which  was  advantageously  utilised  by  the  piston  while  moving 
at  a  moderate  speed.  Mr.  Otto  states  that  this  gradual  evolution 
of  heat  may  be  produced  by  stratifying  the  charge  of  gas  and  air. 
Instead  of  using  the  homogeneous  charge  of  I^noir  and  Hugon, 
Mr.  Otto  uses  a  chaise  which  he  states  is  not  homogeneous  but 
heterogeneous.  He  affirms  that  his  invention  lies  in  the  method  or 
process  of  forming  this  stratified  charge  in  a  gas-engine  cylinder, 
and  that,  in  addition  to  the  explosive  mixture,  there  must  be  present 
in  the  cylinder  a  mass  of  inert  gas  which  does  not  burn  but  which 
serves  to  absorb  the  heat  of  the  explosion  and  prevent  the  loss 
which  would  otherwise  occur  by  the  cooling  effect  of  the  cylinder 
walls. 

The  '  inert '  gas  may  be  either  air  alone  which  is  capable  of 
supporting  combustion,  or  the  products  of  combustion  which  are 
incapable  of  supporting  combustion,  or  a  mixture  of  both.  It  is 
not  sufficient  that  a  mere  film  of  this  inert  gas  be  present ;  there 
must  be  what  is  termed  a  '  notable '  cjuantity. 

Mr.  Otto  proposes  to  form  this  heterogeneous  or  stratified 
charge  by  first  drawing  into  the  cylinder  a  charge  of  air  alone  ; 
and  second,  a  charge  of  explosive  mixture,  or  by  leaving  in  the 
cylinder  a  sufficient  quantity  of  the  products  of  a  previous  com- 
bustion to  form  a  '  notable '  quantity  of  inert  diluent 
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The  compression  space  in  the  Otto  engine  is  supposed  to  con- 
tain a  sufficient  volume  of  burned  gases  to  form  the  inert  diluent, 
so  that  the  whole  stroke  of  the  piston  is  available  io\  taking  in  the 
explosive  charge. 

Suppose  the  piston  to  begin  its  chaining  stroke  :  the  coal-gas 
and  air  mixture  flows  into  the  cylinder  through  the  inlet  port  and 
mixes  to  some  extent  with  the  inert  gas  already  in  the  space  ;  but 
the  mixing  is  incomplete,  and  at  the  piston  itself  the  chaise  is 
supposed  to  consist  entirely  of  exhaust  gases.  So  that,  while 
the  charge  at  the  igniting  port  is  readily  explosive,  that  at  the 
piston  is  not  explosive  at  ^1,  and  between  the  igniting  port  and 
the  piston  the  composition  of  the  charge  varies  from  point  to 
point. 

This  'arrangement  of  the  gases'  is  supposed  to  be  retained 
during  compression,  and  exist  at  the  moment  of  explosioiL  The 
compression  space  contains  a  'packed  charge,'  which  consists  of 
an  explosive  mixture  at  the  one  end,  and  between  the  explosive 
mixture  and  the  piston  a  cushion  of  inert  fluid,  which  is  uninflaiQ' 
mable  and  serves  the  double  purpose  of  relieving  the  piston  from 
the  shock  of  explosion  and  absorbir\g  heat  which  would  otherwise 
be  lost  by  conduction. 

By  this  device,  heat  is  gradually  evolved.  The  flame  originated 
in  the  port  burns  at  first  with  great  energy  and  spreads  from  one 
combustible  particle  to  another,  more  and  more  slowly  as  it  ap- 
proaches the  piston,  where  the  particles  are  dispersed  more  and 
more  in  the  inert  gas.  The  mixture  is  so  arranged  that  this  burn- 
ing lasts  throughout  the  whole  stroke,  and  is  complete  very  shortly 
before  the  exhaust  valve  opens. 

The  entire  cylinder  is  never  completely  filled  with  flame,  but 
the  chaise  at  one  end  has  burned  out  before  the  flame  arrives  at 
the  other  end. 

Dr.  Slaby  comes  forward  in  support  of  this  hypothesis  in  an 
interesting  report  published  as  an  Appendix  to  Prof.  Fleeming 
Jenkins'  lecture  already  referred  to. 

Dr.  Slaby  states  :  'The  essence  of  Otto's  invention  consists  in 
a  definite  arrangement  of  the  explosive  gaseous  mixture,  in  con- 
junction with  inert  gas,  so  as  to  suppress  explosion  (and  neverthe- 
less insure  ignition). 
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'  At  the  touch  hole,  where  the  igniting  flame  is  applied,  lies  a 
strong  combustible  mixture  which  ignites  with  certainty.  The 
flame  of  this  strong  charge  enters  the  cyUnder  like  a  shot,  and 
during  the  advance  of  the  piston  it  effects  the  combustion  of  the 
farther  layers  of  dispersed  gaseous  mixture,  whilst  the  shock  is 
deadened  by  thecushionof  inert  gases  interposed  between  the  com- 
bustible charge  and  the  piston. 

'The  complete  action  takes  place  in  a  cycle  of  four  piston 
strokes.  The  first  serves  for  drawing  in  the  gases  in  their  proper 
arrangement  and  mixture ;  the  second  compresses  the  charge ; 
during  the  third  the  gases  are  ignited  and  expand ;  and  finally, 
by  the  fourth  the  products  of  combustion  are  expelled.  The 
essential  part  of  the  working  is  performed  by  the  first  of  these 
strokes,  by  which  the  charge  is  drawn  in  and  arranged,  first  air, 
then  dilute  combustible  mixture,  and  finally  strong  combustible 
mixture.  This  arrangement  is  obtained  by  the  working  of  the 
admission '  slide.  Moreover,  after  discharge  of  the  products  of 
combustion,  a  portion  remains  in  the  clearance  space  of  the 
cylinder,  and  this  constitutes  the  inert  layer  next  the  pistotL  By 
this  peculiar  arrangement  of  the  gases,  the  ignition  and  combus- 
tion above  described  are  rendered  possible,  whilst  the  products  of 
previous  combustion  form  a  cushion,  saving  the  piston  from  the 
shock  of  the  explosion  of  the  strongly  combustible  mixture  at  the 
farther  end  of  the  cylinder.' 

Having  stated  the  essence  of  Otto's  invention.  Dr.  Slaby  pro- 
ceeds to  compare  the  Otto  and  Lenoir  indicator  diagrams,  to  show 
that  the  Otto  diagrams  prove  that  the  above  actions  occur  in  the 
engine.  He  finds  that  the  Otto  expansion  line  is  somewhat  above 
the  adiabatic  line,  and  that  the  I,enoir  expansion  line  is  below  it. 
That  is,  the  Otto  diagram  gives  evidence  of  heat  being  added  or 
combustion  proceeding  in  the  cylinder  during  the  whole  expansion 
stroke,  and  the  Lenoir  diagram  gives  evidence  of  loss  of  heat,  not 
gain,  during  a  similar  period.  If  a  mass  of  expanding  gas  traces 
on  the  diagram  the  adiabatic  line,  then  it  appears  as  if  no  loss  of 
heat  occurred  ;  but  as  the  temperature  of  the  flame  filling  the 
cylinder  is  known  to  e.xceed  1200"  C,  it  must  be  losing  heat  to 
the  water  jacket  To  make  the  expansion  hne  keep  up  to  the 
adiabatic  a  great  flow  of  heat  into  the  gas  must  be  taking  place, 
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and  as  the  only  source  of  heat  is  combustion,  it  follows  that  the 
gas  is  burning  during  the  expansion  period. 

Dr.  Slaby  calculates  the  proportion  of  heat  evolved  by  the  ex- 
plosion in  the  Otto  engine  as  55  per  cent.,  leaving  45  per  cent  to 
be  evolved  during  expansion. 

This  he  states  is  due  to  the  portion  of  the  charge  which  con- 
tinues to  bum  after  the  explosion. 

The  curve  differs  from  Lenoir's  in  this,  that  while  in  Lenoir's 
engine  all  the  heal  is  evoh'td  at  the  moment  of  explosion,  leaving 
none  to  be  evolved  during  expansion,  in  Otto's  only  a  part  is 
evolved  at  first,  and  the  reserved  portion  keeps  up  the  temperature 
during  expansion. 

He  concludes  from  his  experiments  that  the  action  of  the 
Otto  engine  is  truly  as  Mr.  Otto  states  in  his  specification — 
explosion  is  suppressed  and  a  slow  evolution  of  heat  is  obtained, 
and  this  slow  evolution  of  heat  is  the  result  of  the  invention  and 
the  cause  of  the  economy  of  the  engine. 

In  addition  to  this  indirect  proof,  experiments  have  been  made 
at  Deutz  and  elsewhere  to  show  directly  that  stratification  has  a 
real  existence  in  the  Otto  engine. 

An  Otto  engine  was  constructed,  specially  fitted  with  two  igni 
ting  valves  ;  one  valve  was  placed  on  the  side  of  the  cylinder  at 
the  end  of  the  explosion  space  next  the  piston,  so  that  it  could 
ignite  the  gases  at  the  piston  ;  the  other  valve  was  the  usual  one 
at  the  end  of  the  cylinder,  igniting  the  gases  in  the  admission 
port 

Experiments  were  made  to  discover  if  the  side  valve  would 
fire  the  mixture  at  the  piston  ;  it  was  found  that  it  did  so.  Con- 
secutive ignitions  were  obtained  there. 

Diagrams  were  taken  for  comparison,  with  the  end  and  the 
side  valves  in  alternate  action,  care  being  taken  to  keep  the  charge 
in  the  same  proportions  during  the  trials.  It  was  found  that 
although  the  side  valve  ignited  as  regularly  as  the  end  valve,  yet 
the  diagrams  were  different.  Instead  of  the  usual  rapid  ascending 
explosion  line,  the  explosion  took  place  more  slowly,  and  the 
maximum  pressure  was  not  attained  till  late  in  the  stroke. 

The  ignitions  were  slower  from  the  side  valve  than  from  the 
end  valve.     If  an  uninflammable  cushion,  such  as  Dr.  Slabv  so 
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clearly  describes,  existed  at  the  piston,  one  would  expect  that  the 
side  valve  would  fail  entirely,  but  it  ignited  quite  regularly  although 
more  slowly  than  the  end  valve. 

This  experiment  is  considered  to  prove  stratification. 

To  make  stratification  visible  to  the  eye,  a  small  glass  model 
was  constructed.  It  consisted  of  a  glass  cylinder  of  about  i  ^  itxs, 
internal  diameter,  containing  a  tightly  packed  piston  connected  to 
a-ciank  ;  the  stroke  was  about  6  ins.  ;  when  full  back,  the  piston 
left  a  considerable  space  to  represent  the  explosion  space.  A 
brass  cover  was  fitted  to  the  end  of  the  tube,  and  in  it  was  bored 
a  hole  of  about  |  in.  diameter,  representing  the  admission  port ; 
in  this  hole  was  screwed  a  pet  cock  to  which  a  cigarette  was 
affixed. 

On  lighting  the  cigarette  and  then  moving  the  piston  forward 
by  the  crank,  it  was  seen  that  the  smoke  of  the  cigarette  which 
passed  in  did  not  completely  fill  the  cylinder ;  the  smoke  slowly 
oozed  in  and  left  a  large  clear  space  between  it  and  the  piston. 
The  smoke  was  supposed  to  represent  the  charge  of  gas  and  air 
rushing  in,  and  the  clear  air  behind  the  piston  the  cushion  which 
was  said  to  exist  in  the  Otto  engine.  It  was  supposed  that  in  the 
glass  cylinder  was  repeated  on  a  small  scale  the  action  of  the  gases 
(x:curring  on  a  larger  scale  in  the  Otto  engine.  In  a  recent  paper 
in  a  German  engineering  journal.  Dr.  Slaby  recounts  this  experi- 
ment, and  lays  great  weight  upon  it.  He  considers  that  it  un- 
doubtedly proves  the  truth  of  the  Otto  theory. 

In  discussion  Mr.  John  Imray  concisely  states  the  Otto 
position  as  follows  -. 

'The  change  which  Mr.  Otto  had  introduced,  and  which 
rendered  the  engine  a  success  was  this  :  that  instead  of  burning 
in  the  cylinder  an  explosive  mixture  of  gas  and  air,  he  burned  it 
in  company  with,  and  arranged  in  a  certain  way  in  respect  of,  a 
large  volume  of  incombustible  gas  which  was  heated  by  it,  and 
which  diminished  the  speed  of  combustion.' 

And  Mr.  Bousfield  states  it  in  similar  terms  : 

'  In  the  Otto  gas  engine  the  charge,  varied  from  a  charge 
which  was  an  explosive  mixture  at  the  point  of  ignition  to  a  chaise 
which  was  merely  an  inert  fluid  near  the  piston.  When  ignition 
took  place,  there  was  an  explosion  close  to  the  point  of  ignition 
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that  was  gradually  communicated  throughout  the  mass  of  the 
cylinder.  As  the  ignition  got  further  away  from  the  primary  point 
of  ignition,  the  rate  of  transmission  became  slower,  and  if  the 
engine  were  not  worked  too  &st  the  ignition  should  gradually 
catch  up  the  piston  during  its  travel,  all  the  combustible  gas  being 
thus  consumed.  When  the  engine  was  worked  properly  the  rate 
of  ignition  and  the  speed  of  the  engine  ought  to  be  so  timed  that 
the  whole  of  the  gaseous  contents  of  the  cylinder  should  have 
been  burned  out  and  have  done  their  work  some  little  time  before 
the  exhaust  took  place,  so  that  their  full  effect  could  be  seen  in 
the  working  of  the  engine.  This  was  the  theory  of  the  Otto  engine,' 
From  these  quotations  it  will  be  seen  that  Mr.  Otto's  supporters 
agree  that  Mr.  Otto  has  invented  a  means  of  suppressing  explosion, 
and  substituting  for  explosion  a  regulated  combustion,  and  that 
•this  process  is  Che  cause  of  the  economy  of  the  engine.  They 
are  agreed  that  he  has  succeeded  in  preventing  explosion,  and 
that  he  does  this  by  arranging  or  stratifying  the  charge  which  is 
to  be  used.  They  consider  that  engines  previous  to  Mr.  Otto's 
were  wasteful  because  they  used  a  homogeneous  and  therefore 
explosive  charge,  and  that  Mr.  Otto's  engine  is  economical  be- 
cause it  uses  a  heterogeneous  or  stratified  charge,  which  is  con- 
sequently non -explosive. 

Discussion  of  Mr.  Otto's  Theory. 

The  primary  fallacy  of  Mr.  Otto's  theory  lies  in  the  assumption 
that  previous  engines  were  more  explosive  than  his,  and  that  in 
previous  engines  all  the  heat  was  evolved  at  once  :  as  a  plain 
matter  of  fact  this  is  incorrect.  In  the  Lenoir  and  Hugon  engines, 
as  in  all  explosive  engines,  little  more  than  one-half  of  the  total 
heat  is  evolved  by  the  explosion,  and  the  portion  reserved  is  evolved 
during  the  stroke  of  the  engine. 

The  following  test  of  a  Lenoir  engine,  made  by  the  author  in 
London,  very  clearly  shows  the  suppression  of  heat  at  first : 

Lenoir  engine  rated  at  one  horse  power. 
Cylinder  7^  inches  diameter  ;  stroke  1 1 J  inches. 
Average  revolutions  during  test,  85  per  minute. 
Gas  consumed  in  one  hour,  86  cubic  feet. 
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With  full  load,  indicated  horse  power,  i-i?   (average  of  9 

diagrams). 
Gas  consumed  per  indicated  horse  power  per  hour,  735  cubic 

feet 
Maximum  temperatures  of  explosion,  1100°  to  izoo°  C. 
Mixture  in  engine  1  voL  coal  gas,  iz'5  vols,  of  air  and  other 

gases.  < 

Heat  evolved  by  explosion,  60  per  cent  of  total  heat. 

The  proportion  of  the  mixture  was  calculated  from  the  points  of 
cut-off  on  the  diagram,  and  after  making  allowance  for  the  volume 
of  burned  gases  in  the  clearances  of  the  engine.  It  will  be 
observed  that  only  60  per  cent  of  the  gas  is  burned  at  first,  leaving 
40  per  cent  to  be  burned  during  the  stroke,  and  also  that  the 
temperature  of  the  explosion  never  exceeds  1200°  C.  Now  in  the 
Otto  engine,  according  to  Thurston,  60  per  cent,  of  the  heat  is 
evolved  at  explosion,  and  40  afterwards,  and  the  usual  maximum 
temperature  is  about  1600°  C.  So  that,  so  far  as  the  slowness  of 
the  explosion  is  concerned,  there  is  no  difference,  and  in  the  in- 
tensity of  the  temperature  produced,  the  Otto  exceeds  the  Lenoir. 

It  is  difficult  to  understand  how  Dr.  Slaby  could  fall  into  so 
obvious  an  error  as  he  did,  and  suppose  that  more  heat  was  kept 
back  in  the  case  of  the  Otto  explosion.  At  the  time  he  wrote  his 
report,  accounts  of  Hirn's,  Bunsen's,  and  Mallard's  experiments 
on  explosion  were  in  exLstence,  all  of  them  agreeing  on  the  feet 
of  a  large  suppression  of  heat  at  the  maximum  temperature  of  the 
explosion,  although  differing  in  the  explanation  of  the  fact. 

Hirn  even  stated  that  in  the  Lenoir  engine  the  pressures  fell 
far  short  of  what  should  be,  if  all  the  heat  were  evolved  at  once. 
Yet  Dr.  Slaby,  in  the  presence  of  all  this  definite  and  carefully 
ascertained  knowledge,  is  astonished  when  he  finds  only  gg  per 
cent  of  the  total  heat  evolved  by  the  explosion  in  the  Otto  engine, 
and  the  only  explanation  which  occurs  to  him  is  that  of  stratifica- 
tion. 

If  stratification  exists  at  all  in  the  engine,  then  it  produces  no 
measurable  change  in  the  explosion  ;  it  neither  retards  the  evolu- 
tion of  heat,  nor  does  it  moderate  the  temperature. 

The  explosion  and  expansion  curves  are  precisely  what  they 
would  have  been  with  a  homogeneous  charge. 
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The  mere  fact  that  heat  is  suppressed  in  the  Otto  explosion 
proves  nothing,  because  a  precisely  equivalent  amount  of  heat  is 
suppressed  in  all  gaseous  explosions,  and  Dr.  Slaby's  contention, 
based  upon  the  supposed  peculiarity  of  the  Otto,  falls  (o  the 
ground. 

Dr.  Slaby  has  been  led  into  error  by  the  fact  that  the  expansion 
line  of  the  Lenoir  diagram  falls  below  the  adiabatic,  while  the 
expansion  hne  of  the  Otto  diagram  remains  slightly  above  it  or 
upon  it.  He  assumes  that  in  the  Lenoir  no  heat  is  being  added 
during  expansion,  whereas  just  as  much  heat  is  being  added,  or 
just  as  much  combustion  is  proceeding  during  the  I-£noir  stroke, 
only  the  cooling  of  the  cylinder  walls  is  greater,  and  the  heat  is 
abstracted  so  rapidly  that  the  line  falls  beluw  the  adiabatic.  This 
is  due  to  two  causes,  (i)  the  greater  proportional  cooling  surface 
exposed  by  the  Lenoir  engine,  and  {2)  a  longer  time  of  exposure. 
The  absence  of  compression  and  the  slow  piston  speed  makes  the 
loss  greater. 

Although  quite  as  much  heat  is  evolved  during  the  stroke,  it 
is  overpowered  by  the  greater  cooling,  and  the  line  falls  under  the 
adiabatic.  This  fall  is  evidence  of  greater  cooling,  not  of  less 
evolution  of  heat. 

In  a  recent  paper,'  '  Die  Verbrennung  in  der  Gasmaschine, 
Professor  Schottler  makes  this  explanation  of  the  difference  be- 
tween the  lines,  and  states  that  '  Whether  stratification  exists  or 
does  not  exist  in  the  Otto  engine  it  is  unnecessary,  and  is  not  the 
<:ause  of  the  slow  falling  of  the  expansion  line.'  In  all  crucial 
points  the  Otto  theory  breaks  down,  as  proved  by  diagrams  taken 
from  his  engine. 

The  explosion  is  not  suppressed ;  the  maximum  temperatures 
produced  are  not  lower  than  those  previously  used ;  the  mixture 
used  is  not  more  diluted  than  in  the  previous  engines,  and  the  in- 
tensity of  the  pressures,  as  well  as  the  rate  of  their  application,  is 
greater. 

The  mixture  in  the  engine  from  Slaby's  figures  is  i  vol  coal 
gas  to  io'5  vols,  of  other  gases,  and  from  Thurston's  figures  i 
vol  coal  gas  to  9'r  vols,  of  other  gases,  while  Lenoir  often  used 
I  vol  gas  to  12  of  air. 

'  Ztitickrift  dti  ftraiKi  dltiticlur  Ingenitart.    Band  xnu,  Sdte  009. 
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The  engine  instead  of  using  a  less  explosive  power  than  the 
Lenoir  engine  uses  one  more  intensely  explosive. 

The  effect  of  the  reduction  of  cooling  surface  and  increase  of 
piston  velocity  is  to  diminish  the  loss  of  heat  to  the  cylinder  walls, 
and  the  slowly  descending  line  is  not  the  cause  of  the  economy, 
but  is  the  effect  and  evidence  of  it 

Stralification.—'V\ie  inquiry  into  the  existence  or  non-existence 
of  stratification  in  the  cylinder  has  no  practical  bearing  on  the 
question  of  economy,  as  the  explosion  curves  act  precisely  as  they 
would  with  homogeneous  mixtures.  Scientifically,  however,  the 
question  is  interesting  and  will  be  shortly  considered. 

The  evidence  which  it  is  considered  proves  its  existence  in  the 
Otto  engine  is  in  the  author's  opinion  most  unsatisfactory.  Dr. 
Slaby  distinctly  asserts  the  existence  of  an  inert  stratum  next  the 
piston,  'interposed  between  the  combustible  charge  and  the  piston,' 
and  Mr.  Imray  speaks  of  the  'arrangement  of  the  charge  in  respect 
of  a  large  volume  of  incombustible  gases,'  and  Mr.  Bousfield  of 
'a  charge  which  was  rherely  an  inert  fluid  next  the  piston.'  Vet 
all  the  evidence  in  support  of  these  positive  assertions  is  given  by 
one  experiment  made  with  an  Otto  engine,  and  one  with  a  small 
glass  model  The  evidence  given  by  the  experiment  on  the  engine 
itself,  in  the  author's  opinion,  disproves  stratification  in  the  Otto 
sense  altogether.  If  the  inert  stratum  next  to  the  piston  had  any 
real  existence,  then  the  side  igniting  valve  m  the  experiment  made 
by  Mr.  Otto,  should  not  have  ignited  the  mixture  at  all.  The  fiict 
that  it  did  ignite  regularly  and  consecutively,  proved  most  dis- 
tinctly that  the  gas  next  the  piston  was  not  inert  but  was  explosive, 
and  being  explosive  in  itself  it  could  not  act  as  a  cushion  to 
absorb  heat  or  shock.  That  experiment  alone  settles  the  ques- 
tion, and  proves  at  once  the  visionary  nature  of  the  cushion  of 
inert  gas  next  the  piston. 

The  fact  that  the  ignitions  were  slower  than  those  from  the  end 
slide  does  not  get  rid  of  the  fact  that  ignition  did  take  place,  and 
to  those  who  understand  the  sensitive  nature  of  any  igniting  valve, 
it  will  not  be  difficult  Co  comprehend  how  small  a  difference  in 
adjustment  will  cause  late  and  slow  ignitions.  At  the  very  utmost 
the  experiment  points  to  a  small  difference  in  the  dilution  of  the 
explosive  mixture  at  the  piston  and  that  at  the  end  port. 
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Experiments  made  by  the  author  also  prove  that  the  mixture 
in  the  Otto  cylinder  is  present  in  explosive  proportions  close  up  to 
the  piston.  The  piston  of  a  3^  HP  Otto  engine  was  bored  and 
fitted  with  a  screw  plug,  which  carried  a  small  spiral  of  platinum 
wire  in  electrical  connection  with  a  battery ;  the  platinum  spiral 
projected  from  the  inner  surface  of  the  piston  by  a  quarter 
of  an  inch.  When  the  engine  was  running  in  the  usual  way,  the 
wire  was  made  incandescent  by  the  battery  and  the  external  light 
was  put  out.  It  was  proved  that  by  a  little  care  in  getting  the 
platinum  to  a  certain  temperature,  the  engine  worked  as  usual, 
igniting  regularly  and  consecutively.  The  spiral  was  made  just 
hot  enough  to  ignite  when  compression  was  complete,  but  not  hot 
enough  to  ignite  before  compressing.  If  an  incombustible  stratum 
had  existed  even  so  close  to  the  piston  as  \  in.  then  the  wire 
shonld  never  have  been  able  to  ignite  the  charge  at  alL  If  the 
wire  was  made  too  hot,  then  ignition  often  took  place  while  the 
charge  was  still  entering,  proving  that  no  stratification  existed  even 
while  the  charge  was  incomplete.  \  little  consideration  of  the 
arrangement  of  the  Otto  engine  will  show  that  stratification  can- 
not have  any  existence  in  it  The  end  of  the  combustion  space  is 
usually  fiat,  and  sometimes  the  admission  port  projects  slightly 
into  it ;  the  area  of  the  admission  port  is  about  ^^  '^^  ^^  piston 
area  ;  accordingly  the  entering  gases  flow  into  the  cylinder  at  a 
velocity  thirty  times  the  piston  velocity,  or  at  the  Otto  piston 
speed,  about  120  miles  an  hour. 

Great  commotion  inevitably  occurs  ;  the  entering  jet  projects^ 
itself  through  the  gases  right  up  against  the  piston,  and  then  re- 
turns eddying  and  whirling  till  it  mixes  thoroughly  with  whatever 
may  be  in  the  cylinder.  The  mixture  becomes  practically  homo- 
geneous even  before  compression  commences. 

Experiments  made  by  Dr.  John  Hopkinson  and  the  author  on 
full  size  glass  models  of  the  Otto  cylinder  show  this  mixing  action 
very  beautifully.  A  3^  HP  Otto  cylinder  was  copied  in  every 
proportion  in  glass,  and  the  valve  was  so  arranged  that  it  passed  a 
charge  of  smoke  at  the  proper  time.  The  piston  was  placed  at 
the  end  of  Its  stroke,  leaving  the  compression  space  filled  with  air. 
When  pulled  forward  the  valve  opened  to  a  chamber  filled  with 
smoke,  and  the  smoke  rushed  through  the  port,  projected  right 
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through  the  air  in  the  space,  struck  the  piston,  and  filled  the 
cylinder  uniformly,  much  faster  than  the  eye  could  follow  it.  It 
mixed  instantaneously  with  the  air  in  the  cylinder  without  evincing 
the  slightest  tendency  to  arrange  itself  in  the  manner  imagined 
by  Mr.  Otto.  Mr,  Otto's  experiment  with  a  cigarette  and  glass 
cylinder  does  not,  in  the  most  remote  degree,  imitate  the  condi- 
tions occurring  in  his  engine ;  the  proportions  are  quite  wrong. 
The  model  is  much  too  small,  and  the  glass  cylinder  is  too  long 
in  proportion  to  its  diameter ;  then  the  gases  are  so  badly  throttled 
by  passing  through  the  cigarette,  that  when  the  piston  is  moved 
forward  it  leaves  a  partial  vacuum  behind  it,  and  only  a  litde 
smoke  enters,  not  nearly  enough  to  follow  up  the  piston,  but 
only  sufficient  to  ooze  into  the  hack  of  the  cylinder  while  the 
piston  moves  forward  and  expands  the  air  which  is  already  in  the 
cylinder.  It  was  easy  for  Mr.  Otto  to  have  copied  his  cylinder 
and  valve  full  size  and  imitated  precisely  the  conditions  existing  in 
his  engines. 

Had  he  done  this  he  would  have  proved  complete  mixing  in- 
stead of  stratification.  Why  did  he  refrain  from  doing  this  ?  The 
question  at  issue  is  not.  Can  stratification  be  obtained  by  a  speci- 
ally devised  form  of  apparatus--no  one  doubts  that  it  can— but. 
Does  stratification  exist  in  the  Otto  engine  ?  If  it  does  not 
exist  in  the  Otto  engine  then  it  is  perfectly  plain  that  it  cannot  be 
the  cause  of  the  economy  of  the  motor,  and  it  is  quite  certain  that 
it  cannot  exist  in  the  Otto  engine.  Prof.  Schottler,  in  the  paper 
already  referred  to,  also  arrives  at  the  conclusion  that  stratification 
has  no  existence  in  the  Otto  engine,  and  that  Mr.  Otto's  small 
glass  model  does  not  truly  represent  the  actions  occurring  in  the 
engint 

In  all  gas  engines,  when  the  charge  enters  the  cylinder  through 
a  port  the  residual  gases  in  the  port  are  swept  into  the  cylinder, 
and  while  the  port  itself  is  filled  with  gas  and  air  mixture,  fi^ 
from  admixture  with  residual  gases,  the  cylinder  contains  the  gas 
and  air  mixture  diluted  with  whatever  residual  gases  exist  in 
the  engine  which  have  not  been  expelled  by  the  piston.  The 
mixture  in  the  port  is  accordingly  stronger  and  more  inflammable 
than  the  mixture  in  the  cylinder. 

In  the  Lenoir  and  Hugon  engines  this  occurred  to  a  marked 
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extent ;  in  the  Hugon  engine  as  much  as  30  per  cent,  of  the  whole 
charge  consisted  of  residual  gases,  and  the  charge  in  the  cylinder 
wa.s  considerably  more  dilute  than  that  in  the  admission  port.  In 
the  Otto  engine  this  also  occurs,  but  it  is  not  stratification,  and  it 
is  not  a  new  invention  ;  the  cylinder  is  filled  with  explosive  mix- 
ture more  dilute  than  that  in  the  ignition  port,  but  still  explosive 
throughout 

Causes  of  the  Suppression  of  Heat  at  Maximum 
Temperature  in  Gaseous  Explosions. 

Although  experimenters  are  unanimously  i^reed  upon  the  fact  of 
Jhe  suppression  of  heat  at  the  maximum  temperatures  produced  by 
gaseous  explosions,  they  differ  widely  in  their  explanation  of  the 
causes  producing  this  suppression. 

Three  principal  theories  have  been  proposed — 

1,  Tlieory  of  Limit  by  Cooling. — This  is  Hirn's  theory,  and  it 
assumes  that  when  explosion  occurs,  a  point  is  reached  when  the 
cooling  effect  of  the  enclosing  walls  is  so  great  that  heat  is 
abstracted  more  rapidly  than  it  is  evolved  by  the  explosion,  and 
accordingly  the  temperature  ceases  to  increase  and  begins  to  fall. 

The  maximum  temperature  falls  short  of  what  it  would  do  if 
no  heal  were  lost  during  the  progress  of  the  explosion  to  the  walls. 
If  it  be  true  that  the  cold  surface  of  the  vessel  is  the  limiting 
cause,  then  the  maximum  pressure  produced  in  explod)ng  the 
same  gaseous  mixture,  in  vessels  of  different  capacity,  will  greatly 
vary.  When  the  vessel  is  smail  and  the  surface  therefore  re- 
latively large,  more  heat  should  be  abstracted  and  lower  pressure 
should  be  produced.  This  is  not  the  case.  The  maximum  tem- 
perature produced  by  an  explosion  is  almost  independent  of  the 
capacity  of  the  vessel.  Surface  does  not  control  maximum  tem- 
perature, although  increased  surface  increases  the  rapidity  of  the 
fall  of  temperature  after  the  point  of  maximum  temperature. 

2.  Theory  of  Limit  by  Dissociation.— TYi\%  is  Bunsen's  theory, 
and  it  is  undoubtedly  largely  true.  The  fact  that  no  unlimited 
temperature  can  be  attained  by  combustion,  even  when  the  use  of 
non-conducting  materials  prevents  cooling  almost  completely,  is 
so  conclusively  established  by  science  and  practice  that  gradual 


byGOOQiC 


258  Tke  Gas  Engine 

combustion  due  to  dissociation  may  be  safely  taken  as  occurring 
to  a  considerable  extent  at  the  higher  temperatures  used  in  gas 
engines.  But  there  is  a  difficulty  in  its  application  to  all  cases. 
In  experiments  made  with  explosions  in  a  closed  vessel  the 
suppression  of  heat  is  almost  the  same  at  low  temperatures  as  at 
high  temperatures ;  thus  with  hydrogen  mixtures — 
Max.  temp,  ofexplosi 


If  dissociation  were  the  sole  cause,  then  as  water  must  dissociate 
more  at  the  higher  temperature  than  at  the  lower,  the  apparent 
evolution  of  heat  should  be  less  at  1700°  C.  than  at  900°  C.  It 
is  not  so.  Some  other  cause  than  dissociation  must  therefore  be 
acting  to  check  the  increase  of  temperature  so  powerfully  at 
900°  C. 

3,  Theory  of  Limit  by  the  Increasing  Specific  Heat  of  the  Heated 
Gases.  —Messrs.  Mallard  and  Le  Chatelier  have  advanced  the  theory 
that  up  to  temperatures  of  about  i3oo°  C.  dissociation  does  not 
act  at  all  or  only  to  a  trifling  extent.  They  consider  that  the 
gases  are  completely  combined  or  burned  at  the  maximum 
temperature  of  the  explosion.  But  the  specific  heat  of  nitrogen, 
oxygen,  and  the  products  of  combustion  increases  with  increasing 
temperature,  becoming  nearly  doubled  when  approaching  aooo'  C 
The  apparent  limit  is  due,  not  to  the  suppression  of  combustion 
as  required  by  the  dissociation  theory,  nor  to  the  loss  of  heat 
by  the  theory  of  cooling,  but  to  the  absorption  of  the  heat  which 
is  completely  evolved  by  the  increasing  capacity  for  heat  of  the 
ignited  gases.  The  same  objection  applies  to  this  as  to  the 
dissociation  theory.  If  it  were  entirely  true  that  specific  heat 
increased  with  increasing  temperature,  a  greater  proportion  of 
heat  would  apparently  be  evolved  at  the  lower  temperatures,  which 
is  not  always  the  case. 

It  is  impossible  to  discriminate  between  the  efll'ect  produced 
by  increased  specific  heat  and  the  effect  produced  by  dissociation 
on  the  explosion  curves. 

Those  are  the  three  principal  theories  which  have  been  pro- 
posed, and  in  the  author's  opinion  none  of  them  completely  explains 
the  facts.     The  phenomena  of  explosion  are  very  complex,  and 
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no  single  cause  explains  the  limit  and  other  phenomena  of 
gaseous  explosion.  These  phenomena  are  more  complex  than 
have  generally  been  supposed.  In  many  chemical  combina- 
tions it  has  been  proved  by  Messrs.  Vernon- Harcourt  and 
Esson,  and  Dr.  R  J.  Mills  and  Dr.  Gladstone,  that  the  rate  at 
which  the  reaction  proceeds  depends  upon  the  proportions  ex- 
isting between  the  masses  of  the  acting  substances  present,  and 
those  neutral  to  the  reaction,  and  that  combination  proceeds 
more  slowly  as  dilution  increases.  From  this  it  follows,  that  in  a 
combination  where  no  diluent  is  present,  the  first  part  of  the 
action  is  more  rapid  than  the  last ;  at  first  all  the  molecules  in 
contact  are  active,  but  after  some  combination  has  occurred  the 
product  acts  as  a  diluent.  The  last  portion  of  the  reaction, 
having  to  proceed  in  the  presence  of  the  greatest  dilution,  is 
comparatively  slow.  Such  an  action  the  author  considers  occurs 
in  all  gaseous  explosions,  and  is  one  of  the  causes  preventing 
the  complete  evolution  of  all  the  heat  present  at  the  moment  of 
the  explosion. 

The  subject  is  a  difficult  one,  and  more  experiment  is  required 
for  its  complete  settlement 
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CHAPTER  XL 

THE  FUTURE   OF   THE  GAS   ENGINE. 

Since  i860,  when  by  the  genius  and  perseverance  of  M.  Lenoir 
the  gas  engine  first  emerged  from  the  purely  experimental  stage, 
it  has  steadily  and  continually  increased  in  public  favour  and  use- 
fulness. At  first  more  wasteful  of  heat  than  the  steam  engine,  it 
is  now  more  economical ;  at  first  delicate  and  troublesome  in  the 
extreme,  it  is  now  firmly  established  as  a  convenient,  safe  and 
reliable  motor  ;  at  first  only  available  for  small  and  trifling  powers, 
now  really  large  and  powerful  motors  are  used  in  thousands. 
Many  inventors  have  contributed  to  its  prepress,  but  its  present 
position  is  in  the  main  due  to  the  patience,  energy  and  command- 
ing ability  of  one  man^Mr.  Otto. 

In  i860,  the  efficiency  of  the  gas  engine  was  only  4  per  cent;  in 
1886,  the  efficiency  of  the  best  compression  engines  b  18  percent 

That  is,  at  first  a  gas  engine  could  only  convert  4  out  of  every 
100  heat  units  given  to  it  into  mechanical  work,  as  developed  in 
the  motor  cylinder  ;  now  it  can  give  18  out  of  every  100  units  as 
indicated  work. 

Having  advanced  in  economy  more  than  fourfold  in  the  past 
twenty-fii'e  years,  what  limits  exist  to  check  its  pr<^Tess  in  the 
future  ? 

Apart  from  the  greater  perfection  of  the  mechanical  arrange- 
ments of  the  gas  engines  of  to-day,  the  great  cause  of  improve- 
ment since  i860  is  the  successful  introduction  of  the  compression 
principle. 

Can  this  principle  be  much  further  extended  in  its  application? 
In  the  author's  opinion,  No. 

fiy  undue  increase  of  compression  the  negative  work  of  the 
engine  would  be  much  increased,  and  the  strains  would  become 
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BO  great  that  heavier  and  more  bulky  engines  would  be  required 
for  any  given  power.  Friction,  due  to  this,  increases  more  rapidly 
than  efficiency ;  consequently  the  gain  in  indicated  efficiency 
would  be  more  than  compensated  by  loss  of  effective  power.  Im- 
provement must  be  sought  elsewhere. 

The  most  obviously  weak  point  of  the  present  engine  is  insuffi- 
cient expansion.  In  the  Otto  engine  the  exhaust  valve  opens 
while  the  gases  in  the  cylinder  are  still  at  a  pressure  of  30  pounds 
per  square  inch  above  atmosphere ;  in  the  Clerk  engine  the 
pressure  is  sometimes  as  high  as  35  pounds  per  square  inch  above 
atmosphere  at  the  moment  of  exhaust. 

The  gas  engines  discharge  pressures,  without  utilising  them, 
with  which  many  steam  engines  commence. 

There  is  evident  waste  here,  which  can  be  remedied  by  using 
further  expansion.  In  continuing  expansion  the  loss  of  heat  to 
the  cylinder  would  not  be  so  great  as  in  the  earlier  part  of  the 
diagram,  because  the  temperature  is  greatly  reduced ;  it  may 
thraefore  be  supposed,  without  appreciable  error,  that  the  added 
portion  of  the  diagram  would  give  at  least  as  good  a  result  when 
compared  with  its  theoretical  efficiency  as  the  earlier  part.  If  the 
expansion  be  carried  so  far  that  the  pressure  falls  to  atmosphere, 
then  the  theoretical  efficiency  of  an  Otto  engine  would  be  o's  ; 
theoretically  its  cycle  would  then  be  able  to  convert  50  per  cent 
of  the  heat  given  to  it  into  indicated  work  ;  practically  the  com- 
pression gas  engine  at  present  converts  one-half  of  what  theoi^ 
allows  ;  therefore  with  the  greater  expansion  it  may  be  expected 
to  give  one-half  of  50  per  cenL — that  is,  expansion  only  will  raise 
the  practical  efficiency  from  18  per  cent,  to  25  per  cent. 

By  complete  expansion  to  atmosphere,  the  gas  consumption 
of  an  Otto  or  Clerk  engine  could  be  reduced  from  20  cubic  feet 
per  IHP  hour,  to  i4'5  cubic  feet  per  IHP  hour.  There  are, 
of  course,  practical  difficulties  in  the  way  of  expanding,  but  they 
will  be  overcome  in  time.  Mr.  Otto  has  attempted  greater  ex- 
pansion in  various  ways,  and  so  has  the  author,  but  as  yet  neither 
has  succeeded  in  carrying  it  beyond  the  experimental  stage. 

It  must  not  be  supposed,  as  it  too  often  is,  that  a  high . 
exhaust  pressure  means  an  uneconomical  engine,  or  that  compari- 
sons of  pressure  of  exhaust  {[ive  the  smallest  clues  to  the  relative 
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economy  of  engines.  It  is  a  very  common,  but  a  very  erroneous, 
belief  that  if  the  pressure  in  the  cylinder  of  a  gas  engine  is  very 
near  atmospheric  pressure  when  the  exhaust  valves  open,  that 
fact  is  a  proof  that  the  engine  is  economical. 

This  is  not  so — indeed,  it  may  be  the  very  reverse. 

In  engines  of  type  3,  for  example,  in  which,  as  in  the  Otto  and 
Clerk  engines,  the  expansion  after  explosion  is  carried  to  the 
initial  volume  existing  before  explosion  and  no  further,  it  has 
already  been  ^o.wn  that  the  actual  indicated  efficiency  is  quite 
independent  of  the  increase  of  temperature  above  the  temperature 
of  compression.  That  is,  the  temperature  of  the  explosion  may 
be  anything  whatever  above  the  temperature  of  compression  with- 
out either  increasing  or  diminishing  the  indicated  economy. 

Suppose  an  Otto  diagram  with  three  expansion  lines,  (i)  max. 
temp.  600°  C,  (3)  max.  temp.  1000°  C,  and  (3)  nfiax.  temp. 
1600°  C,  the  maximum  temperatures  in  the  three  cases  being 
attained  at  the  beginning  of  the  stroke,  the  efficiency  of  these  three 
lines  is  identical.  Of  course  the  total  indicated  power  increases 
with  increase  of  temperature,  and  diminishes  with  diminution  of 
temperature,  bat  the  proportions  of  the  heat  given  by  the  engine 
as  work  in  the  three  cases  remain  constant 

The  same  thing  applies  to  any  number  of  intermediate  tem- 
peratures. 

It  might  be  supposed  that  the  line  1  by  expanding  more  nearly 
to  atmosphere  would  be  the  more  economical,  and  that  the  lines, 
because  of  the  high  pressure  of  exhaust,  was  the  more  wasteful. 

It  is  a  peculiarity  of  this  cycle,  with  the  expansion  stated, 
that  the  efficiency  is  absolutely  dependent  upon  compression 
alone — that  is,  the  ratio  of  volume  before  and  after  expansion — and 
is  quite  independent  of  the  maximum  temperature. 

The  case  at  once  alters  if  expansion  be  carried  to  atmosphere. 
Here  the  line  3  would  give  far  greater  economy  than  the  others, 
and  efficiency  would  increase  with  increase  of  explosion  temi)eia- 
ture. 

Suppose  complete  expansion  successfully  applied  to  the  gas 
engine,  and  an  actual  indicated  efficiency  of  25  per  cent,  attained, 
can  any  further  improvement  be  hoped  for  ? 

What  causes  the  difference  still  existing  between  theoi>',  which 
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shows  a  possible  50  per  cent.,  and  practice,  which  may  now  realise 
25  per  cent? 

The  great  loss  is  heat  flowing  from  the  exploded  gases  through 
the  cylinder  walls.  Dr.  Slaby's  balance-sheet  of  the  Otto  engine 
shows — 

P«  cent. 

Work  IndlcaKd  in  cyliiider 160 

Heat  losi  to  cylinder  walk 510 

Heal  cinied  awajt  by  exhauit  .    31  'o 

Heat  lost  by  radiation,  etc  ■      a'o 

By  expanding  as  described  it  would  be  altered  as  follows : 

Perceoi. 

Worii  indicated  in  cylinder 35*0 

Heal  lost  to  cylinder  walls 510 

Heat  carried  away  by  exhaust      ....     aa-o 


The  work  done  will  be  increased  by  diminishing  the  loss  of 
heat  with  the  exhaust  gases,  but  the  loss  of  heat  to  the  cylinder 
walls  will  remain  constant.  This  assumes,  of  course,  that  the  in- 
creased time  of  expansion  is  balanced  in  loss  to  cylinder  walls  by 
more  rapid  rate  of  fall ;  if  the  piston  velocity  is  not  increased  the 
result  will  not  be  quite  so  good.  If^  for  instance,  the  piston 
velocity  is  constant,  and  the  volume  to  surface  ratio  is  constant, 
the  expansion  will  only  give  results  as  follows  : 

Work  indicated  in  cylinder ai  ■!> 

Heat  lost  to  cylinder  u-alls  and  radiated  .     66*5 

Heat  carried  away  by  exhaust  .     i3'5 

Expansion  so  arranged  as  to  be  equivalent  to  the  same  time  of 
present  piston  stroke,  o'z  seconds,  by  increasing  piston  velocity  and 
rearranging  cooling  surfaces,  will  give  25  per  cent,  of  total  heat  in 
indicated  work  :  if  surfaces  and  piston  speed  remain  unaltered,  so 
that  the  time  of  exposure  increases  in  same  ratio  as  expansion, 
then  21  per  cent,  only  will  be  attained.  With  proper  expansion, 
the  loss  of  heat  by  the  exhaust  gases  discharging  at  a  high  temper- 
ature may  be  greatly  diminished,  and  the  efficiency  would  be 
increased,  but  the  change  would  not  affect  the  loss  of  heat  to 
cylinder  walls ;  it  would  even  ii 
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How  can  this,  the  greatest  loss  in  the  gas  engine,  be  reduced  ? 
The  loss  depends,  as  has  already  been  stated,  upon  the  ratio  ol 
surface  to  volume  of  gases  exposed  to  cooling,  upon  the  time  of 
exposure,  and  upon  the  elevation  of  the  temperature  of  the  hot 
gas  above  the  enclosing  surfaces  cooling  it 

It  is  evident  that  as  engines  increase  in  power,  the  capacity 
of  cylinders  of  similar  proportions  increase  as  the  cube  of  the 
diameter,  while  the  area  of  the  enclosing  cold  surfaces  increases  as 
the  square  of  the  diameter.  As  engines  of  greater  and  greater 
power  are  constructed,  the  surface  exposed  in  proportion  to  volume 
becomes  less  and  less;  the  loss  of  heat  from  this  cause  will,  there* 
fore,  diminish. 

Increase  in  piston  velocity  will  also  diminish  loss,  by  diminishing 
time  of  contact :  300  feet  per  minute  is  the  usual  speed  at  present, 
and  it  cannot  be  advantageously  increased  in  small  engines,  as  the 
reciprocations  of  the  parts  become  too  frequent  for  durability :  but 
in  large  engines  with  diminishing  reciprocation,  the  piston  speed 
may  be  increased  to  600  feet  per  minute,  and  stiU  be  within  the 
limits  practised  in  steam  en^nes. 

Increase  in  temperature  of  cylinder  walls  is  also  advantageous 
within  certain  limits.  The  author  has  found  a  difference  of  as 
much  as  lo  per  cent  upon  the  consumption  of  gas  of  an  Otto 
engine  when  at  1 7"  C,  and  so  hot  that  the  water  in  the  jacket  was 
just  short  of  boiling  96°  C.  It  is  probable  that  still  higher 
temperature  could  be  advantageously  used,  but  there  is  a  limit 
imposed  both  by  theory  and  practice. 

However,  the  cycle  could  be  modified  to  permit  the  use  of 
very  hot  walls,  enclosing  the  gases  at  goo"  C. 

When  all  these  precautions  against  loss  are  practised  in  large 
engines,  and  the  heat  loss  is  greatly  reduced,  another  complication 
steps  in,  which  modifies  the  theory  of  the  engine  very  considerably. 
That  complication  is  the  property  possessed  by  all  explosive 
gaseous  mixtures  of  suppressing  part  of  their  heat-  the  phe- 
nomenon of  Dissociation,  the  '  Nachbrennen '  of  the  Germans,  or 
the  apparent  change  of  specific  heat  or  continued  combustion  of 
the  French  and  the  English, 

Although  a  gaseous  explosion  expanding  in  a  cold  cylinder 
behind  a  piston  doing  work  very  nearly  follows  the  adiabatic  line, 
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^t  if  expanded  under  such  circumstances  that  the  loss  of  heat    ■ 
was  greatly  diminished,  it  would  no  longer  do  so. 

In  large  engines  the  expansion  curve  is  always  above  the  adia.- 
batic ;  in  small  engines  it  is  below  the  adiabatic 

In  fig.  53,  diagram  taken  by  Ilrofessor  Thurston,  if  all  loss  of 
heat  to  the  cylinder  could  have  been  prevented,  the  expanding 
line  would  have  been  an  isothermal,  the  maximum  temperature  of 
1657°  would  have  been  sustained  to  the  end  of  the  sttolce,  and  the 
actual  efficiency  of  the  diagram  would  have  been  0*40,  that  is, 
40  per  cenL 

At  the  point  7  the  temperature  would  be  1657°,  and  the  gases 
would  still  contain  60  per  cent  of  all  the  heat  given  to  them,  and  if 
expanded  to  atmosphere  adiabatically,  the  combustion  being  sup- 
posed complete,  then  13  per  cent  would  be  added,  making  a 
total  efficiency  of  53  per  cent 

If  the  loss  of  heat  through  the  cyhnder  could  be  totally  sup- 
pressed, the  possible  efficiency,  taking  into  consideration  the 
properties  of  explosive  gases  is  53  per  cent.  It  is  impossible  to 
completely  avoid  loss  to  the  cylinder,  but  it  will  doubtless  be 
greatly  reduced. 

The  united  effect  of  expansion,  greater  piston  speed  and  reduc- 
tion of  loss  of  heat  to  the  cylinder  by  using  hot  liners,  when  carried 
out  in  an  engine  of  considerable  power,  would  cause  the  attainment 
of  a  practical  heat  efficiency  of  at  least  40  per  cent,  and  this  with- 
out any  great  change  in  the  construction  of  gas  engines  now  made. 

Now,  how  do  these  efficiencies  compare  with  those  of  the  steam 
engine?  It  is  generally  admitted  that  the  best  steam  engines 
of  considerable  powers  and  of  the  latest  type,  when  in  ordinary 
work  do  not  give  an  efficiency  greater  than  10  per  cent,,  that  is, 
they  do  not  convert  more  than  10  per  cent  of  the  heat  given  to 
the  boiler  in  the  fonn  of  fiiel,  into  indicated  work.  In  small  engines 
of  such  powers  as  are  compjarable  with  the  largest  gas  engines  yet 
constructed,  the  results -are  not  nearly  so  good,  an  efficiency  of 
4  per  cent  being  a  good  result 

The  reader  will  remember  that  the  term  efficiency,  as  used  in 
this  work  throughout,  is  defined  to  mean  the  proportion  of  heat 
converted  into  work,  to  total  heat  given  to  the  heat  engine. 

Efficiency  is  often  used  in  another  sense,  and  considerable 
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confusion  has  arisen  because  of  its  use  in  different  senses  by  diffe- 
rent writers.  In  comparing  engines  differing  in  their  nature,  the 
only  standard  of  comparison  possible  is  the  total  heat  or  total  fuel 
given  to  each  engine,  and  the  proportion  of  total  heat  or  total  fuel 
which  that  engine  can  convert  into  work.  The  source  of  power  is 
always  combustion,  and  the  temperature  of  combustion  may  always 
be  supposed  to  be  the  superior  limit  of  temperature  whatever  the 
working  process,  whether  steam  or  air  is  the  working  fluid.  From 
the  fact  of  taking  the  total  heat  as  the  basis  of  comparison,  the 
reader  is  not  to  infer  that  it  is  possible  even  in  theory  to  convert 
all  of  it  into  work.  Professor  Osborne  Reynolds,  in  a  lecture  be- 
fore the  Institution  of  Civil  Engineers,  stated  that  this  seemed  to 
be  a  belief  popular  among  engineers  ;  the  author  does  not  think 
that  this  is  sa 

Certainly,  the  second  law  of  Thermodynamics  is  not  so  widely 
nnderstood  among  engineers  as  it  should  be,  but  Still,  few  suppose 
that  it  is  even  theoretically  possible  to  convert  all  the  heat  given 
to  an  engine  into  work. 

In  the  discussion  on  the  author's  paper  on  '  The  Theory  of  the 
Gas  Engine,'  at  the  Institution  of  Civil  Engineers,  considerable 
confiision  arose  from  the  term  efficiency  being  used  in  different 
senses  by  different  speakers.  Professor  Fleeming  Jenkin  in  his 
lecture  very  clearly  defines  the  different  legitimate  uses  of  the 
term. 

Returning  to  the  comparison  of  gas  and  steam  engine  heat 
eflSciency,  the  lo  per  cent,  of  the  steam  engine  is  probably  very 
nearly  as  much  as  can  be  ever  attained  j  it  may  be  exceeded  by 
using  high  pressures  and  great  expansion,  but  it  will  never  be  pos- 
sible to  attain  anything  like  20  per  cent  The  limits  of  tempera- 
ture are  such  that  if  the  steam  cycle  were  perfect,  only  32  per  cent. 
of  the  whole  heat  could  be  converted  into  work ;  at  the  boiler 
pressures  and  condenser  temperatures  used,  the  theoretical  effi- 
ciency of  the  steam  engine  cycle  is  within  80  per  cent  of  the  cycle 
of  a  perfect  engine,  that  is,  the  efficiency  theoretically  possible  is 
32  X  0-8  =  35-6  per  cent.  In  an  experiment  made  by  Messrs. 
B.  Donkin  &  Co,  on  a  63  HP  compound  engine,  the  results  as 
given  by  Professor  Cotterill  in  his  work  on  the  steam  engine  are 
as  follows : 
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Absolute  eSiciencj 
Efficiency  of  a  perfe 
Relative  efiideDcy 


The  engine  received  loo  heat  units  from  the  boiler  as  dry 
steam,  and  it  gave  ii'i  units  as  indicated  work  in  the  cylinder. 
With  the  pressures  and  temperatures  given,  the  steam  engine  cycle, 
if  perfectly  carried  out,  fails  short  of  the  <^cle  of  a  perfect  heat 
engine  between  the  limits,  so  that  aj-y  per  cent  is  the  maximum 
efficiency  which  could  be  obtained,  supposing  no  other  loss  than 
that  due  to  the  imperfection  of  the  cycle.  The  cylinder  losses, 
condensation,  incomplete  expansion  and  misapplication  of  heat, 
make  the  actual  indicated  efficiency  ii'i  per  cent,  so  that  half 
has  gone.  The  furnace  loss  diminishes  the  absolute  etliciency  to 
9'2  per  cent.,  and  it  is  extremely  improbable  that  improvement 
can  ever  increase  this  to  i8  per  cent,  which  is  the  indicated 
efficiency  of  the  gas  engine  as  at  present 

It  is  impossible  that  the  steam  engine  can  ever  offer  an  effi- 
ciency of  40  per  cent,  which  is  quite  possible  with  the  gas  engine. 

What  remains  to  be  done,  then,  in  order  to  make  the  gas 
engine  compete  with  steam  for  really  large  powers  ?  At  present 
the  largest  gas  engines  do  not  indicate  more  than  40  HP,  and 
very  few  are  in  use  so  powerful. 

The  gas  engine,  although  superior  in  efficiency  as  a  heat 
engine  to  Che  steam  engine,  is  not  superior  in  economy  except  for 
small  powers,  where  steam  engines  are  very  wasteful  and  the  cost 
of  attendance  relatively  great 

The  unit  of  heat  supplied  in  the  form  of  coal  gas  is  more 
costly  tlian  the  unit  of  heat  supplied  in  the  form  of  coat.  Gas 
producers  are  required  which  will  convert  the  whole  of  the  fuel 
into  gas  as  readily  as  steam  is  produced,  and  with  no  greater  loss 
of  heat  than  a  boiler  has. 

Mr.  J-  E.  Dowson's  producer  is  the  only  one  at  present  in 
existence  giving  suitable  gas,  and  it  requires  the  special  fuel 
anthracite; 

The  use  of  ordinary  fuel  has  not  yet  succeeded. 

A  good  gas  producer,  giving  gas  usable  and  free  from  tar,  is 
much  wanted. 


byGOOQiC 


a68  The  Gas  Engine 

But  when  all  this  is  done,  the  gas  engine  remains  in  some 
respects  inferior  to  the  steam  engine.  It  would  then  be  a  great 
advance  in  economy,  as  it  is  at  present  much  superior  as  a  heat 
engine,  or  machine  for  the  conversion  of  heat  into  work.  But 
mechanically  it  would  still  be  inferior  to  steam. 

As  a  piece  of  mechanism,  the  steam  engine  is  almost  perfect : 
it  is  started,  stopped,  and  regulated  in  a  very  perfect  manner.  Its 
motion  is,  in  good  examples,  almost  perfectly  uniform  under 
variation  of  load,  and  but  little  fly-wheel  power  is  required,  be- 
cause there  is  little  or  no  negative  work. 

Its  motion  is  perfectly  under  control. 

The  gas  engine  itself  requires  much  improvement  in  this  re- 
spect ;  it  is  a  comparatively  inferior  machine  ;  at  best  it  receives 
only  one  impulse  every  revolution  when  at  full  power,  and  when 
under  light  loads  only  an  occasional  impulse. 

Means  must  be  found  to  make  it  double  acting,  and  to 
diminish  the  power  of  the  impulses  instead  of  diminishing  their 
frequency  for  governing. 

Means  must  also  be  found  to  start  and  stop  as  in  steam 
engines  ;  the  present  starting  gear  is  a  step  in  this  direction,  but 
requires  development 

All  this  can  and  will  be  done;  it  is  a  matter  of  time  and 
patience.  It  can  and  will  be  made  as  mechanically  perfect  and 
controllable  as  the  steam  engine.  Flame  and  explosion,  seemingly 
so  untameable  and  destructive,  have  been  to  a  great  extent  tamed 
and  harnessed  in  present  engines.  Experience  is  growing,  by 
which  it  will  be  as  easily  and  certainly  directed  in  the  cylinder  of 
an  engine  as  steam  is  at  present.  The  furnace,  at  present  sepa- 
rated from  the  engine,  will  be  transferred  to  the  engine  itself  and 
the  power  required  will  be  generated  as  required  for  each  stroke, 
and  the  system  of  Storing  it  up  in  enormous  reservoirs — steam 
boilers — finally  abandoned. 

The  masses  of  smoke  polluting  our  atmosphere  will  be  entirely 
abolished  so  far  as  motive  power  is  concerned. 

The  author  cannot  do  better  in  conclusion  than  quote  the 
late  Professor  Fleeming  Jenkin,  expressing  his  belief  in  the  future 
of  this  form  of  motor. 

'  Since  that  is  the  case  now,  and  since  theory  shows  that  it  is 
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possible  to  increase  the  efficiency  of  the  actual  gas  engine  two  or 
even  threefold,  then  the  conclusion  seems  irresistible,  that  gas 
engines  will  ultimately  supplant  the  steam  engine.  The  steam 
engine  has  been  improved  nearly  as  far  as  possible,  but  the 
internal-combustion  gas  engine  can  undoubtedly  be  greatly  im- 
proved, and  must  command  a  brilliant  future.  I  feel  it  a  ver^- 
great  privilege  to  have  been  allowed  to  say  this  to  you,  and  I  say 
it  with  the  strongest  personal  conviction.' 
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PART   II. 

GAS   ENGINES    PRODUCED   SINCE    1886. 
CHAPTER    I. 

GAB   ENGINES   GIVING  AN   IMPULSE   FOR   EVERV   REVOLUTION. 

The  first  part  of  this  work  was  published  in  1886,  and  the 
account  of  the  different  engines  described  is  accurate  up  to  that 
date ;  the  scientific  part  of  the  work,  dealing  with  the  thermo- 
dynamics of  the  gas  engine,  and  the  various  causes  of  loss 
operating  in  working  engines,  is  as  true  to-day  as  when  written, 
and  requires  no  modification. 

The  ten  years  elapsing  between  1886  and  the  present  year 
have,  however,  seen  many  important  changes  in  details  of  con- 
struction, and  a  considerable  advance  has  been  made  in  the 
construction  of  large  gas  engines.  Gas  producers  have  been 
more  extensively  adopted ;  petroleum  engines  have  been  pro- 
duced which  are  practically  useful  aJthough  not  quite  so  well 
understood  as  gas  engines  ;  very  effective  and  simple  starting 
gears  have  been  invented  and  extensively  applied ;  the  slide 
valve  igniters  have  been  practically  abandoned,  and  the  hot  tube 
igniters  have  taken  their  place ;  the  compound  principle  has 
been  advanced  a  stage ;  and  generally  the  gas  engine  has  been 
made  as  reliable  in  its  action  as  any  steam  engine. 

The  Otto  patent  of  1876  (No.  2081)  expired  in  1890,  and 
this  event  has  had  a  most  important  effect  on  the  gas  engine 
from  a  commercial  point  of  view  ;  so  many  engineers  now  make 
Otto  cycle  engines  that  the  selling  price  for  any  given  power 
has  fallen  from  40  per  cent,  to  50  per  cent,  as  compared  with 
18S6  prices.     So  far  this  fall  in  prices  has  had  one  good  effect, 
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and  has  greatly  increased  the  number  of  gas  engines  in  use,  by 
bringing  the  cost  within  the  means  of  many  small  manufacturers 
formerly  unable  to  stand  the  considerable  first  cost  of  a  gas 
engine. 

The  lapse  of  the  Otto  master  patent  has,  however,  had 
another  effect  which  may  prove  an  obstacle  in  the  development 
of  the  gas  engine.  In  Britain  the  Otto  cycle  engine  is  now 
practically  the  only  engine  manufactured ;  the  whole  of  the 
im pulse- e very-revolution  engines  have  disappeared  from  the 
market ;  many  are  still  in  successful  work,  but  their  makers 
with  wond^ul  unanimity  have  ceased  their  manufacture,  and 
have  generally  taken  to  the  construction  of  Otto  engines.  At 
the  present  time  practically  the  whole  of  the  engines  manufactured 
and  offered  for  sale  in  this  country  by  engineers  are  er^nes 
,  operating  on  the  Otto  cycle,  giving  one  impulse  for  every  four 
single  strokes  of  the  piston. 

This  state  of  affairs  offers  emphatic  testimony  to  the  practical 
advantages  of  the  Otto  cycle,  and  in  the  author's  opinion  engi- 
neers are  correct  in  considering  the  Otto  cycle  as  likely  to  remain 
unrivalled  for  smalt  and  perhaps  moderate  power  gas  engines. 
For  really  large  engines,  however,  it  appears  to  him  that  the 
Otto  cycle  is  inherently  defective,  and  he  still  considers  impulse 
every  revolution  or  two  impulses  per  revolution  as  much  prefer- 
able, and  as  certain  to  prove  the  type  of  the  future  for  really  lai^e 
power  engines.  It  is  therefore  much  to  be  regretted  that  for  the 
present  engineers  have  practically  ceased  their  efforts  in  the 
direction  of  more  frequent  impulses,  and  have  devoted  them- 
selves entirely  to  the  development  of  the  Otto  type. 

The  following  are  the  leading  makers  of  Otto  cycle  gas 
engines  in  Britain  : 

Messrs.  Crossley  Bros.,  Limited,  Manchester ;  Messrs.  J.  E.  H. 
Andrew  &  Co.,  Limited,  Reddish  ;  Messrs.  T.  B.  Barker  &  Co., 
Birmingham  ;  Messrs.  Tangyes,  Limited,  Birmingham ;  Messrs. 
Dick,  Kerr  &  Co.,  Limited,  Kilmarnock ;  Messrs.  Robey  &  Co., 
Limited,  Lincoln  ;  Messrs.  Fielding  &  Piatt,  Gloucester ;  and 
Messrs.  P.  Burt  &  Co.,  Glasgow. 

There  are  many  other  engineers  who  manufacture  good  Otto 
cycle  engines,  but  a  description  of  engines  by  several  of  these 
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makers  will  put  the  reader  in  full  possession  of  the  leading  points 
of  recent  gas-engine  practice.  Before  beginning  the  Otto  cycle 
engines,  however,  it  is  advisable  to  consider  shortly  the  position 
of  impulse -every -revolution  engines  from  1886. 

Atkinson's  'Cycle'  Gas  Engine. — The  most  important  of  the 
engines  giving  an  impulse  every  revolution  produced  since  the 
year  1886,  was  undoubtedly  the  engine  called  by  Mr.  Atkinson 
the  '  Cycle.'  At  page  197  of  this  work  will  be  found  a  description 
of  Atkinson's  Differential  Gas  Engine,  in  which  a  most  ingenious 
attempt  was  made  to  obtain  greater  expansion  than  was  given  in 
Otto  engines.  To  a  certain  extent  this  attempt  was  successful, 
and  the  combustible  mixture  was  expanded  after  explosion  to  a 
volume  considerably  greater  than  the  volume  existing  before 
compression.  Considerable  economy  was  obtained  in  the  engine, 
but  certain  practical  difficulties  intervened  which  caused  Mr. 
Atkinson  to  invent  another  engine  quite  as  ingenious,  but 
having  one  piston  instead  of  two. 

The  engine  is  shown  in  longitudinal  section  at  fig.  102,  in  plan 
at  fig.  T03,  and  at  fig.  104  at  i,  2,  3  and  4  are  given  the  four 
principal  positions  of  the  linkage  and  piston,  carrying  into  effect 
the  operations  of  the  engine.  The  piston  makes  two  out  and  two 
in  strokes  for  every  explosion  given,  and  in  this  feature  the  engine 
resembles  the  Otto,  but  here  the  resemblance  ends.  The  piston 
is  so  coupled  to  the  crank  shaft  that  the  whole  four  single  stiokes 
are  performed  during  one  revolution ;  and,  moreover,  the  four 
strokes  differ  in  length  and  range  in  the  cylinder,  so  that  while 
on  one  in-stroke  the  piston  proceeds  almost  entirely  to  the  end  of 
the  cylinder  to  sweep  out  practically  the  whole  of  the  products  of 
combustion,  on  the  next  in-stroke  it  stops  short  and  leaves  a  con- 
siderable compression  space ;  on  one  out-stroke  also  a  short 
distance  is  traversed,  and  on  the  other  out-stroke  a  longer  stroke 
is  made  to  obtain  greater  expansion.  That  is,  during  the  exhaust- 
ing in-stroke  the  piston  moves  close  up  to  the  cylinder  cover ; 
during  the  compressing  in-stroke  it  leaves  a  considerable  space  ; 
during  the  expanding  out-stroke  after  explosion  the  piston  makes 
its  longest  sweep ;  and  during  the  charging  out-stroke  it  makes  a 
shorter  sweep. 
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— Alltinson  Cycle  Ei^ine  (longitudinal  section). 


Fia.  103.— Atkinson  Cycle  Elaine  iplan). 
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By  these  variations  in  length  of  stroke  and  position  of  sweep 
in  the  cylinder,  the  piston  not  only  sweeps  out  the  whole  of  the 
products  of  combustion,  but  it  also  expands  the  bumed  gases 
beyond  the  volume  existing  before  compression.  The  linkage 
invented  by  Mr.  Atkinson  to  perform  these  operations  is  ex- 
tremely simple  and  ingenious,  and  will  be  best  followed  by  an 
■examination  of  the  diagrammatic  illustration  1,  2,  3  and  4  of 
fig.  104. 

The  cylinder  a  contains  the  piston  b,  which  piston  is  con- 
nected to  the  crank  c,  which  rotates  in  the  direction  of  the  arrow 
5  ;  the  connecting  rod  d  from  the  crank  c  connects  to  a  toggle 
lever  e,  pivoting  from  the  fixed  centre  6,  at  the  centre  7  ;  the 
■connecting  rod  d  carries  a  short  lever  d'  rigidly  attached  to  it 
and  carrying  a  pin  or  centre  8,  and  to  this  pin  or  centre  8  is  con- 
nected the  second  connecting  rod  or  toggle  link  r.  By  the 
rotation  of  the  crank  c,  the  toggle  lever  e  is  constrained  to 
oscillate  on  its  pivoting  point  or  centre  6,  between  the  limits 
shown  by  the  dotted  lines  9  and  10,  The  centre  7  of  the  con- 
necting rod  D  and  lever  e  thus  describes  the  arc  shown  by  the 
dotted  line  between  the  lines  9  and  10,  and  if  the  rod  f  were  con- 
nected to  the  centre  7  the  piston  b  would  make  two  out  and  two 
in-strokea  for  every  revolution  of  the  crank  c,  and  the  two  strokes 
would  be  of  equal  or  unequal  length  depending  on  the  equal  or 
unequal  oscillation  of  the  toggle  lever  e  about  a  central  position 
with  regard  to  the  connecting  rod  f,  but  in  this  case  the  in-stroke 
of  the  piston  r  would  always  terminate  at  the  same  point,  and  so 
one  stroke  could  not  be  arranged  to  clear  out  the  exhaust  gases, 
while  another  left  the  required  compression  space.  To  produce 
this  desired  variation,  Mr,  Atkinson  provides  the  short  tever  d' 
which  oscillates  about  the  centre  7,  describing  an  arc  between  the 
dotted  lines  11  and  12  about  the  centre  line  of  the  lever  e.  The 
positionofthe  centre  8  relative  tothe  centre  line  of  Edepends  on  the 
position  of  the  crank  c  in  the  crank  circle,  and  the  angle  between 
the  lines  11  and  iz  depends  upon  the  relative  length  of  the  con- 
necting rod  D,  as  compared  with  the  diameter  of  the  circle 
described  by  the  crank  c,  and  also  the  angle  between  the  lines  9 
■and  10. 

In  diagram  i  (fig.   104)    the  piston   B  is  at  its  extreme  in 
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position,  and  all  products 
of  combustion  have  been 
expelled;  the  crank  c  ro- 
tates in  the  direction  of  the 
arrow  5,  and  in  diagram  3 
the  piston  B  has  made  its. 
out  charging  stroke,  taking 
into  the  cylinder  a  charge 
of  gas  andair  at  atmospheric 
pressure.  It  is  to  be  ob- 
served that  in  diagram  3 
the  piston  B,  although  at 
the  end  of  its  charging 
stroke,  still  remains  within 
the  cylinder  a  ;  in  diagram 

.  3  the  crank  c  has  still 
further  rotated,  and  now 
the  piston  b  has.  attained 
the  extreme  in-end  of  its 

■  compression  stroke,  the 
mixed  gases  are  fully  com- 
pressed and  ready  for  ex- 
plosion, the  explosion  takes 
place  at  the  position  shown 
in  diagram  3,  and  the  crank 

'  c  continuing  to  rotate,  the 
parts  at  the  extreme  out- 
ward position  of  the  piston 
B  after  expanding  the  gases 
assume  the  position  of  dia- 
gram 4.  In  this  latter 
position  it  will  be  observed 
that  the  piston  b  has  tra- 
velled somewhat  out  of  the 
cylinder  a,  that  is  it  has 
made  a  longer  stroke  than 
the  compression  stroke. 
The  stroke  made  ir 
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from  the  position  of  diagnkm  4  to  that  of  diagram  i  is  the  longest 
of  all  strokes,  as  in  it  the  piston  passes  from  the  extreme  out- 
position  of  expansion  right  into  the  cylinder  cover,  and  sweeps 
out  all  the  products  of  combustion.  The  next  out-strolce  is 
shorter,  taking  in  the  charge ;  the  following  in-stroke  is  shorter 
stiti,  compressing  the  charge  and  leaving  a  compression  space  ; 
then  follows  the  longest  out-stroke,  that  of  expanding  the  gases 
after  explosion.  A  comparison  of  diagrams  i  and  3  shows  the 
reason  of  the  difference  of  position  of  the  piston  b  ;  although  in 
both  cases  the  tc^gle  lever  e  is  in  practically  Che  same  position, 
in  1  the  crank  c  is  on  one  side  of  the  crank  circle,  while  in  a  it  is 
OD  the  other  side,  so  that  the  lever  d  is  thrown  from  the  top  of 
the  centre  line  of  the  toggle  lever  £  to  a  position  under  it,  but  the 
effect  of  the  movement  is  to  draw  the  piston  forward  from  the 
cylinder  cover.  By  studying  the  positions  of  the  lever  d  and  the 
positions  of  the  toggle  lever  e  from  the  diagrams,  the  action  will 
be  readily  followed. 

In  the  engine  rated  at  6  HP  nominal,  the  cylinder  is  95  ins. 
diameter,  and  the  four  successive  strokes  are  as  follows  : 

lit  (out-stroke)  Suction  of  gas  and  air  charge         .        6'33iiu. 

and  (in-nroke)  Comprfssion  of  charge    .  ,        593  iiu- 

3rd  (out-stroke)  Working  eipaiuion  after  explosion        Ii'i3  ina. 

4th  (in-stroke)  Discharging  exbauM         .  ia'43  ina. 

The  construction  of  the  6  HP  engine  is  shown  at  figs.  103  and 
103  in  longitudinal  section  and  elevation ;  a  is  the  cylinder ;  b 
the  piston  ;  c  the  crank ;  d  the  connecting  rod  to  the  t(^le  lever  ; 
E  the  toggle  lever  ;  n'  the  short  connecting  rod  lever ;  f  the  con- 
necting rod  between  the  piston  and  the  pin  8  on  the  lever  d'  ;  G  is 
the  water  jacket  surrounding  the  cylinder  and  fitted  with  the  usual 
openings  for  pipe  connections  to  the  tank ;  h  is  an  incandescent 
igniting  tube,  open  to  the  cylinder,  and  arranged  to  operate  with- 
out timing  valve  in  a  manner  to  be  described  later  on  j  i  is  the 
exhaust  valve  ;  and  k  the  gas  and  air  inlet  valve  (shown  in  plan, 
fig-  i°3)  i  t.  is  the  gas  valve.  All  three  valves  are  of  the  usual 
conical -seated  lift  type  held  on  their  seats  by  springs,  and  they  are 
operated  from  the  crank  shaft  by  cams  i'  k',  and  rods  i'  K*,  in 
the  usual  way.  The  governor  is  indicated  at  l',  and  it  is  of  the 
rotating  centrifugal  type  ;  it  acts  on  a  rod  connecting  between  the 
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actuating  cam  and  the  gas  valve  stem  to  cause  the  end  of  the  rod  tO' 
be  withdrawn,  and  the  gas  valve  stem  missed,  so  leaving  the  gas 
valve  closed  for  a  stroke  ot  a  number  of  strokes.  This  also  is  a 
common  device. 

Diagrams  and  Gas  Consumption. — A  test  of  the  first  '  Cycle  ' 
engine  constructed  was  made  in  April  1887  by  Professor  W.  C. 
Unwin,  F.R.S.,  for  the  British  Gas  Engine  Co.,  Ltd.,  the  makers 
of  the  engine  in  London. 

The  engine  was  rated  at  4  HP  nominal,  the  diameter  of  the 
cylinder  75  ins.  and  the  expansion  or  working  stroke  g'zs  ins. 

The  leading  results  obtained  were  as  follows  ; 

Indicated  Horse  Power 5563 

Brake  ....  4889 

Gas  consumed  in  one  hour   ..*..,  100  cb.  ft 

Gas  coDSumpiion  per  IHP  per  hour  .  1978  cb.  ft 

Gas  consumption  per  brake  HP  per  hour       .         .  aa'50  cb.  ft. 

Efficiency  of  mechanism 87'9  per  cent. 

Heating  value  of  gas  in  lbs.  d^rce  C  per  cb.  ft. .  3493 

Professor  Unwin  accounts  for  every  100  heat  units  used  by 
the  engine  as  follows  : 

Accounted  fbr  in  indicator  diagram         ....    lo'fia 

Glvati  10  jacket  water I9'37 

Difference,  exbausi  gases,  radiation,  &c.  6j'i 


An  indicator  diagram  taken  during  the  test  is  given  at  Rg.  105, 
and  in  dotted  lines  on  the  same  diagram  is  one  taken  by  Dr.  Slaby 
from  a  4  HP  Otto  engine.  This  latter  diagram  was  taken  by 
Dr.  Slaby  during  a  test  referred  to  at  page  1 70  of  this  work. 

The  ratio  of  the  expansion  in  the  Otto  engine  was  27  as  com 
pared  with  3-75  in  Atkinson's  ;  that  is,  in  the  Otto  engine,  the 
volume  of  the  compression  space  being  taken  as  i,  then  the  total 
volume  behind  the  piston,  when  the  piston  was  full  out,  was 
2'7  volumes  ;  the  sweep  of  the  piston  was  therefore  \^^  times  the 
volume  of  the  compression  space  ;  in  the  Atkinson  engine,  the 
volume  of  the  compression  space  being  i,  the  volume  swept  by 
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the  piston  during  expansion  was  275 ;  the  gases  contained  in 
the  compression  space  were  thus  expanded  from  i  volume  to 
375  volumes.  In  the  author's  opinion.  Professor  Unwin's 
diagram  fig.  105  is  hardly  fair  to  the  Otto  engine,  as  it  appears 
to  somewhat  exi^erate  the  amount  of  expansion  obtained  in  the 
cycle  engine  as  compared  with  the  Otto,  and  the  diagram  should 
be  so  corrected  as  to  allow  for  the  differing  combustion  spaces. 
The  expansion,  however,  in  the  Atkinson  etigine  is  doubtless  much 
greater  than  in  the   Otto,  and  accordingly  the  gases  fall  to  a 
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Fig.  105. — AtkinsoD  Cycle  Engine  (Prof.  Unwin's  diagram). 


pressure  of  about  15  lbs.  per  square  inch  before  the  exhaust  valve 
is  opened. 

An  important  series  of  tests  were  made  by  judges  appointed 
by  the  Society  of  Arts,  Dr.  John  Hopkinson,  F.R.S.,  Professor 
A.  B.  W.  Kennedy,  F.R.S.,  and  Mr.  Beauchamp  Tower,  at  South 
Kensington  in  1888,  of  the  Crossley,  Griffin,  and  '  Cycle'  gas 
engines,  from  which  it  appeared  that  the  Atkinson  '  Cycle '  gave 
distinctly  the  lowest  gas  consumption.  The  principal  results 
obtained  were  as  follows  : 
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Society  of  Asts  Tri a u— Atkinson  Engine. 

Indicated  Hofse  Power 1115 

Biake           „ 9'48 

Gas  consumed  in  cylinder  in  one  hour  aog'S  cb.  fL 

Gas  consumed  for  ignilion  in  one  boor        .  45  cb.  tt 

Gai  consumptitm  per  IHP  per  hour  total    .         .  19'19  cb.  tL 

Gas  consumption  per  brake  HP  per  hour  total    .  a3'6i  cb.  rt. 

Efficiency  of  meduniim S5  per  cent 

Heating  value  of  gas  in  lb,  degree  C,  pet  cb.  (t.  3Si'6 

Revolutions  pet  minute i3l'l 

Explosions  per  minute 121 '6 

Mean  initial  pressure,  above  aunospbenc  .        .  166  lbs.  per  sq.  in. 

Mean  eftective  [vessure 46-07  lbs.  per  sq.  in. 

Cooling  water  per  hour 680  lbs. 

Rise  of  tempenunre  cooling  water                      .  50'  F. 

The  engine  was  rated  at  6  HP  nominal ;  the  cylinder  was 
9*5  inches  diameter ;  suction  stroke  6*33  inches  ;  compression 
stroke  5-03  inches ;  working  or  expansion  stroke  11 '13  inches; 
and  exhaust  stroke  iz'43  inches. 

The  test  giving  these  figures  was  of  6  hours'  duration,  and 
the  engine  was  continually  loaded  to  full  power ;  indicator  dia- 
grams were  taken    every   15   minutes,  and  diagrams  were  also 
taken  with  light  springs  to  find 
Mtt  Pntvir*        *eo      the  power  absorbed  in  the  pump- 
EnaiBtiBm  .    ,     /« A'      ing  and  exhaustmg  strokes.     Fig. 
106   is  a  diagram  taken  durii^ 
this    trial,   and  the  leading  par- 
ticulars are  marked  upon  it 
Mf'/tf.  Fig.  107  shows  an  ideal  dia- 

FIG.  io6.-Atkinsoa  Cycle  Engine    gram  superposed  upon  an  actual 
(Sodeiy  of  Arts  diagram).  diagram ;   the  ideal   diagram  is 

the  one  assumed  by  the  judges  in 
the  Society  of  Arts  trial  as  fairly  corresponding  with  the  actual 
conditions,  lines  have  been  straightened  out,  and  curves  made 
to  follow  a  different  law  in  order  to  obtain  approximately  correct 
figures  for  temperatures  and  heat  volumes.  Sundard  points 
A,  B,  c,  D,  E,  F,  and  G  have  been  taken,  and  the  volumes 
existing  behind  the  piston  accurately  measured  at  the  \-arious 
points.  The  point  a,  for  example,  represents  the  farthest  in 
point  when  the  piston  is  full  back,  dischaipng  the  products  of 
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conibiistion.  The  piston  moves  out  from  a  to  b,  taking  in  the 
charge  of  gas  and  air  ;  the  piston  then  returns  from  b  to  c,  com- 
pressing the  charge  to  the  pressure  and  volume  indicated.  The 
explosion  then  occuts,  and  during  the  rise  of  pressure  and  tem- 
perature the  piston  is  supposed  to  be  statioiuiry,  that  is  the  volume 
behind  the  piston  is  the  same  when  the  pressure  attains  its 
maximum  as  indicated  at  d  as  at  the  point  c,  so  that  the  heat 
added  by  the  explosion  is  added  when  the  gases  are  at  constant 
volume ;  from  D  to  E  the 
piston  is  supposed  to  move 
out  while  the  pressure  remains 
constant,  that  is  the  heat  added 
from  D  to  E  is  added  at  con- 
stant pressure.  The  hot  gases 
are  supposed  to  expand  from 
E  to  F,  following  truly  a  de- 
finite curve  in  which  fijf  ^ 
constanL  In  the  diagram  » 
is  taken  as  1264,  and  the 
curve  E  p  has  the  equation 
pjjfxt  _,  constant 

The  value  of  «  for  the 
compression  curve  is  1*205, 
and  assuming  the  specific  heat 
of  the  charge  the  same  as  that 
of  air,  which  assumption  is 
very  nearly  true,  then  the  value 
of  n  should  be  i'4o8;  the 
curve  of  compression  in  this 


Fig.  107.  — AikiiMon  Cycle  Gngine 
(Society  of  Aria  actual  and  ideal 
diograDi). 


<]iagiam  is  therefore  below  the  adlabatic,  and  the  charge  is  losing 
beat  to  the  sides  of  the  cylinder  during  compression. 

The  value  of  n  for  the  expansion  line  e  f  is  i  '364,  which  proves 
tbe  curve  to  be  much  flatter  than  would  have  been  given  by  the 
adiabatic  expansion  of  a  volume  of  air  heated  to  the  maximum 
temperature  at  £.  The  ratio  of  the  specific  heats  of  the  expand- 
ing charge  at  constant  pressure  and  constant  volume  has  been 
-calculattd  by  the  judges  as  f$y6  on  the  assumption  of  the  pre- 
-sence  in  the  cha^e  of  the  products  of  complete  combustion. 
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This  in  the  author's  opinion  is  a  quite  erroneous  assumption,  as 
onlyabout  one-half  of  the  total  heat  of  the  gas  present  is  accounted 
for  by  the  maximum  temperature,  so  that  the  specific  heat  could 
not  change  to  the  extent  assumed  ;  the  value  of  «,  however,  for 
the  expanding  charge  is  somewhere  between  I'yjb  and  1408,  so 
that  the  error  introduced  is  not  great 

The  following  table  gives  the  pressure,  volumes,  and  tem- 
perature at  the  various  points  of  the  ideal  diagram,  fig.  107  : 


Pcnui. 

A 

!7 

5= 

30 

V. 

i8c 

»4 

87 

[umc 

i.b.f«t 

064 

46<C. 

136-4  C. 

iiS 

ii8a-s  C 

I3S 

"C;& 

S7S 

!49-=C. 

The  report  gives  full  calculations  of  heating  value  of  the  gas 
used,  specific  heat  of  products  of  combustion,  and  many  other 
details  ;  several  of  these  matters  will  be  more  fully  discussed  later 
on,  in  comparing  the  results  obtained  flrom  diiTerent  engines. 

It  is  desirable  to  note  here,  however,  that  the  ratio  of  air  to 
gas  entering  the  cylinder  is  calculated  as  i  volume  gas  to 
9'33  volumes  of  air.  It  is  unfortunate  that  the  ratio  was  not 
determined  by  independ«it  measurement  of  both  gas  and  air  by 
separate  meters,  as  was  done  in  Professor  R.  H.  Thurston's 
American  test,  described  on  page  175  of  this  work.  Comparing 
the  proportions  of  coal  gas  and  air  plus  other  gases  present,  it 
is  interesting  to  note  that  in  Thurston's  experiments  the  entering 
charge  contained  i  volume  of  gas  to  7  volumes  of  air,  but  when 
mixed  with  the  products  of  combustion  in  the  compression  space 
the  average  composition  was  i  volume  coat  gas  to  91  volumes  of 
other  gases.  The  composition  of  the  mixture  in  the  two  cases 
thus  appears  to  be  practically  the  same.  In  the  Otto  engine, 
however,  the  temperature  of  the  chaise  was  much  higher  before 
compression  than  in  the  Atkinson  engine,  as  was  also  the  tem- 
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perature  of  compression ;  the  maximum  temperature  of  the  ex- 
plosion would  appear  to  be  higher  in  consequence. 

The  report  gives  the  heat  account  of  the  foregoing  test  as 
follows  : 

.  H«at  lumed  into  work  as  shown  by  indicator  diagrams '.         .       aaS 

Heat  rejected  in  jacket  water a/'o 

Heal  rejected  in  exhaust,  lost  by  imperfect  o 
otherwise  uiuccounted  for 


This  gas  consumption  of  i9'22  cub.  ft.  per  IHP  per  hour, 
giving  an  efficiency  of  Z3'8  per  cent,  was  the  best  result  so  far  as 
economy  was  concerned  up  to  the  date  of  the  trial,  September 
1888. 

Genial  Remarks. — The  Atkinson  '  Cycle '  engine  was  manu- 
factured and  sold  by  the  British  Gas  Engine  Companjr,  London, 
from  1887  to  the  banning  of  1S93,  and  during  that  period  the 
author  is  informed  that  somewhat  over  1,000  gas  engines  were 
sold ;  the  engine,  however,  notwithstanding  the  great  ingenuity 
of  its  construction  and  its  unrivalled  economy  of  gas  consump- 
tion, never  became  really  popular.  Difficulties  were  experienced 
with  the  linkage,  which  had  at  least  five  working  pins  as  compared 
with  the  two  pins  of  the  ordinary  connecting  rod,  and  these  diffi- 
culties ultimately  led  the  inventor  to  return  to  an  engine  of  less 
uncommon  construUion,  having  only  the  ordinary  crank  and 
connecting  rod. 

Mr.  Atkinson,  however,  in  his  '  Cycle '  engine  proved  absolutely 
the  possibility  of  obtaining  great  economy  in  gas  consumption  by 
expanding  the  gases  after  explosion  to  a  volume  much  greater 
than  existed  before  compression.  By  his  ingenious  linkage  he 
caused  one  piston  to  perform  four  strokes  within  one  revolution 
of  the  crank  shaft ;  he  also  proved  conclusively  a  point  for  which 
the  present  author  has  long  contended — namely,  that  better 
results  are  to  be  obtained  in  a  gas  engine  by  expelling  the  whole 
of  the  products  of  combustion  from  the  cylinder  than  by  retaining 
fbem. 

The  '  Cycle '  engine  has  a  very  high  piston  speed  for  a  given 
number  of  revolutions  of  the  crank  shaft,  as  each  complete  stroke 
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of  the  piston  was  accomplished  in  about  one-quarter  revolution, 
as  will  be  clearly  seen  by  inspecting  the  diagram,  fig.  104.  This 
high  piston  speed,  although  advantageous  so  far  as  gas  consump- 
tion was  concerned,  must  have  been  detrimental  to  the  smooth 
and  long-continued  satisfactory  working  of  the  engine,  as  the 
movements  of  the  piston  rods  and  links  were  of  a  kind  which 
could  not  be  conveniently  balanced. 

The  engine  was  made  in  sizes  up  to  about  30  HP  brake,  and 
the  author  understands  that  one  100  HP  engine  was  constructed, 
but  he  is  informed  that  this  size  was  never  placed  on  the  market 

Atkinson's  '  Utiliti '  Gas  £ngine. — This  engine  was  invented 
by  Mr.  Atkinson  with  the  object  of  retaining  all  the  economy  of 
the  '  Cycle '  gas  engine,  while  returning  to  the  ordinary  mechanical 
anangement  of  piston,  crank,  and  connecting  rod,  which  has  had 
the  sanction  of  engineers  and  the  public,  inasmuch  as  it  is  prac- 
tically the  only  construction  adopted  in  steam  engines. 

The  linkage  of  the  '  Cycle '  engine,  although  most  admirable 
from  an  experimental  point  of  view,  was  not  such  as  an  engineer 
would  care  to  adopt  in  a  high-speed  or  even  a  high-power  engine, 
and  although  it  served  its  purpose  by  proving  to  demonstration 
many  interesting  points,  yet  the  present  author  was  much  pleased 
to  see  Mr.  Atkinson  depart  from  it. 

The  '  Utility '  engine  never  attained  any  real  commercial  im- 
.  portance,  as  the  British  Gas  Engine  Company  gave  up  business 
shortly  after  they  had  begun  its  manufacture.  The  Otto  cycle 
had  just  then  taken  so  firm  a  hold  upon  the  public,  that  it 
appeared  useless  to  sue  for  popular  favour  with  any  impulse-eveiy- 
revolution  engine,  however  good. 

The  engine  is  of  the  greatest  interest  to  engineers,  however,  as 
it  proves  how  great  economy  can  be  obtained  with  an  impulse- 
«very-revolution  engine. 

The  'Utility  *  engine  resembles  in  many  points  the  Clerk  and 
Robson  engines.  One  side  of  the  piston  operates  as  a  pump  and 
pumps  air  into  a  chamber  at  low  pressure,  from  which  it  flows 
through  a  valve  into  the  power  side  of  the  cylinder,  and  displaces 
the  exhaust  gases  before  it  through  a  port  or  ports  imcovered  by 
the  forward  movement  of  the  piston.    The  cylinder  thus  contains 
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a  quantity  of  air,  which  is  compressed  by  the  piston  on  its  return 
stroke,  and  charged  during  compression  with  a  charge  of  gas  and 
air  mixture,  the  gas,  however,  in  the  mixture  being  present  in 
proportion  too  great  to  be  explosive. 

The  trunk  piston  operates  in  the  cylinder  connected  to  the 
crank  shaft  by  the  connecting  rod.  The  whole  front  of  the 
cylinder  and  the  rod  and  crank  shaft  are  inclosed  within  a  casing, 
and  a  back  cover  is  arranged  to  contain  the  compression  or  ex- 
plosion space.  A  chamber  or  casing  connects  by  a  pipe  with 
an  automatic  inlet  valve,  and  another  automatic  inlet  valve  admits 
air  to  the  casing  or  chamber.  A  pump  is  operated  by  an  eccentric 
on  the  crank  shaft,  and  it  takes  in  a  charge  of  gas  and  air  by  way 
of  a  valve  and  the  gas  cock,  and  discharges  the  chaise  at  the 
proper  time  by  way  of  the  valve.  The  piston  overruns  the  exhaust 
port  at  about  half-forward  stroke,  and  the  port  is  controlled  by  a 
piston  valve,  so  that,  although  the  piston  uncovers  the  exhaust 
port  at  mid-stroke,  yet  the  exhaust  gases  are  not  discharged  to 
the  atmosphere  till  the  exhaust  valve  is  opened  at  the  termination 
of  the  out -stroke. 

The  action  of  the  engine  is  as  follows  :  On  the  in-stroke  the 
piston  draws  into  the  chamber  a  charge  of  pure  air  by  way  of  the  air 
valve,  and  on  the  out-stroke  it  compresses  this  charge  to  a  pressure 
of  about  5  lbs.  per  square  inch.  When  the  piston  is  full  forward, 
then  the  exhaust  valve  is  opened,  and  the  pressure  within  the 
working  cylinder  falls  to  atmosphere  and  the  pressure  in  the 
chamber  lifts  the  charge  valve,  and  air  rushes  by  way  of  a  pipe 
through  the  cliarge  valve  and  enters  the  cylinder,  clearing  before 
it  the  exhaust  gases  through  the  exhaust  port  and  valve,  which  is 
then  open.  The  piston  then  returns,  discharging  the  rest  of  the 
exhaust  gases  through  the  port  until  the  piston  crosses  that  port, 
when  it  begins  to  compress  the  air  charge.  Just  as  the  port  is 
closed,  the  gas  and  air  pump  begins  to  discharge  its  contents,  a 
mixture  of  air  and  gas,  into  the  combustion  space  of  the  cylinder 
by  way  of  the  gas  and  air  valve.  The  gas  and  air  mixture  in  the 
pump  has  too  little  air  to  make  the  charge  explosive,  and  so  it  is 
impossible  for  the  mixture  to  ignite  in  the  pump.  The  gas  being 
already  mixed  with  air  only  requires  the  addition  of  a  further 
quantity  to  become  explosive,  so  that  by  the  time  the  charge  is 
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compressed  the  gas  is  almost  uniformly  mixed  with  the  air,  and 
is  in  a  state  to  produce  a  powerful  explosion.  The  mixture 
is  expanded  by  this  arrangement  to  a  volume  after  explosion 
and  expansion  much  greater  than  the  volume  existing  before 
compression,  and  so  considerable  advantage  is  obtained  in 
economy. 

The  cycle  of  operation  of  this  engine  is  very  similar  to  that  of 
previous  engines,  but  Mr.  Atkinson,  by  his  thorough  knowledge 
of  gas  engine  detail,  has  obtained  results,  he  informed  the  author, 
which  have  surpassed  those  previously  obtained  with'  the  cycle 
engine.  The  author  regrets  that  he  has  been  unable  to  obtain 
authenticated  tests  and  diagrams  of  this  engine. 

Other  Impulse- Every -Revolution  Engines. — The  other  im  pulse- 
every -revolution  engines  which  have  appeared  since  r886  are  : 
The  Campbell  Gas  Engine,  manufactured  by  the  Campbell  Gas 
Engine  Co.,  Engineers,  Halifax ;  the  Midland  Gas  Engine, 
made  by  Messrs.  John  Taylor  &  Co.,  Nottingham  ;  the  Trent 
Gas  Engine,  manufactured  by  the  Trent  Gas  Engine  Co., 
Nottingham ;  the  Day  Gas  Engine,  constructed  by  Messrs. 
Day  &  Co.,  of  Bath ;  and  the  Fawcett  Engine,  constructed  by 
Messrs.  Fawcett,  Preston  &  Co.,  Liverpool. 

The  '  Campbell  Gas  Engine '  follows  the  cycle  of  operations 
iirst  adopted  by  Clerk,  and  described  at  page  184  of  this  work. 
It  has  two  cylinders,  respectively  pump  and  motor,  driven  from 
cranks  placed  at  almost  right  angles  to  each  other,  the  pump 
crank  leading.  The  pump  takes  in  a  chaise  of  gas  and  air,  and 
the  motor  piston  overruns  a  port  in  the  side  of  the  cylinder  at 
the  out-end  of  its  stroke  to  discharge  the  exhaust  gases.  When 
the  pressure  in  the  motor  cylinder  has  fallen  to  atmosphere,  the 
pump  forces  its  charge  into  the  back  cover  of  the  motor  cylinder 
through  a  check  valve,  displacing  before  it  the  products  of  com- 
bustion through  an  exhaust  port ;  the  motor  piston  then  returns, 
compressing  the  contents  of  the  cylinder  into  the  compression 
apace.  The  charge  is  then  fired  and  the  piston  performs  its 
working  stroke.     This  is  the  Clerk  cycle. 

The  Campbell  engine,  however,  differs  in  detail  from  the 
Cleric  engine  to  some  extent. 
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A  hot  tube  igniter  is  used,  and  a  vibrating  pendulum  governor 
has  been  applied. 

The  Midland  Gas  Engine  also  operates  on  the  Cleric  cycle. 
An  ignition  lube  is  used,  and  goveraing  is  perfonned  by  centri- 
fugal governor. 

TAe  Trent  Gas  Engine  is  the  invention  of  Mr,  Richard  Simon 
of  Nottingham,  and  in  it  a  trunk  piston  of  two  diameters  is 
caused  to  perform  the  combined  operations  of  working  and 
pump  pistons.  Fig.  1 10  is  a  vertical  section  through  the  com- 
bustion or  compression  space,  which  in  this  engine  is  separate 
from  the  cylinder  proper. 


Fig.  108.— Treni  Gas  Engine  (vertical  section  of  cylinder). 

Fig.  108  is  a  vertical  section  through  the  cylinder ;  fig.  109  is 
a  horizontal  section  also  through  the  cylinder,  showing  cylinder 
and  combustion  space  with  the  piston  removed  ;  and  fig.  no  is  a 
vertical  section  through  the  combustion  space.  The  cylinder 
has  two  diameters  a  and  c,  and  in  it  fits  a  trunk  piston  b  d  ; 
the  smaller  diameter  b  forms  the  motor  or  working  piston,  and 
the  larger  diameter  d  forms  the  pump  piston  ;  the  pump  cylinder 
being  formed  by  the  annulus  around  the  trunk  piston  b.  B<Mh 
pistons  B  and  D  are  thus  operated  together  from  a  crank  shaft  by 
means  of  one  connecting  rod.  m  is  the  explosion  chamber,  and 
there  are  three  main  valves ;  e  the  inlet  valve  to  the  pump;  o  the 
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R  the  exhaust  valve,    s  is  the  timing  valve  opening  to  the  hot 


Fia.  109.— Treat  Gas  Engine  (horizontal  section  of  cylinder). 


Engine  (vertical  section  through  combustion  space). 


tube.     When  the  piston  b  d  makes  its  out-stroke,  gas  and  air 
mixture  is  drawn  into  the  annular  space  surrounding  the  trunk 
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piston  6  through  the  charge  inlet  valve  E.  On  the  in-stroke  (the 
valve  being  closed  mechanically)  the  mixture  of  gas  and  air  is 
forced  from  the  pump  cylinder  through  the  valve  o,  also  operated 
mechanically  into  the  combustion  chamber  h,  and  partly  into  the 
cylinder  a,  where  it  assists  to  displace  the  exhaust  gases  from  the 
cylinder  through  the  exhaust  valve  R.  The  horizontal  rib  or  par- 
tition H  prevents  the  direct  flow  of  the  entering  charge  to  the 
exhaust  valve  r.  At  a  certain  point  of  the  return  stroke,  so 
arranged  as  to  prevent  or  minimise  loss  of  charge  by  way  of  the 
exhaust  valve  R  with  the  exhaust  gases,  the  exhaust  valve  is  closed 
and  the  pump  piston  continues  to  force  mixture  into  the  space  m 
while  the  piston  b  compresses  the  charge  in  the  cylinder  ;  both 
pistons  B  D  thus  compress  the  charge,  and  at  the  in-end  of  the 
stroke,  just  after  the  valve  o  has  been  closed,  the  valve  s  is 
opened  and  the  compressed  charge  is  fired.  The  piston  is  forced 
out  under  the  resulting  pressure  ;  the  return  stroke  is  performed 
by  the  energy  of  the  fly  wheel. 

Diagrams  and  Gas  Consumption.—  From  tests  published  by 
the  Trent  Gas  Engine  Co.  as  made  by  Mr.  F.  L.  Guilford,  of 
Messrs.  G.  R.  Cowen  &  Co.,  Engineers,  Nottingham,  it  appears 


FlO.  ril Trent  Gas  Engine  (diagram  from  power  cylinder). 


that  an  engine  rated  at  4  HP  nominal  gave  lo-a  IHP  at  174 
revolutions,  but  the  brake  HP  was  only  6-4  horse.  The  gas 
consumption  was  180  ft.  per  hour. 

The  enormous  difference  between  the  brake  power  and  the 
indicated  appears  to  the  author  to  point  to  an  omission  on  the 
part  of  the  experimenter ;  the  mechanical  efliciency  could  not 
have  been  so  low  as  63  per  cent. ;  the  pump  diagram  cannot  have 
been  deducted  from  the  motor  diagram. 
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Fig.  lit  is  a  diagram  taken  from  the  power  cylinder  of  a 
4  HP  engine ;  it  shows  a  compression  pressure  of  36  lbs.  per 
square  inch  above  atmosphere,  with  a  maximum  pressure  after 
ignition  of  only  84  lbs.  above  atmosphere.  The  gases  are  ex- 
panded down  to  about  15  lbs.  per  square  inch  before  dischaige. 
Phis  diagram  proves  conclusively  that  a  large  proportion  of 
exhaust  gases  remained  in  the  engine  cylinder  unexpelled.  The 
rapidity  of  the  ignition  also  shows  that  the  combustion  space  m 
was  filled  with  rich  mixture. 

The  average  available  pressure  cannot  be  obtained  from  this 
diagram  in  the  absence  of  the  pump  diagram. 

General  Remarks. — This  type  of  engine  has  very  grave  dis- 
advantages, low  average  available  pressure,  large  cooling  surbces, 
large  volumes  of  exhaust  products  remaining  in  the  charge,  aiMl 
consequent  liability  to  back  ignition  if  any  attempt  is  made  to  use 
high  compression  ;  from  these  difficulties  it  follows  that  no  great 
economy  in  gas  consumption  can  be  obtained. 

The  engine  was  manufactured  for  some  years,  but  in  1894  the 
Company  ceased  business,  and  the  engine  does  not  now  appear  to 
be  manufactured. 

The  Day  Gas  Engine. — This  engine  uses  the  same  cycle  of 
operations  for  charging  the  working  cylinder  as  was  adopted  in 
the  Tangye-Robson  gas  engine,  and  also  in  the  Stockport  engine, 
described  in  pages  195  and  197  of  this  work,  but  the  inventor  in- 
geniously dispenses  with  all  valves  and  valve  gear  such  as  cams  or 
eccentrics. 

The  engine  in  one  form  may  be  described  as  valveless,  and  its 
only  moving  parts  are,  piston,  connecting  rod  and  crank  shaft ; 
.there  is  absolutely  no  valve  used  except  a  governor  valve.  Fig. 
1 1 3  is  a  sectional  elevation  of  one  form  of  the  engine,  which  is  of 
the  vertical  inverted  cylinder  class,  having  the  power  cylinder  a 
overhead. 

The  piston  b  operates  the  crank  shaft  D  by  means  of  the  piston 
rod  c  The  crank  shaft  operates  in  a  closed  chamber  e,  which 
chamber  serves  as  a  reservoir  for  gas  and  air  mixture.  Three 
ports  are  arranged  in  the  side  of  the  cylinder  respectively,  f,  g,  h  3 
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F  is  the  chaise  inlet  port  admitting  the  charge  to  the  cylinder,  g 
is  the  exhaust  port  allowing  the  discharge  of  the  exhaust  gases 
from  the  cylinder,  and  h  is  the  air  inlet  port  to  pennit  of  the 
admission  of  air  from  the  external  atmosphere.  The  charge  inlet 
port  p  communicates  with  the  charge  chamber  b,  and  opens  to  the 


Fig.  113. — Day  Gas  Engine  (vertic^  section). 

cylinder  a  opposed  by  the  lip  or  projection  1  on  the  piston  B.  The 
^diaust  port  G  connects  by  the  pipe  g'  to  the  exhaust  chamber 
o'  of  usual  construction,  and  the  chamber  g*  discharges  to  the 
atmosphere  by  the  pipe  G*.  The  air  inlet  port  h  connects  by 
pipe  h'  to  the  base  of  the  engine  k,  so  as  to  quieten  the  air  inlet 
The  action  is  as  follows.   On  the  up-stroke  of  the  piston  b  the 
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pressure  of  the  gases  in  the  chamber  e  is  reduced  to  about  3  or 
4  lbs.  below  atmosphere ;  at  or  near  the  end  of  the  up-stroke  the 
lower  edge  of  the  piston  uncovers  the  air  inlet  port  h,  and  air 
rushes  into  the  chamber  to  bring  the  pressure  up  to  atmosphere  ; 
gas  is  also  admitted  from  the  separate  governor  valve  referred  to, 
so  that  the  chamber  e  becomes  charged  with  a  mixture  of  gas  and 
air.  On  the  down-stroke  of  the  piston  b  the  contents  of  the 
chamber  e  are  compressed  to  3  or  4  lbs.  above  atmosphere,  and  at 
the  termination  of  the  down-stroke  the  port  f  is  uncovered  as 
shown  in  fig.  112.  The  exhaust  port  c  has  been  crossed  by  the 
piston  B  somewhat  earlier  in  the  down-stroke,  sufficiently  early  to 
allow  the  hot  gases  from  the  previous  explosion  to  dischai^e  to 
atmospheric  pressure  before  the  port  f  is  opened.  The  charge 
then  flows  from  the  port  f  under  slight  pressure,  strikes  against 
the  lip  or  bafHe  plate  or  projection  t,  and  is  deflected  as  shown  by 
the  arrows  so  that  it  Hows 
in  a  stream  to  the  end  of 
the  cylinder,  then  turns  and 
fills  the  cylinder,  expelling 
the  exhaust  gases  by  the 
port  F,  The  piston  6  then 
returns  on  its  up  stroke,  and 
-Day  Gas  Engine  (dUgram).  compresses  the  charge  into 
a  space  at  the  end  of  the 
cylinder  to  a  pressure  of  about  50  lbs.  per  square  inch  above 
atmosphere.  The  hot  tube  l  then  ignites  the  compressed  charge, 
timing  the  explosion  by  the  position  of  the  incandescent  part  in 
a  manner  which  will  be  explained  more  fully  later  on.  The  piston 
then  makes  its  downward  stroke  under  the  pressure  of  the  ex- 
plosion. Sy  these  operations  an  impulse  is  obtained  at  every 
revolution,  as  in  the  Clerk,  Robson,  and  Stockport  engines. 

Loss  of  power  is  caused  by  the  absence  of  an  inlet  suction 

valve  to  the  space  e,  and  in  later  engines  a  suction  valve  is  provided. 

This  Day  engine  has  the  peculiarity,  that  it  can  be  run  in 

either  direction;  this  is  possible  because  of  the  absence  oX  dming 

valves  or  valve  gear  operated  from  the  crank  shaft. 

Diagrams  and  Gas  Consumption. — Fig.  113  is  an  indicator 
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diagram  from  this  type  of  engine  rated  at  i  HP  nominal.  The 
diagram  shows  an  indicated  power  of  3-3  horse  at  180  revolu- 
tions per  minute;  the  cylinder  is  4-5  ins.  diameter  and  7^  ins, 
stioke.  The  author  has  not  obtained  the  gas  consumption,  but 
this  seems  no  good  reason  why  the  results  should  be  better  than 
those  obtained  with  Tangyes'  Robson  gas  engine.  That  engine 
gave  for  the  small  powers  a  gas  consumption  of  40  cubic  feet  per 
brake  HP  with  an  average  available  pressure  of  about  45  lbs.  per 
square  inch.  The  diagram  given  shows  an  average  pressure  of 
about  45  lbs.  per  square  inch,  and  is  probably  lower,  as  allowance 
should  be  made  for  the  work  of  charging. 

General  Remarks. — This  engine  appears  to  be  the  only  remain- 
ing iropulse-e very-revolution  engine  now  in  the  market  in  this 
country,  and  Messrs.  Day  &  Co.  are  to  be  congratulated  on  their 
course  in  adhering  to  the  impulse-every-revolution  type,  and 
withstanding  the  temptation  to  desert  and  join  the  makers  of  Otto 
cycle  engines. 

The  author  wishes  Messrs.  Day  &  Co.  every  success,  but  he  Js 
of  opinion  that  further  modification  is  required  if  results  are  to  be 
obtained  superior  to  the  older  Clerk,  Robson,  and  Stockport 
engines. 

The  Fawcett  Gas  Engine  was  manufactured  by  Messrs. 
Fawcett,  Preston  &  Co.,  of  Liverpool,  and  gave  very  fair  results ; 
it  does  not  now,  however,  occupy  any  prominent  position  in  the 
market  It  is  the  invention  of  Mr.  Beechy,  and  like  the  Clerk, 
Robson,  and  Stockport  engines,  it  gives  an  explosion  impulse  at 
every  revolution  of  the  crank  shaft. 

Fig.  114  is  a  sectional  elevation  of  the  engine  ;  %  115  is  a 
sectional  plan  of  explosion  chamber  and  valves. 

The  motor  cylinder  a  is  horizontal,  and  under  it  is  arranged 
the  pump  cylinder  b  inclined  towards  the  crank  centre.  The 
motor  piston  a'  connects  to  the  crank  pin  c  by  the  connecting 
rod  D,  and  the  pump  piston  b'  connects  to  a  pin  carried  by  the 
connecting  rod  d  by  the  lower  connecting  rod  E,  -The  effect  so  far 
as  the  movement  of  the  piston  u>  is  concerned  is  practically  the 
same  as  if  the  rod  e  were  also  connected  to  the  crank  pin  c.   The 
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piston  b'  thus  reaches  the  in-end  of  its  stroke  a  little  before  the 
piston  a',  when  the  engine  rotates  in  Che  direction  of  the  arrow 
shown  in  fig.  114.  The  piston  valve  f,  fig.  115,  is  operated  from 
the  crank  shaft  by  an  eccentric,  and  it  serves  to  control  the 
admission  of  gas  and  air  to  the  pump  cylinder  B,  and  the  dis- 
cha^e  from  the  said  cylinder  to  the  motor  cylinder  a  ;  it  also 
controls  the  admission  of  the  compressed  charge  to  the  igniting 
tube  K.  A  conical  seat  valve  G,  shown  in  dotted  lines  at  fig.  114, 
controls  the  exhaust  port  h  placed  about  the  middle  of   the 


Fig.  ii4.^FawceCt  Gu  Engiiit  (veiticAl  section). 

cylinder,  and  the  valve  is  actuated  by  a  belt-crank  lever  1  irom  a 
cam  or  eccentric  on  the  crank  shaft.  The  action  is  as  follows : 
The  piston  valve  f  uncovers  the  port  L  leading  by  the  passage  l' 
to  the  pump  cylinder,  the  pump  piston  b'  then  moves  forward 
drawing  in  a  charge  of  gas  and  air,  air  by  way  of  the  pipe  M,  and 
gas  by  way  of  the  annular  port  n,  and  the  perforations  or  holes  n*. 
When  the  pump  piston  has  completed  its  outstroke  the  piston 
valve  V  closes  the  port  l,  and  opens  by  way  of  the  annular  space 
between  the  two  piston  ends  of  the  valve  to  the  port  o,  which 
port  communicates  with  the  combustion  space  a*  and  cylinder  a. 
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The  piston  a'  is  then  on  its  instroke,  together  with  the  pistpn  b', 
and  Uie  exhaust  vatve  g  is  held  open  so  that  the  exhaust  gases 
dischaJ^e  into  the  atmosphere,  and  some  of  the  charge  enters 
from  the  pump  and  assists  to  displace  them.  When  the  piston  a' 
has  crossed  the  exhaust  port  h,  the  greater  part  of  the  burned 
gases  have  been  discharged,  and  part  of  the  pump  charge  has 


Fig.  1 1 5.  -  Fawcelt  Gas  Engine  (sectional  plan  of  combustion  chamber). 
been  forced  from  the  cyUnder  b  through  the  passage  l'  port  l,  and 
port  o  into  the  space  a»  ;  the  continued  movement  of  the  piston 
forces  a  further  part  of  the  charge  into  the  working  cylinder  while 
compression  is  being  caused  by  both  pistons.  When  the  piston  b 
arrives  at  the  in-end  of  its  stroke  the  piston  valve  moves  to  close 
the  port  L,  as  shown  in  fig.  115.  and  the  piston  a'  further  com- 
presses  the  cha^e.  The  continued  movement  of  the  piston 
valve  F  opens  the  incandescent  tube  k,  and  ignition  takes  place. 
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driving  the  piston  a'  on  its  working  stroke.  The  charge  is  ex- 
panded to  the  end  of  the  stroke,  and  the  exhaust  valve  is  opened 
for  the  return.  By  this  arrangement  an  impulse  is  secured  at  every 
revolution  of  the  engine. 

Diagrams  and  Gas  Consumption. — Experiments  on  the  engine 
were  made  by  Mr.  T.  L.  Miller  in  1890,  from  which  it  appears 
that  in  an  engine  indicating  ii'49  HP  at  1508  revolutions  per 
minute,  8-52  BHP  was  obtained  with  a  gas  consumption  of 
184  cb.  ft.  per  IHP  per  hour  and  24-74  cb.  ft.  per  BHP  per 
hour.  The  test  was  made  with  Liverpool  gas,  which  evolves 
399-6  lbs.  Centigrade  heat  units  per  cb.  ft.  at  17°  C,  or  heat 
equivalent  to  555,490  ft,  lbs.  per  cb.  ft.  If  all  the  heat  of  the  gas 
could  be  converted  into  mechanical  work  3*564  cb.  ft.  would 
give  I  IHP  for  an  hour.    The  absolute  indicated  efficiency  of  the 

i8-4 


engine  is  therefore     ''   g- =i9'3  per  cent. 


General  Remarks. — This  engine  closely  resembles  the  Clerk 
type  of  engine  in  the  arrangement  of  pump  and  motor  piston, 
but  it  is  subject  to  considerable  difficulties  in  securing  the  dis- 
charge of  the  burned  gases  without  simultaneously  losing  un- 
bumed  mixture  of  gas  and  air.  The  principal  difficulty  of  all 
engines  having  open  exhaust  ports  at  the  time  of  charging  the 
cylinder  lies  in  the  proportioning  and  directing  the  flow  of  the 
entering  gas  and  air  to  displace  the  burned  gases  without  passing 
unburned  gas  away  through  this  exhaust  port.  In  the  Clerk  engine 
this  trouble  was  met  by  the  long  conical  entrance  and  considerable 
length  of  cylinder  for  the  sweep  of  the  entering  gases  ;  and  in  all 
engines  such  as  the  'Trent'  and  the  'Fawcett,'  where  the  power 
piston  is  discharging  gases  simultaneously  with  the  entrance  of  the 
fresh  charge,  this  trouble  is  increased,  and  it  becomes  necessary  to 
leave  large  volumes  of  exhaust  gases  in  the  cylinder  to  avoid  loss 
of  gas  at  the  exhaust  ports.  Mr.  Beechey  has  succeeded  very  well 
indeed  in  minimising  loss  from  this  cause,  as  shown  by  the  very 
fair  results  he  obtains.  He  has  the  advantage  of  greater  expan- 
sion than  the  '  Otto'  type,  although  the  disadvantage  of  greater 
proportion  of  exhaust  gas  brings  down  his  economy. 
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CHAPTER  11. 

OTTO  CYCLE   GAS   ENGINES. 

The  'Otto  cycle  engines  are  those  which  possess  at  present  it 
living  prattical  interest,  and  great  advances  have  been  made  in 
them  since  1886  ;  in  particular  the  gas  consumption  has  been  much 
reduced.  The  power  of  the  engines  constructed  has  also  been 
greatly  increased.  In  1886  a  nine-horse  (nominal)  gas  engine  of 
Messrs.  Crossle/s  construction  consumed  about  2  7  cb.  ft.  of  Man- 
chester gas  per  brake  horse  power  per  hour,  and  now  (1895)  a 
similar  engine  consumes  as  little  as  17  cb.  ft.  per  brake  horse 
power.  The  increase  in  power  is  also  striking  ;  engines  of  40  HP 
were  the  latest  made  in  1886,  but  now  Otto  cycle  engines  are 
built  as  large  as  400  IHP.  It  is  interesting  to  trace, the  steps 
which  have  made  such  improvement  possible,  and  this  will  be  best 
done  by  the  study  of  the  drawings  of  Otto  cycle  engines  of  recent 
construction.  As  the  Messrs.  Crossley  are  still  the  leading  con- 
structOiB  of  gas  engines  in  the  world,  turning  out  from  their  shops 
about  sixty  engines  every  week,  the  author  will  first  consider  one  of 
their  engines. 

Crossley  Otto  Engine. — Careful  drawings  have  been  made  of  a 
Crossley  Otto  engine  of  9  HP  (nominal)  built  in  189a,  and  now  at 
work  at  the  Clifton  Rocks  Railway,  Bristol,  The  engine  is  num- 
bered 19772.  It  has  been  thought  best  to  select  an  actual  engine 
as  an  example  in  order  to  clearly  appreciate  the  points  of  difference 
from  the  earlier  engines.  The  particular  engine  selected  was 
tested  by  the  author  for  power  and  gas  consumption.  The  engine 
shows  many  points  of  advance  over  the  1886  engines,  but  curiously 
enough,  although  it  possesses  all  the  necessary  valve  arrangements 
to  enable  high  compression  pressures  to  be  utilised,  yet  defects 
in  the  proportion  of  the  compression  space  and  piston  prevented 
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the  use  of  h^h  compression,  and  the  engine  did  not  give  the  best 
economy  possible  for  the  particular  type.    Accordingly  the  gas 


consumed  per  brake  HP  hour  was  25-9  cb.  ft.    This  is  a  much 
better  result  than  would  have  been  obtained  from  a  slide  valve 
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Otto  engine  such  as  illustrated  on-pages  167,  169  and  171  of  this 
work,  but  it  is  not  nearly  so  good  as  the  type  allows. 


Fig.  116  is  a  side  elevation  of  the  engine;  fig.  117  is  a  plan 
part  in  section;  fig.  118  an  end  elevation;  figs.  119-113  inclusive 
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are  drawn  to  a  larger  scale;  fig.  1 19  is  a  side  elevation  of  the  bade 
end  of  the  cylinder  looking  on  the  cam  shaft;  fig,  i  so  is  a  corre- 
sponding plan;  fig.  131  an  end  elevation;  fig.  131  a  vertical  longi- 
tudinal section  through  the  cylinder,  and  fig.  123  is  a  separate 
section  on  a  still  larger  scale  of  the  igniter  tube  and  funnel. 

A  comparison  of  the  illustrations  with  those  of  the  earlier  slide 
valve  engine  at  once  shows  great  mechanical  development  and 
points  of  constructive  difference.  Thus  in  the  early  engine  the 
crosshead  guide  and  the  engine  cyhnder  were  two  distinct  parts 
requiring  to  be  bolted  together  in  accurate  alignment  in  order  to 
allow  the  piston  with  its  cross- 
head  slide  to  work  freely  without 
jamming :  in  the  later  engine  a  long 
trunk  piston  is  used  which  serves 
the  double  purpose  of  piston  and 
crosshead  guide  ;  the  separate 
.*'"  crosshead  slide  is,  in  fact,  dis- 
pensed with,  and  consequently  the 
cylinder  serves  as  its  own  slide 
guide,  requiring  no  adjustment  of 
separate  parts.  The  cylinder,  that 
is,  serves  both  as  cylinder  and 
slide  guide,  and  the  whole  cylinder 
is  bolted  to  the  bed  against  a 
powerful  5iced  flange. 

The  bevil  wheels  of  the  early 
design  are  also  dispensed  with 
and  replaced  by  skew  or  worm  wheels,  which  besides  taking  up 
much  less  space  provide  a  much  quieter  drive  for  the  two  to  one 
shaft.  The  unsightly  distortion  of  the  bed  shown  in  fig.  51  neces- 
sary to  admit  the  bevil  wheels  is  quite  avoided,  as  is  clearly  seen 
at  fig.  ri7.  There  are  many  smaller  points  of  constructive  dif- 
ference which  the  experience  of  years  has  shown  to  be  desirable, 
but  the  great  points  of  departure  are  to  be  found  in— the  suppres- 
sion of  the  flame  slide  valve  method  of  ignition,  and  the  introduc- 
tion of  the  incandescent  tube  igniter;  the  diminution  of  the 
relative  volume  of  the  compression  space,  which  is  not  carried  out 
to  its  proper  extent  in  this  individual  engine ;  and  the  improved 
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pTopoTtioning  of  the  valves  and  ports  in  order  to  minimise  the 
throttling  of  the  charge  during  the  inlet  period  and  the  back 
pressure  of  the  exhaust  gases  during  discharge. 

The  engine  follows  the  same  cycle  of  operations  as  the  old 
engine;  that  is,  by  one  movement  of  the  piston  it  takes  into  the 
cylinder  a  charge  of  gas  and  air  which  is  compressed  on  the  return 
stroke  into  a  space  at  the  end  of  the  cylinder,  there  to  be  ignited 
in  order  to  give  the  explosion  and  produce  the  power  stroke  ;  the 
power  stroke  is  then  followed  by  the  exhausting  stroke,  and  the 
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Fig.  119. — Ciossley  Otto  Engine,  9  HP  Nominal  (side  elevatioD,  back  endj. 

engine  is  ready  to  go  through  the  same  operations  to  prepare  for 
another  power  stroke.  In  this  engine  the  charge  of  gas  and  air  is 
admitted  by  the  inlet  valve  1,  which  is  of  the  conical  seated  lift  type ; 
the  valve  is  operated  by  the  lever  j  from  a  cam  k  on  thevalve  shaft  D. 
This  valve  shaft  is  rotated  at  half  the  speed  of  the  crank  shaft  by 
means  of  worm  wheels  or  skew  gear  e.  The  gas  supply  is  admitted 
to  the  inlet  valve  i  by  the  lift  valve  l,  which  valve  is  also  operated  by 
the  lever  and  link  n  and  cam  m,  controlled,  however,  by  the  centri- 
fugal governor  s.  The  governor  operates  to  either  admit  gas  wholly 
or  cut  it  off  completely,  so  that  the  variation  in  power  is  obtained 
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by  varying  the  number  of  the  explosions.  The  exhaust  valve  f  is 
also  a  conical  seated  lift  valve,  and  it  is  actuated  by  the  lever  c 
and  cam  h.  The  ignition  is  produced  by  admitting  a  portion  of 
the  compressed  inflammable  chaise  fix)m  the  compression  space  to 
the  tube  r,  rendered  incandescent  by  the  Bunsen  flame.     The 


Fig.  IK3,— Ctossley  Otlo  Engine,  9  HP  Nomiiml  (plan,  bock 


passage  to  the  igniter  tube  is  controlled  by  the  valve  o,  which 
valve  is  operated  by  the  lever  q  and  cam  p.  The  valve  0  is  double 
seated,  and  during  the  compression  period  of  the  engine  the  face 
'  nearest  the  compression  space  is  kept  up  against  the  seat  by  a 
powerful  spring;  the  incandescent  tube  is  thus  kept  open  to  the 
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atmosphere,  and  notwithstanding  any  leak  which  may  occur  from 
the  cylinder  the  tube  remains  empty  until  the  moment  when  it  is 
required  for  ignition.  When  the  valve  is  lifted  from  one  seat  a 
small  portion  of  the  compressed  mixture  is '  discharged  throi^h  a 
small  port  to  the  air,  and  this  clears  out  the  burned  gases, 
which  would  otherwise  render  ignition  irregular,  and  permits  pure 


FlS.  lar. — Cioialtf  Otlo  Engioc,  9  HP  Nominal  (end  elevation). 


combustible  mixture  to  reach  the  incandescent  internal  sur^ce  of 
the  tube  when  the  outer  valve  face  closes  on  its  seat.  This  device 
causes  the  ignition  of  the  explosive  mixture  at  the  proper  time. 

The  adoption  of  lift  valves  for  the  admission  and  discharge 
of  gases  to  and  fix>m  the  engine  cylinder  simplifies  the 
practical  problem  of  admittmg  and  discharging  with  the  least 
possible  throttling  or  wire  drawing.     So  long  as  slide  valves  were 


byGOOQiC 


304 


The  Gas  Engine 


used  to  admit  the  charge  to  the  cylinder,  it  was  difficult  to  provide 
a  sufficiently  large  inlet  area,  as  the  area  allowed  in  a  port  bearing 
against  a  slide  surface  determined  the  pressure  necessarj-  to  hold 
the  slide  against  the  valve  face  to  prevent  the  escape  of  flame 


when  the  compressed  mixture  was  exploded.  In  a  six  horse- 
power engine  of  the  old  type,  for  example,  the  inlet  port  in  the 
back  cover  was  i|  inches  long  by  \  inch  wide,  equal  to  1-5  square 
inches.     Assume  the  maximum  pressure  of  the  explosion  to  be 
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150  ibs.  per  square  inch,  then  the  slide  valve  must  be  pressed  to  its 
working  face  with  a  pressure  rot  less  than  115  lbs.  ;  as  a  matter  of 
fact  the  slide  was  pressed  up  to  its  work  with  a  pressure  of  about 
600  lbs.     When  it  is  considered   that  the  flame  temperature 
during  the  explosion  is  about  1600°  C.  it  is  easy  to  comprehend 
the  difficulty  of  keeping  the  slide  cool  enough  to  maintain  a  good 
working  surface  even  at  comparatively  low  pressures.     Designers 
of  slide  engines  for  this  reason  were  forced  to  content  themselves 
both  with  the  minimum  of  pwrt  area  and  with  low  compressions. 
Small  port  area  produced  naturally  considerable  resistance  to  the 
inflowing  charge,  and  low  compressions  prevented  the  attainment 
of  any  great  economy  of  gas 
consumption.      In    the    old 
engines,  the  velocity  of  flow 
of  the  air  and  gases  entering 
the  cylinder  often  exceeded 
244  feet  per  second,  so  that 
when  the  piston  reached  the 
out  end   of  its  stroke   the 
cylinder  was  not  filled  up  to 
atmospheric  pressure.    The  | 
eWl  of  throttling  in  this  way 
was    not    confined    to    the 

active  loss  of  power  due  to        g  1  ft 

the  resistance  to  the  charg-  1 — < — ■ — ■ — • — ■ — '  — — — ' — • — ■ — ' 
ing  stroke  of  the  piston  ;  the 
greatest  loss  was  caused  by 
the  considerable  reduction  in  the  weight  of  the  chaise  drawn  in, 
and  the  consequent  increase  in  the  proportion  of  the  exhaust  gas 
present  In  many  cases  it  was  found  that  the  contents  of  the 
cylinder  were  at  a  pressure  of  i^  lb.  per  square  inch  below  atmo- 
sphere when  the  engine  terminated  its  charging  stroke,  and  this 
meant  that  the  total  volume  ofcharge  admitted  was  reduced  by  20 
per  cent,  as  compared  with  the  charge  which  would  have  entered 
had  the  admission  area  been  sufficient  to  allow  the  cylinder  to  fill 
up  to  atmospheric  pressure.  The  proportion  is  greater  because  of 
the  large  volume  of  the  compression  space  which  must  be 
allowed  for  in  calculating  the  loss  due  to  deficit  of  pressure.     The 
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slide  valve  was  undoubtedly  a  formidable  difficulty  in  these 
engines,  now  happily  overcome  by  the  substitution  of  lift  valves. 
With  lift  valves  it  is  easy  to  provide  any  desired  admission  port 
area,  as  the  pressure  of  the  explosion  holds  the  valve  to  its  seat, 
and  large  valves  may  be  used  just  as  readily  as  smalt  ones.  In 
the  engine  illustrated  in  figs.  116-123  the  admission  area  is  6-5^ 
square  inches,  with  the  valve  full  open,  and  assuming  maximum 
opening  to  remain  during  the  whole  charging  stroke  the  velocity 
(rf  the  entering  charge  is  only  87  feet  per  second.  This  engine 
is  therefore  better  supplied  with  combustible  mixture  than  the  old 
slide  engine. 

The  compression  pressure  in  a  slide  valve  engine  is  limited  by 
the  difficulty  of  preventing  a  slide  from  cutting  on  its  face  at  high 
compression  and  explosion  pressures,  and  this  difficulty  is  also 
overcome  by  the  use  of  lift  valves  when  combined  with  an 
incandescent  tube  igniter. 

In  the  older  engines  the  importance  of  a  free  exhaust  exit  was 
not  fully  recognised,  and  although  the  exhaust  valves  were  lift 
valves,  the  discharge  area  provided  was  insufficient  Thus  in  the 
six-horse  slide  valve  engine  referred  to,  the  average  velocity  of  the 
exhaust  gases  past  the  exhaust  valves  was  137  feet  per  second; 
in  the  present  engine  it  is  only  48  feet  per  second.  The  exhaust 
gases  are  thus  better  discharged  tn  the  recent  engine.  Any 
increase  in  the  volume  of  the  exhaust  products  causes  loss  of 
economy  in  a  gas  engine  ;  a  small  proportion  does  little  harm, 
but  a.  large  volume  of  exhaust  heats  the  entering  charge  and  so 
raises  the  temperature  of  compression.  Premature  ignitions 
are  also  caused  by  the  compression  of  a  charge  mixed  with  hot 
exhaust.  Designers  now  endeavour  to  expel  exhaust  products 
as  completely  as  possible. 

The  engine  illustrated  has  several  bad  points,  and  it  appears 
to  the  author  to  be  one  issued  by  the  malters  while  they  were  in  a 
transition  stage,  probably  engaged  in  increasing  their  compression 
pressures.  To  get  the  best  possible  results  from  a  given  volume 
of  explosive  mixture,  it  should  be  compressed  into  a  combustion 
space,  having  the  minimum  of  port  capacity  communicating  with 
the  admission  and  exhaust  valves.  In  the  older  engines  this 
point  was   not  appreciated,  and  the  port   capacity  was  always 
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excessive.  In  this  engine  the  port  capacity  back  to  the  exhaust 
and  inlet  valves  is  undoubtedly  too  great.  Ports  act  as  con- 
densers for  the  flame  of  the  explosion,  and  rapidly  cool  the  ignited 
charge  at  a  time  when  it  least  bears  cooling.  Any  narrow  spaces 
should  also  be  avoided,  and  this  engine  presents  an  example  of 
attempting  to  increase  compression,  by  means  of  the  block  v 
attached  to  the  piston,  which  should  be  carefully  avoided  It  will 
be  noticed  that  the  block  v,  fig.  117,  projects  into  the  combustion 
space  through  the  reduced  diameter  part  x,  and  so  forms  the 
annular  space  y  between  the  piston  proper  and  the  reduced 
casing.  T^is  annulus  has  a.  cooling  effect  on  the  flame  under  the 
explosion  pressure  while  the  piston  a  is  practically  stationary,  but 
it  has  a  much  more  serious  cooling  effect  whenever  the  piston 
begins  to  move  out.  The  flame  gases  then  pass  through  the  space 
between  the  piston  block  v  and  the  ring  x  into  the  annulus  y, 
and  so  the  flame  is  dragged  through  a  cooling  or  condensing 
sur&ce,  and  considerable  loss  is  thus  caused.  Indeed  it  may  be 
at  once  stated,  that  to  gain  the  greatest  advantage  from  high  com- 
pressions the  whole  of  the  compressed  explosive  mixture  should 
be  contained  in  ow  space,  that  is  a  space  which  is  not  divided 
into  smaller  separate  spaces.  Ports  should  be  avoided  if  possible, 
and  the  flame  should  never  be  caused  to  flow  through  a  narrow 
space  into  a  wider  one,  as  is  done  in  this  engine.  The  compres- 
sion space  should  in  fact  he  as  nearly  cubical  or  spherical  as 
possible.  Notwithstanding  these  defects,  the  engine  shown  in  the 
illustration  gives  much  better  results  than  the  old  slide  valve 
engines.  For  the  purpose  of  comparison  the  author  made  prac- 
tically simultaneous  tests  on  the  engine  illustrated  and  on  an 
old  slide  valve  engine  of  six  horse  fKJwer  (nominal).  The  results 
obtained  are  given  in  the  table  on  page  310,  and  all  the  important 
valve  settings  and  numbers  are  also  given. 

Fig.  124  is  a  diagram  from  the  engine  illustrated.  It  is  a  fair 
example  of  those  taken  during  the  test. 

Fig.  125  is  the  corresponding  light  spring  diagram. 

Fig.  126  is  a  diagram  from  the  slide  valve  engine  which  has 
been  referred  to,  and  (ig.  127  is  a  light  spring  diagram  also  from 
the  slide  valve  engine. 

The  scales  of  the  diagram  figs.  124  and  126  are  different,  as 
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one  required  a  much  stronger  indicator  spring.  It  will  be  ob- 
served that  the  slide  valve  engine  only  gives  an  available  working 
pressure  of  54*8  lbs.  per  square  inch,  while  the  lift  valve  engine 
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o«,  JO  cb.  ft,  pet  huur  ■  bralc  HP,  ISJS  :  tonsumpi.  per  BHP  pfT  hout, 
i.n. ;  mcui  pre^^ure,  St^j  1t».  :  max.  pr«9ur«,  300  Ibt, ;  prtasuTc  befon  ignii 
I  It*, ;  scak  o(  tptiag,  li^"  pet  lb. 

Fic.  124.— Crossley  Otto  Engine,  9  HP  Nominal  (diagram). 


gives  81 '5  lbs. ;  and  on  comparing  the  light  spring  diagrams  it  wiU 
be  seen  that  with  the  slide  valve  engine  the  pressure  falls  consider- 


Sciile  of  iprlnc,  A"  per  lb. ;  mran  ptesiuit,  a's  lbs.  :  chara inj  i 
(ouU  misujice  running  Lo««,  ^'3  IHF. 

Fk;.  125.  — Crossic;  Otto  Eogine,  9  HP  Nomioal  (light  spring  diagram). 

ably  below  atmosphere  at  the  end  of  the  charging  stroke,  while 

with  the  other  engine  the  pressure  rises  nearly  to  atmosphere 
tiefore  the  stroke  terminates. 
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Crvss!ty  Otto '  Scavenging '  Engine.— The  Crossley  Otto  engines 
now  built  differ  to  a  considerable  extent  from  tbe  engine  No. 
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Fio.  126.  -Crossley  Olio  Engine,  6  HP  slide  valve  (diagram). 

19772  which  has  been  here  discussed.  Figs.  iz8  and  128A  show 
the  external  appearance  of  the.  present  engines.  Fig,  12S  shows 
the  30  HP  nominal  engine  of  17  in.  cylinder  and  24  in.  stroke, 


ScBh  gf  iprini,  A"  P«  lb.:  mean  pituure,  vSj  i  rlureinB  rtsislanee,  oj  IHP; 
loul  muUDce  mnning  loose,  I'a;  IHP. 

Fig.  117. — Crossley  Otto  Ei^ne,  6  HP  slide  valve  (light  spring  diagram). 

intended  for  ordinary  driving  and  running  at  160  revolutions  per 
min.     Fig.  izSa  is  the  30  HF  nominal  electric  lighdng  engine  of 
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Principal  Particulaks 
OF  A  6  NHP  Crossley  Otto  Gas  Engine,  built  ab 
AND  A  9  NHP  Crossle*  Otto  Gas  Ekgine,  No.  1977a,  1 


Explqfugq  pn£«ure ,         . 
Man  kVuUUc  pnuure 

TndicBfciL  b-^nc  power   - 
Brake  hone  power . 

<iiKliidiu[  Ignition) 
Gu  per  IHP  per  hour  . 
Guper  BHPpeT  hour  . 
Mechanical  efficiency  . 
Area  of  charge  inlet  port 


Eihauu  valve  KCtiDg    . 

Charge  vekcih^ 
■'.ahuut  velocity 

•awa  als^b^  c 
exhauning  . 

laa  Inlet  v^ve 


I    6NHPEngine.  No  tfiSi   |  a  NHP  Encioe,  No.  197 
6"  diun.  cylinder  X 16"  lUofce  g("  diam.  cylioder  x  iB"sIi 


in,  above    |  4S  lbs.  per  iq.   in. 


anleE  valve  tf' 
lift)  6-5.  «.in:i. 

.  Opens  dead  on  ID 

Is  I"  open  when  piston  u        held 
onincentn,  »ndi"openl      and  > 


,)<r  lift)  '-fis    ,(3"   6 


when  tbe  |in<>n 
of  piaton    the 

'ilTim  11-79 

le  inston  is  ^y 
end   of  stroke. 


Ignition  port  in  1I 
J"  open  when  in 


{Lift     valve     lube     Igniter) 

^"f."^-'^"^ 

opens  It"  before  conpra. 

sicKi  u  complete,  but  only 

87  ft.  per  BC. 

4B  ft.  per  sec 

0-7  IHP 

i"diani.><r]ift 

When  pisloo  has  goae  aj" 

forward  ttwAe  valve  open*, 
and  does  not  dose  till  oat 

centn  has  been  owaed  aiKl 

fdMonretiims-r..  Valve 

IS  A"  open  when  piston  13 

full  out 

17  in.  diam.  cylinder  and  21  in.  stroke,  which  runs  at  230  revolu- 
tions per  min.,  and  with  coal  gas  will  indicate  a  maximum  power 
of  117  horse.     The  engines  now  supplied  are  of  the 'scavenging' 
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type.  The  general  external  appearance  is  similar  to  that  illus- 
trated, but  an  important  modification  is  made  in  the  operations 
performed  by  the  engine.     In  addition  to  the  cycle  of  operations 


described,  the  engine  is  so  arranged  that  the  exhaust  gases 
formerly  remaining  in  the  combustion  space  are  swept  out  and 
the  combustion  space  filled  with  air.  The  combustible  chaise  in 
this  engine  is  therefore  a  pure  mixture  of  gas  and  air  without  any 


exhaust  gases.  To  accomplish  this  clearing  out  ot  the  burned 
gases  and  their  replacement  by  air,  advantage  is  taken  ot  the 
oscillations  or  waves  of  pressure  set  up  in  the  exhaust  pipe  by 
the  dischai^e  of  the  exhaust  gases.  It  has  long  been  known  that 
in  a  gas  engine  exhaust  pipe  the  pressure  of  dischai^e  is  suc- 
ceeded by  a  partial  vacuum,  and  this  vacuum  again  succeeded 


by  pressure,  in  fact  that  under  certain  circumstances  an  oscilla- 
tion of  pressure  is  set  up  in  the  exhaust  pipe,  giving  a  fall  of 
pressure  at  certain  periods  after  the  exhaust  valve  is  opened. 
Messrs.  Crossley  &  Atkinson  take  advantage  of  this  fact,  and 
so  control  the  pressure  wave  and  the  following  vacuum  that  after 
the  exhaust  gases  have  been  liberated  from  the  cylinder  of  the 
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engine  the  high-pressure  discharge  is  succeeded  by  a  racuum, 
the  period  of  the  vacuum  coinciding  wiih  the  approach  of 
the  piston  to  the  end  of  its  exhaust  stroke.  By  then  keeping 
open  the  exhaust  valve  and  opening  the  chaise  or  an  inlet  valve 
while  the  exhaust  valve  is  open,  a  charge  of  pure  air  is  drawn 


through  the  combustion  space  to  sweep  out  the  burned  gases  from 
the  compression  sjiace.  ^Vhen  the  charging  stroke  is  complete 
the  whole  cylinder  is  thus  filled  with  a  pure  mixture  of  gas  and 
air  without  the  deleterious  burned  gases.  To  accomplish  this 
sweeping  out  in  a  satisfactorj'  manner  it  is  necessary  to  shape  the 
cyUnder  so  as  to  favour  the  free  flow  of  the  entering  air. 


Figs.  129,  130,  131,  132  are,  respectively,  vertical  section;  sec- 
tional plan  ;  end  elevation  ;  and  transverse  section  illustrating  the 
arrangement  of  a  4  HP  nominal  engine  tested  by  the  author  at 
Messrs.  Crossley's  works  in  Manchester. 

Fig.  133  illustrates  in  a  diagratnmatic  way  the  settings  of  the 
valves  in  that  engine. 

The  desired  delay  in  the  production  of  the  vacuum  is  brought 
about  by  attaching  an  exhaust  pipe  c  of  about  65  ft.  long.  Quiet- 
ing chambers  may  be  placed  at  the  end  of  that  length  of  pipe 
without  affecting  the  result,  but  no  lai^e  expansion  or  chamber 
should  be  put  nearer  to  the  engine  cylinder.  The  energy  of  dis- 
charge of  the  exhaust  sets  the  long  column  of  gases  filling  the 
pipe  in  oscillating  motion,  and  enables  a  considerable  reduction  of 
pressure  to  be  produced  just  as  the  piston  is  completing  its  ex- 
,B 


Fig.  133.— Crossley  Otto  Scavenging  Engine  (valve  settings). 

haustin(;  stroke.  Fig.  134  is  a  light  spring  diagram  taken  from  the 
engine  during  the  author's  test,  and  it  plainly  shows  the  effect  of 
the  vacuum  so  produced  in  the  exhaust  pipe.  It  will  be  noted 
that  at  the  termination  of  the  exhausting  stroke  the  pressure  in 
the  cylinder  has  fallen  to  2  lbs.  per  square  inch  below  atmosphere, 
a  reduction  of  pressure  amply  sufficient  to  cause  a  flow  of  air  from 
the  atmosphere  sweeping  through  the  cylinder. 

On  figs.  130  to  132  the  arrows  show  the  direction  of  the  air 
current  passing  in  by  the  inlet  valve  a  through  the  specially  shaped 
cylinder  and  out  at  the  exhaust  valve  b. 

In  fig.  133  the  air  inlet  valve  is  opened  while  the  crank  is  in 
the  position  D,  and  the  exhaust  valve  is  held  open  till  the  crank 
reaches  the  position  b.  The  exhaust  valve  opens  again  at  a,  and 
it  is  held  open  to  b  position  instead  of  as  usual  to  c  position.  The 
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inlet  valve  is  thus  held  open  during  the  existence  of  a  partial  vacuum 
in  the  exhaust  pipe,  and  so  a  '  scavenging '  charge  of  air  is  drawn 


Scale  of  iprine,  A"  per  lb. ;  chufing  and  loiveiiguil  diacnin ; 
chaiging  dWnni  of  4  NHF  Croulcy  Olto^ngine. 

Fir,.  i34.->Crossley  Otto  Scavenging  Engine  (lighl  spring  diagram). 

through  the  combustion  space  and  the  products  replaced  by  pure 
air. 

FiS-  135  is  3  diagram  taken  by  the  author  during  his  test  of  the 
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67  lbs. ;  tpring,  il„". 
Kic.  135.— Ciossley  Olio  Scavenging  Engine  (power  diagmai), 

scavenging  engine  at  Messrs.  Crossley's  works,  Openshaw.  The 
leading  particulars  are  marked  upon  the  diagram,  from  which  it 
wilt  be  observed  that  the  engine  gave  results  which  were  most 
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remarkable  both  from  the  points  of  power  and  economy.  The 
engine,  although  only  7  in.  diam.  cylinder  and  15  in.  stroke,  gave 
practically  i2-brake  horse  power  on  a  gas  consumption  of  17  cb.  ft. 
per  brake  horse  power  hour,  a  surprisingly  good  result  for  so  small 
an  engine.  Openshaw  gas  is  20  candle  power,  and  has  a  heat 
value  of  S3,ooo  ft  lbs.  per  cb.  ft 

Diagrams  and  Gas  Consumption. ~^T^t  diagrams  given  at  figs. 
124,  125,  126,  127,  134  and  135  illustrate  very  fairly  the  progress 
made  in  the  Crossley  Otto  engine  from  the  old  slide  valve  engine 
to  the  present  lift  valve  scavenging  engine,  and  it  is  interesting  to 
compare  the  consumption  of  these  three  engines.  They  are  as 
follows  : 


Slide  ralve  enpne      .        .        .  !     as's  cb.  ft.     j     34  cb.  ft.       1      30  lbs. 
Lift  valve  engine.  No,  19773     .  :     31-acb.ft.         35'9  cb.  fl.  46  lbs. 

Lift  valve  scavenging  engine      .         14-5  cb.  ft.  17  cb.  ft.        I       S/'slbs. 


The  advance  made  by  the  Messrs.  Crossley  is  quite  unmis- 
takable ;  the  brake  consumption  is  now  just  about  half  of  the 
consumption  in  a  Crossley  Otto  engine  buih  in  1881.  No  doubt 
many  of  their  slide  valve  engines  were  more  economical  than  the 
one  tested  by  the  author,  and  the  gas  consumption  of  engine 
No.  19772  does  not  represent  the  most  favourable  result  attained 
by  the  Messrs.  Crossley  before  the  advent  of  the  scavenging  engine. 
Thus  the  Crossley  engine  tested  at  the  Society  of  Arts  trials  at  the 
end  of  1888  had  a  cylinder  of  9-5  ins,  diameter  and  a  stroke  of 
18  ins.  The  gas  consumed  per  indicated  horse  power  per  hour 
was  20'55  cb.  ft.  and  per  brake  horse  power  23"87  cb.  ft.  The 
compression  pressure  was  6i'6  lbs.  per  sq.  in.  above  atmosphere. 
The  indicated  power  was  17-12  horse,  brake  power  1474  horse, 
and  the  speed  of  the  engine  t6o  revs,  per  minute.  The  mean 
effective  pressure  was  67-9  lbs.  per  sq.  in.  and  the  initial  pressure 
of  the  explosion  197  lbs.  per  sq.  in.  above  atmosphere. 

The  author's  test  of  the  4  HP  Crossley  Otto  scavenging 
engine  was  made  in  August  1894,  so  that,  taking  the  Society  of 
Arts  Crossley  engine  as  the  most  economical  up  to  that  date,  from 
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t888  to  1894  the  Messrs.  Crossley  succeeded  in  reducing  the  gas 
consutnption  per  brake  horse  power  from  24  to  17  cb.  ft. 

It  is  to  be  remembered  that  this  figure  of  17  cb.  ft.  per 
brake  HP  was  obtained  with  a  small  engine.  Mr.  Atkinson,  of 
Messrs.  Crossley,  has  given  the  author  results  of  a  test  made  with 
an  engine  of  iij  in.  diam.  cylinder  and  31  in,  stroke  also  at  Man- 
chester. The  power  indicated  was  46-8  horse,  and  the  gas  con- 
sumption was  only  13-35  cb.  ft.  per  IHP  hour.  The  consumption 
of  17  cb.  ft.  per  brake  HP  per  hour  is  the  lowest  of  which  the 
author  has  experience  with  an  engine  so  small.  It  will  be  observed 
that  increasing  economy  in  the  Crossley  Otto  engine  has  always 
been  accompanied  by  an  increase  of  compression;  thus  a  compres- 
sion of  30  lbs.  in  the  slide  valve  engine  of  1881  has  been  displaced 
in  1894  by  a  compression  of  87-5  lbs. 

Compression  has  evidently  some  part  in  securing  the  advan- 
tages of  the  present  engine.  Mr,  Atkinson,  in  a  paper  read  before 
the  Manchester  Association  of  Engineers,  attributes  the  whole  of 
the  economy  of  the  recent  engine  to  the  discharge  of  the  burned 
gases  and  their  replacement  by  pure  air.  In  this  the  author  does 
not  agree  with  him  ;  he  will,  however,  reserve  the  discussion  of  the 
matter  to  a  general  chapter  upon  gas  engine  economy,  and  he  will 
now  proceed  to  give  a  short  account  of  the  Otto  engines  of  other 
makers. 

Tie  Stockport  Ofto  Ensiw.— Messrs.  J.  E.  H.  Andrew  &  Co. 
of  Reddish  now  build  a  well-designed  and  carefully  made  Otto 
engine  which  they  call  the  '  Stockport  Otto.'  Figs.  136,  137  and 
138  illustrate  its  principal  details.  Fig.  136  is  a  side  elevation  of 
the  cylinder  and  back  part  of  the  engine  frame  showing  the  back 
cover  in  longitudinal  section  through  the  admission  valves.  Fig.  1 37 
is  an  end  elevation  looking  on  the  back  cover,  partly  in  section  to 
show  the  igniting  valve,  the  charging  valve,  and  the  exhaust 
valve. 

Fig.  138  is  a  section  on  a  largA"  scale  of  the  incandescent  tube 
and  the  timing  and  starter  valve. 

In  fig.  1 36  the  gas  and  air  admission  valve  is  shown  nearest  to  the 
combustion  space,  the  air  to  supply  it  being  drawn  along  a  passage 
cast  outside  the  cylinder  water  jacket,  from  the  bed  of  the  engine, 
which  serves  asan  air  suction  silencer.  The  gas  supply  valveis  shown 
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outside  the  charge  admission  valve ;  it  is  pressed  down  to  its  seat 
by  a  spring  above  it,  and  when  it  is  lifted  the  gas  from  the  gas  pipe 


Fig.  136.— Slockpoit  Otto  EogiDc  [side  elevation). 


Fig.  137.— Slockport  Olto  Engine  (end  elevation). 

passes  directly  into  the  chamber  under  the  charging  valve  and 
mixes  with  the  air  entering  the  cylinder.    The  gas  valve  is  operated 
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by  a  lever  similar  to  those  shown  in  fig.  137,  but  the  centrifi^I 
governor  shown  in  fig.  136  controls  the  lever  by  means  of  an  inter- 
posing lever  shown  as  connected  to  the  governor  sleeve,  A 
short  straight  port  communicates  with  the  interior  of  the  cylinder 
from  above  the  chai^ng  valve.  In  fig.  137  the  charging  valve  is 
again  seen  in  section  in  the  middle  of  the  cylinder  ;  the  exhaust 
valve  is  also  shown  in  section  at  the  lefl-hand  side  of  the  drawing  ; 
both  valves  are  brought  to  their  seats  by  springs,  and  are  operated 


Fig.  138.— Stockport  Otto  Engine  (section  incandescent  tube  and  staner). 

by  levers  from  the  side  shaft.  In  fig.  137  is  also  shown  a  section 
of  the  igniter  tube  and  its  timing  valve.  The  timing  valve  opens 
into  the  port  above  the  admission  valve,  and  it  is  controlled  by  a 
lever  and  cam  shown.  From  fig.  137  it  will  be  seen  that  the  exhaust 
valve  is  also  connected  to  the  cylinder  by  a  short  straight  port 
The  section  of  igniter  tube  and  starting  valve,  fig,  138,  shows  an 
incandescent  metal  igniter  tube  c,  heated  in  the  usual  manner, 
but  having  a  small  internal  tube  passing  into  it  from  the  space 


controlled  by  the  timing  valve  F.     The  valve  a  is  used  for  starting, 
and  will  be  described  later  on.    The  lever  d  opens  the  timing 


Fig.  140.— Slock  port  Otto  Engine  (power  disgram,  90  lbs.  compression). 


valve  Fat  the  proper  moment  and  admits  compressed  inflammable 
mixture  from  the  port  above  the  admission  valve  of  the  engine  to 
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the  tube  g  by  way  of  the  internal  tube.  The  mixture  then  ignites, 
and  the  explosion  is  communicated  to  the  cylinder.  The  chamber 
above  the  valve  a  serves  to  cause  a  sufficient  rush  through  the 
tube  G  to  make  certain  that  explosive  mixture  reaches  the  incan- 
descent surface  of  the  tube  ;  the  valve  f  is  held  open  long  enough 
to  allow  the  whole  of  the  contents  of  the  spaces  and  igniter  to 
discharge  into  the  exhaust  valve  so  as  to  be  ready  for  another 
explosion. 

Diagrams  and  Gas  Consumption. — Mr.  A.  R.  Bellamy  of 
Messrs.  Andrew  &  Co.  has  been  good  enough  to  send  the  author 
the  diagrams,  hgs.  139  and  140,  which  have  been  taken  by  him 
from  a  Stockport  Otto  engine  of  the  constraction  described.  The 
engine  had  a.  cylinder  of  9I  in.  diameter  and  a  stroke  of  17  in. 
The  particulars  of  each  test  have  been  marked  under  the  diagram. 


Salt  of  ipring,  -it"  pel  lb. ;  cbugrng  diigrun  ban  Engine  No.  6143  i 
Fin.  141. — Stockpoft  Olio  Engine  (light  spring  di«gn»m). 

The  diagrams  are  especially  interesting,  as  they  are  taken  from 
the  same  engine,  but  with  a  sraaller  compression  space  in  the  one 
case  than  in  the  other.  In  the  first  diagram  the  compression  space 
is  proportioned  to  give  a  compression  pressure  of  6a  lbs.  pei  square 
inch,  while  in  the  second  the  compression  is  90  lbs.  per  square 
inch  above  atmosphere.  The  difference  in  economy  is  marked,  as 
with  the  lower  compression  the  engine  consumed  19  ch.  ft.  per 
IHP  hour,  and  with  the  higher  compression  only  176  cb.  ft.  per 
IHF  hour.  Fig.  141  is  a  light  spring  diagram  from  the  same 
engine. 

Stockport  Otto  400  HP  Engine. — Messrs.  Andrew  &  Co.  have 
built  perhaps  the  largest  gas  engine  in  the  world,  and  they  have 
kindly  supplied  the  author  with  drawings  from  which  the  illustra- 


tions,  figs.  14Z,  146,  have  been  prepared.  The  principal  dimen- 
sions and  a  list  of  the  parts  are  marked  upon  the  figures.  The 
arrangement  of  the  engine  is  novel  and  interesting  ;  two  cylinders 
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are  mounted,  tandem  fashion,  on  a  bed  plate.  To  avoid  passing 
a  piston  rod  through  a  combustion  space  the  pistons  are  connected 
by  a  system  of  piston  rods,  crossheads  and  side  rods ;  both  pistons 
thus  connect  to  one  crank  shaft  by  a  common  connecting  rod. 
Each  cylinder  operates  on  the  Otto  cycle,  but  the  valves  are  timed 
to  make  the  explosions  alternate,  and  so  an  impulse  is  obtained  for 
every  revolution  of  the  fly-wheel. 

The  engine  is  applied  to  actuate  a  mill  at  Godalming,  and  it  is 


supplied  with  gas  generated  by  a  Dowsor  plant.  The  maximum 
indicated  power  is  stated  to  be  400  horse.  The  author  has  not  as 
yet  obtained  indicator  diagrams  from  this  engine. 

Barker's  Olto  Engine. — In  the  examples  which  have  been  given 
of  the  Crossley  and  Stockport  Otto  engines  it  will  be  observed  that 
both  charging  and  exhausting  valves  communicate  with  the  interior 
of  the  cylinder  by  ports  of  considerable  dimensions.  The  ports  in 
(he  Stockport  engines  are  smaller  than  those  in  the  Crossley; 
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other  conditions  being  similar,  an  engine  where  the  whole  of  the 
mixture  is  contained  in  one  large  space,  without  small  subsidiary 
spaces,  is  less  liable  to  loss  of  heat  at  the  maximum  tempq;ature 
of  the  explosion.  It  follows  from  this  that  if  ports  and  pass^es 
can  be  avoided,  then  greater  economy  will  be  obtained.  It  is  very 
convenient  from  a  constructive  point  of  view  to  build  gas  engines 
with  ports,  because  it  allows  the  charging  and  admission  valves 
to  be  contained  in  separate  casings,  which  can  be  bolted  on  the 
cylinder  facings.  Such  ca^ngs  also  allow  of  the  easy  removal 
of  the  valves  for  cleaning,  by  merely  unscrewing  a  light  cover. 


flG.  145.— Slockport  Ol(o  Engine,  Fig.  146.— Stockport  Olio  Engine, 
400  IHf  (longitudinal  section  through  400  IHP  (longitudinal  section  through 
exhaust  valve).  gas  and  air  valves). 

Notwithstanding  the  great  convenience  of  passages,  it  is  important 
to  dispense  with  them. 

Messrs.  T.  B.  Barker  &  Co.  of  Birmingham  have  kepi  this 
point  well  in  view  in  designing  their  Otto  engine,  which  is  illustrated 
at  figs.  147-149.  Fig.  147  is  a  side  elevation  of  the  engine  with 
part  of  the  cylinder  in  section  to  show  the  valve  arrangements. 
Fig.  148  is  a  plan  and  fig,  149  is  an  end  elevation.  Here  port 
surfece  has  been  practically  abolished,  as  the  valves  are  placed  so 
as  to  open  directly  into  the  cylinder.  The  exhaust  valve  i  and 
the  charging  valve  2  are  carried  in  separate  turned  sleeves,  which 
fit  into  bored  recesses  terminating  at  their  inner  ends  in  conical 
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valve  seats.     The  sleeves  are  held  up  to  their  respective  conical 
seats  by  a  bridge  piece  3  screwed  on  by  the  single  nut  4.     The 


ends  of  the  bridge  piece  bear  upon  the  ends  of  the  sleeves,  and  on 
screwing  up  the  nut  4  both  sleeves  are  firmly  pressed  home.  The 
valves  are  pulled  to  their  seats  by  the  spring  5  which  also  acts  by 
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a  bridge  or  srimip.  The  valves  are  opened  by  levers  6,  one  of 
ffhich,theadmis5ionvalve,ishereseenin  the  end  elevation,  fig.  149. 
The  levers  are  operated  by  cams  on  the  usual  two  to  one  shaft. 
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By  this  airangement  the  upper  surface  of  the  exhaust  valve  i 
fonns  part  of  the  interior  surface  of  the  cylinder,  and  so  far  as  the 
exhaust  valve  is  concerned  the  prejudicial  port  surface  is  abolished. 
The  chaining  valve  z  also  opens  directly  into  the  cylinder,  but 
here  it  has  been  found  advisable  to  allow  the  charge  to  enter  the 
cylinder  by  way  of  a  recess  or  cavity  7  ;  this  recess,  however,  is  very 
open,  and  does  not  appreciably  increase  the  cooling  surface.  It 
has  been  found  desirable  to  have  a  cavity  7  in  order  to  make  cer- 
tain of  pure  inflammable  mixture  for  the  igniting  tube.  This  is 
the  more  necessary  as  the  igniting  tube  operates  without  requiring 
a  timing  valve. 

The  gas  valve  is  shown 
at  8,  tig.  149,  and  it  is 
operated  by  the  lever  9, 
the  governor  10  controlling 
the  gas  supply  in  the  usual 
manner.  The  ignition  tube 
1 1  remains  at  all  times  open 
to  the  engine  cylinder,  and 
the  time  of  ignition  is  ad- 
justed by  the  position  of 
the  incandescent  part  of 
the  tube.  To  vary  this 
position  the  Bunsen  burner 
is  moved  upu'ards  or 
downwards  as  required. 
A   very   accurate    adjustment  of   ignition   is    obtained  in   this 

The  air  supply  is  admitted  to  the  annulus  \2,  and  it  passes 
through  apertures  in  the  sleeve  carrying  the  admission  valve. 
The  exhaust  gases  are  dischai^ed  by  way  of  the  pipe  13. 

The  engine  illustrated  is  of  12  HP  nominal,  and  it  gives 
excellent  results,  as  may  be  seen  from  the  accompanying  dia- 
grams, figs.  150  and  151.  Fig.  150  is  a  diagram  taken  with 
the  engine  fully  loaded,  and  fig.  151  with  the  engine  running 
light  without  load.  The  timing  of  the  ignition  when  running 
without  load  is  as  perfect  as  when  full  load  is  carried.  These 
two  diagrams  prove  that  the  open  tube  igniter  without  timii^ 
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valve  is  quite  capable  of  producing  accurately  timed  explosions 
under  widely  varying  conditions  of  temperature  and  compqsition 
of  mixture. 

Diagrams  and  Gas  Consumption. — An  engine  of  the  kind 
illustrated  was  tested  at  the  Saltley  Gas  Works  of  the  Birmingham 
Corporation  at  the  beginning  of  1894  by  Mr,  J.  W.  Morrison. 
Fig.  152  is  one  of  the  diagrams  then  obtained  with  the  principal 
results  of  the  test  marked  under  it.  From  this  it  appears  that 
the  engine  consumed  as  an  average  of  four  experiments  21-3 
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Fig.  150.— Full  Load  Diagram. 
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cb.  ft.  of  gas  per  brake  HP  per  hour,  or  172  cb.  ft.  per  IHP 
hour  This  is  an  admirable  result  with  Birmingham  gas.  As  the 
compression  was  only  50  lbs.,  it  is  evident  that  much  of  the 
efficiency  of  the  engine  was  due  to  the  very  good  arrangement  of 
the  combustion  space  and  valves.  This  engine  was  designed 
for  Messrs.  Barker  by  Mr.  F.  W  Lanchester  In  the  author's 
opinion  Mr  Ijjichester  is  to  be  congratulated  on  the  excellence 
of  the  results.  At  the  time  the  test  was  made  the  author  believes 
the  consumption  to  be  the  lowest  then  recorded. 

Tangye^  Otto  Engine. — The  Otto  gas  engine  constructed  by 
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Messrs.  Tangye  does  not  appear  to  have  any  features  calling  for 
special  mentioa     In  the  smaller   engines  Pinkney's  ingmious 


ScukoTiiaiDK,  ih''PB'll>>  ■  "v.  per  nun.  194;  lunning  Htlit. 
Fig.  151.— No  Load  Diagram.     13  NHP  Barker  Olto  Eo^ne. 

momentum  governor,  described  on  pi^e  235  of  this  work,  is 
adapted  to  the  Otto  cycle,  but  in  the  larger  engines  the  centrifugal 
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governor  is  used.  The  combustion  chamber  also  is  somewhat 
conical  instead  of  being  cylindrical.  Indeed,  Messrs.  Tangye 
appear  to  claim  special  advantages  in  silencing  the  explosion  by 
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means  of  this  conical  shape ;  no  doubt  a  conical  chamber  does 
possess  certain  advantages,  and  these  advantages  ivere  fully 
appreciated  by  the  author  as  early  as  the  year  1880,  as  may  be 
seen  by  examining  the  section  of  his  engine  on  page  187  of  this 
work. 

Messrs.  Tangye's  engine  is  well  made,  and  the  design  is 
characteristic.  Fig.  153  illustrates  the  general  appearance  of  the 
engine,  and  fig.  154  is  a  diagram  which  Messrs.  Tangye  were 
good  enough  to  send  the  author,  giving  the  results  claimed  b)' 
them  for  a  large  gas  engine. 


Ftc.  154.— Dii^ram  from  35  NHP .Tangycs'  Olio  Engine. 


Burfs  Compound  Otto  Engine. — Many  attempts  have  been 
made  to  utilise  the  compound  principle  in  the  gas  engine  in  order 
to  expand  the  compressed  charge  to  a  greater  volume  than  that 
existing  before  compression.  Otto,  Crossley,  Atkinson,  Clerk 
and  many  others  have  experimented  in  this  direction,  but  so  far 
without  success.  The  engine  known  as  Burt's  Acme  Compound 
Engine  is  in  reality  an  expansion  engine  and  not  a  compound,  as 
in  it  the  full  initial  pressure  is  applied  to  both  cyhnders.  That  is, 
both  pistons  get  the  maximum  pressure  of  the  explosion ;  the 
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pistons  between  them,  however,  expand  the  compressed  gases  to  a 
greater  volume  than  their  volume  before  compression,  and  so  the 
engine  is  well  worthy  of  study  by  engineers  interested  in  some 
difficulties  of  compound  gas  engines. 

Professor  ^V.  T.  Rowden,  writing  on  a  report  on  the  engine 
giving  the  results  of  a  test  made  in  Gla^ow,  says  :  '  The  chief 
novelty  in  the  engine  is  the  method  of  obtaining  expansion  of  the 
fired  charge  beyond  the  volume  occupied  by  the  mixed  gases  at 
the  end  of  the  intake  portion  of  the  cycle. 

'  From  the  Otto  and  Clerk  engines,  and  from  others  which  are 
more  or  less  copies  of  these  two  types,  the  products  of  combustion 
begin  to  escape  whilst  still  at  a  pressure  of  from  30  to  40  lbs. 
above  atmosphere.  The  "  Acme "  engine  secures  the  desired 
expansion  in  a  simple  manner,  and  the  exhaust  is  almost  noiseless. 
Moreover,  the  temperature  of  the  exhausted  gases  is  so  reduced 
by  the  cooling  effect  of  the  expansion  as  to  remove  all  danger  of 
fire  from  a  heated  exhaust  pipe.  Referring  to  the  engraving 
of  a  2  HP  (nominal)  engine  [see  fig.  155],  it  will  be  seen  that 
two  cylinders,  pistons  and  shafts  are  used,  the  two  shafts  being 
connected  by  toothed  wheels,  which  are  geared  in  the  ratio  of 
2  to  I,  The  piston  of  the  cylinder  seen  on  the  right,  which  is 
connected  to  the  slow  moving  shaft,  sweeps  a  less  volume  than 
the  other  does,  besides  making  only  half  the  number  of  strokes. 
This  smaller  volume  is  secured  either  by  shortening  the  crank  or 
lessening  the  diameter  of  the  cylinder,  or  by  the  two  combined. 
The  two  wheels  are  engaged  so  that  when  the  fast-moving  piston 
{on  left)  is  at  its  outer  and  inner  dead  points,  the  other  is  distant 
from  its  dead  points  by  a  distance  corresponding  to  a  motion  of 
about  45  degrees  of  its  crank,  an  amount  of  travel  corresponding 
roughly  to  one-seventh  of  the  whole  stroke.  This  piston  regulates 
the  firing  and  the  exhaust  by  having  the  firing  tube  inserted 
through  the  cylinder  at  about  one-seventh  of  its  stroke  from  the 
inner  dead  point,  and  having  ports  opening  from  the  cylinder  at 
the  outer  seventh.  Thus  only  one  valve  is  required,  namely,  an 
automatic  lift  valve  for  admitting  the  charge  of  gas  and  air,  and 
for  preventing  the  formation  of  a  partial  vacuum  in  the  cylinders 
when  the  engine  misses  an  explosion  by  being  governed.' 

By  this  clever  device  of  two  pistons  operated  by  cranks  geared 
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together  in  the  ratio  of  two  to  one,  the  Acme  engine  succeeded  in 
getting  a  considerable  range  of  expansion  beyond  that  given  by 
other  engines. 

Figs.  156,  IS7  and  158  are  respectively  side  elevation,  sec- 
tional plan  and  end  elevation  of  a  12  HP  nominal  engine. 
The  cylinder  i  is  open  at  all  times  to  the  cylinder  3  by  the 
wide  short  port  3,  and  the  piston  a  in  cylinder  i  makes  double 


Fig.  155.— Burl's  Compound  Otto  Engine. 


the  number  of  strokes  of  the  piston  b  in  the  cylinder  2.  The 
crank  a'  connects  to  the  piston  a,  and  the  crank  b'  to  the  piston 
B ;  these  cranks,  as  will  be  seen,  have  separate  shafts,  which  are 
geared  together  by  the  toothed  wheels  c.  The  automatic  lift  valve 
4  admits  a  mixture  of  gas  and  air  to  both  cylinders  by  way  of 
the  port  5,  and  and  this  valve  4  is  supplied  with  gas  by  way  of 
the  valve  6  (fig,  156).    The  gas  valve  is  controlled  by  the  irteitia 
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governor  7,  which  causes  the  blade  8  to  miss  the  gas  valve  stem  6 
when  it  is  necessary  to  cut  out  ignitions.  The  tube  igniter  9  opens 
into  the  cylinder  a,  and  is  uncovered  at  the  proper  time  for  ignition 


by  the  piston  b  ;  that  is  about  the  position  shown  in  the  drawing, 
the  piston  B  one-seventh  on  its  forward  stroke,  and  the  piston  a 
just  on  the  in-centre.  During  the  time  the  piston  a  is  making  its 
complete  out-Stroke,  the  piston  "b  has  moved  out  about  i  of  its 
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stroke,  and  has  uncovered  the  ports  lo,  which  are  the  exhaust 
ports.  These  ports  are  cylinder  ports  such  as  were  used  in  the 
Clerk  engine.  The  pressure  in  both  cyhnders  then  falls  to 
atmosphere,  and  the  piston  a  makes  its  return  stroke,  while  the 
piston  B  is  uncovering  the  ports  lo  and  covering  them  again.      The 


piston  B  is  just  closing  the  ports  lo  when  the  piston  a  completes 
its  exhausting  stroke,  and  the  next  out-stroke  of  a  draws  into  the 
cylinder  a  mixture  of  gas  and  air  by  way  of  the  automatic  lift 
valve  4,  and  when  the  out  charging  stroke  is  completed  the  piston 
B  covers  the  igniter  tube  port  and  does  not  uncover  it  till  com- 
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pression  is  completed.  It  is  easy  to  see  that  by  proportioning 
the  stroke  and  diameter  of  the  piston  b  to  that  of  a,  any  desired 
exf)ansion  of  the  charge  may  be  obtained. 

Fig.  159  is  a  diagram  from  the  cylinder  a,  while  fig.  i6o  is 
one  from  the  cylinder  i,  of  a  12  HP  engine  similar  to  the 
illustrations,  taken  by  Prof.  Jamieson  of  Glasgow.  The  results  of 
the  test  are  marked  under  the  diagram  fig.  160,  An  examination 
of  the  two  diagrams  shows  clearly  the  action  of  the  engine.  Com  - 
pression  begins  when  the  piston  b  has  nearly  reached  the  end  of 


Fig.  158. — Bort's  Compound  Otlo  Engine  (end  elevation). 


its  Stroke  and  continues  while  the  piston  moves  out  from  a  to  b,  fig. 
159,  that  is  the  piston  a  is  compressing  its  charge  partly  into  the 
clearance  space  at  the  end  of  its  cylinder  and  partly  into  the 
c>'linder  2  by  way  of  the  port  3,  so  that  the  piston  b  is  running 
away  from  the  piston  a,  and  is  being  followed  up  by  the  compres- 
sion. At  />  the  charge  ignites  and  the  pressure  rises  to  the  same 
point  in  both  cyhnders,  the  piston  b  continues  to  move  out  and 
is  followed  by  the  piston  a,  which  piston,  however,  speedily  over- 
takes it,  so  that  it  finishes  its  stroke  before  the  piston  b  moves  out 
enough  to  uncover  the  exhaust  ports  10  on  the  side  of  the  cylinder ; 
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the  pressure  then  falls  to  atmosphere  very  gentl}',  as  shown  by 
the  drop  on  the  diagram  fig.  159  at  the  point  r.  The  diagram 
fig.  160  looks  like  an  ordinary  Otto  digram,  but  in  interpreting 
its  indications  the  diagram  fig.   159  roust  be  duljr  considered. 


nina]  HP,  ii  ;  ihan  >tn4:(  cvlindtr,  io"dtui 

max.  pR&iure,  15B  Jb».  \  proHire  bdi 

Fig.  IJ9.— Diagram  from  Cylinder  5 


re  igaitkni  u  b^  4b1u. 
Butt's  Compound  Olto. 


According  to  Prof,  Japiieson's  test  of  April  8,  1S93,  the  \2  HP 
engine  gave  13  brake  HP  on  a  consumption  of  19*3  cb.  ft  per 
brake  HP  per  hour  of  Glasgow  gas. 

Prof.   Kowden  made  a  test  of  a  smaller  engine  of  6  HP 
nominal  at  the  establishment  of  Messrs.   Herbert  Bros., 


isi  ih(.: 
Fic.  160.— Di^nun  from  Cylinder  i  Burt's  Compound  Otto. 

merchants,  Kennedy  Street,  Glasgow,  and  obtairied  8-28  brake 
HP  on  a  consumption  of  17-3  cb.  ft.  of  gas  per  brake  HP 
hour,  the  faster  crank  running  at  170  revolutions  per  minute. 
The  '  Acme  Compound '  engine  may  therefore  be  taken  to  have 
consumed  about  19  cb.  ft.  of  Glasgow  gas  per  brake  HP  hour  ; 
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this  corresponds  to  about  21  cb.  ft.  of  fiirmingham  gas,  so  that 
the  results  are  very  creditable. 

General  Remarks. — This  engine  has  been  replaced  by  the 
Messrs.  Burt's  Otto  engine  of  more  usual  type.  The  engine, 
although  called  compound,  was  not  really  a  compound  because 
both  cylinders  served  as  high  and  low  pressure  cylinders 
simultaneously.  It  seems  to  the  author  that  an  engine  cannot 
be  truly  termed  '  compound '  unless  it  includes  separate  high- 
pressure  and  low-pressure  cylinders.  The  advantages  to  be  ob- 
tained by  the  compound  engine  in  saving  weight  and  strt-ngth^f 
engine  cannot  be  gained  without  the  use  of  a  small  cyHnder  lo 
operate  at  high  pressure  and  a  lai^e  cylinder  to  operate  at  low 
pressure.     This  engine  was  necessarily  heavy  for  its  power,  and  it 


Nominal  HP,  6  ;  dUm.  aT  cylinler,  ol"  ;  lenrth  of  stroke,  16":  icv.  per  mln.  iSo: 
cDnsumpi.  perlHPjuur,  is'Djcl>.ll,  ;  coniunipi.  pn  BHP  hour^'8oS  cb.  ft. ; 

Fir..  161.— Diagram  from  6  NHP  Burt's  Otto  Engine. 

had  the  great  disadvantage  of  requiring  gear  wheels,  which  wheels 
had  to  take  the  whole  strain  of  ihe  explosion. 

The  engine  is,  however,  very  clever  and  interesting,  and  the 
author  has  described  it  at  some  length  because  of  some  lessons  it 
teacljes,  which  will  be  referred  to  in  a  later  chapter,  when  com- 
pounding is  discussed. 

Burl's  Otto  Engine. — Messrs.  Burt  &  Co.  now  manufacture 
Otto  gas  engines  of  more  usual  construction,  but  instead  of  the 
ordinary  lift  valves  they  adopt  a  piston  valve  driven  from  the 
valve  shaft  by  a  small  crank.  They  obtain  fair  results  with  those 
engines,  as  will  be  seen  from  diagram  fig.  i6i,  in  which  a  6  HP 
engine  shows  a  consumption  of  iS"o3  cb.  ft.  of  Glasgow  gas  per 
IHP  hour,  and  io8  cb.  ft.  per  brake  HP  hour.  It  is  to  be  kept 
in  mind  that   Glasgow  gas  is  of  higher  heal  value  than   most 
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samples  of  English  gas,  but  it  is  not  so  high  now  (1895)  as  it  was 
in  1885,  as  the  standard  has  been  reduced. 


Fig.  i5z.— BuiC's  High  Speed  Olio  Engine  (vertical  section). 

Messrs.  Burt  &  Co.  have  recently  built  a  high-speed  gas 
engine,  of  which  a  vertical  section  is  given  at  fig.  t6z,  which  is 
especially  interesting,  as  it  approaches  so  closely  to  steam  engine 
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lines.  Two  pistons  i  and  2  are  arranged  tandem  fashion  on  the 
same  piston  rod  3  ;  a  common  connecting  rod  4  serves  for  both 
and  actuates  a  crank  5.  The  upper  sides  of  the  pistons  are  used 
for  the  power  impulses,  and  the  lower  sides  operate  idly  moving 
air  to  and  fro ;  both  pistons  operate  on  the  Otto  cycle,  but  the 
impulses  are  arranged  to  alternate.  The  crank  thus  gets  an 
impulse  at  every  revolution  when  the  engine  is  under  full  load. 
The  crank  shaft  carries  a  wheel  6  gearing  into  a  wheel  7,  from 
which  the  piston  valve  is  driven  at  half  the  number  of  strokes 
of  the  main  crank.  The  action  and  function  of  these  piston 
valves  are  very  peculiar.  The  pistons  1  and  2,  it  will  be  seen, 
approach  their  cylinder  covers  as  nearly  as  steam  engine  pistons, 
and  the  main  combustion  space  is  formed  by  the  ports  and  pas- 
sages leading  to  the  valves,  and  also  hy  the  annular  space  formed 
between  the  piston  valve  stems  9  and  the  cylinder.  When  the 
upper  piston  i  is  in  the  position  shown  in  the  figure,  it  will  be  seen 
that  the  cylinder  is  open  to  the  annular  space  formed  round  the 
piston  valve  stem  9,  and  between  the  piston  ports  of  the  valve. 
These  spaces  form  the  combustion  chamber,  and  the  explosive 
mixture  is  compressed  into  them  and  ignited  by  the  tube  igniter 
ro.  When  the  piston  i  has  made  its  power  stroke  down,  the 
piston  valve  moves  to  bring  into  connection  the  ports  11  and  12. 
and  the  piston  i  then  moves  up  and  discharges  the  exhaust  pro- 
ducts ;  oh  the  next  down  stroke  the  piston  valve  again  takes  the 
position  shown  by  the  upper  valve,  and  the  lower  valve  13  is 
opened  to  admit  a  charge  of  gas  and  air  on  the  next  down  stroke. 
The  piston  2,  as  shown  on  the  drawing,  is  just  finishing  its  ex- 
hausting stroke,  and  the  piston  valve  is  about  to  close  the  exhaust 
port  The  valve  arrangements  of  piston  2  are  similar  to  those  of 
piston  I. 

This  engine  is  most  interesting  for  many  reasons  ;  its  designers 
are  very  daring,  and  appear  to  the  author  to  disregard  some  of 
the  understood  conditions  of  gas  engine  economy.  It  appears  to 
him  impossible  to  obtain  any  high  economy  in  gas  consumption 
from  an  engine  with  its  combustion  spaces  made  up  of  tortuous 
ports  and  passages.  The  engine  gives  the  designer  an  extreme 
example  in  the  direction  of  subdividing  the  combustion  space, 
and  it  will  certainly  be  interesting  to  know  its  power  and  gas 
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consumption.  Fig.  163  gives  diagrams  taken  from  the  top  and 
bottom  cylinders  at  400  and  480  revolutions  respectively. 

Ro&e/s  Otto  .ffw^'we.— Messrs.  Robey  &  Co,  now  build  Otto 
engines  up  to  a  brake  power  of  lao  horse. 

Figure  164  shows  their  engine  as  made  from  36  brake  horae 


Bottom  cylindet,  480 


to  no ;  the  bed  of  the  engine  is  of  the  Corliss  type,  and  like  all 
this  maker's  engines  the  design  is  pleasing  and  workmanlike. 
The  exhaust  valve  opens  directly  into  the  combustion  chamber, 
and  so  avoids  port  clearance  spaces.  This  valve  is  removed  by 
lifting  a  cap  placed  on  the  upper  side  of  the  cylinder  and  pulling 
the  exhaust  valve  through,  after  removing  the  lever  connections. 
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The  chaise  inlet  valve  opens  into  a  port  at  the  end  of  the  combus- 
tion chamber,  and  it  also  is  removed  by  way  of  a  cover  placed 
above  it.  This  system  avoids  the  use  of  heavy  sleeves  which 
require  to  be  taken  out  from  below  ;  such  sleeves  being  very 
inconvenient  In  large  engines. 

Ignition  is  effected  by  an  incandescent  tube,  controlled  by 
the  usual  timing  valve.  Messrs,  Robey  use  a  compression  pres- 
sure of  60  lbs.  per  square  inch, 

Welh  Brother^  Otto  Engine.— Messrs.  Wells  Brothers  build 
Otto  cycle  engines  up  to  izo  HP.  They  make  their  engines  of  three 
main  types  ;  the  smaller  engines  up  to  and  including  16  nominal 
HP  are  made  on  the  usual  Otto  cycle  without  scavenging  - 
engines  of  30  nominal  HP  and  above  are  made  with  a  scavenging 
arrangement  to  displace  the  exhaust  products.  The  hont  end  of 
the  piston  is  enlai^ged  and  forms  an  annular  cylinder  which  serves 
as  an  air  pump.  On  the  return  stroke  the  air  is  discharged  from 
the  annulus,  and  passed  through  the  combustion  space  of  the 
cylinder  so  as  to  displace  the  burnt  gases  by  pure  air.  For 
ordinary  work  the  engine  is  made  with  a  single  cylinder,  but  (or 
electric  lighting  two  cylinders  are  used  arranged  in  tandem. 
Fig.  165  shows  in  elevation  an  engine  of  the  tandem  type  capable 
of  indicating  120  HP  with  Dowson  gas.  The  engine  is  con- 
structed and  operates  as  follows.  The  front  motor  piston  has  a 
large  end  which  works  in  the  bored  bedplate ;  to  this  end  the 
connecting  rod  is  attached,  so  that  it  acts  as  a  guide  block.  Two 
side  rods  are  secured  to  the  end  and  passed  backwards  alongside 
the  cylinder  liner  through  a  passage  way  cast  in  the  water  jacket  : 
thence  they  pass  through  bushes  having  light  spring  rings  and 
secured  at  their  rear  ends  to  the  crosshead  of  the  back  piston.  The 
large  piston  acts  as  an  air  pump,  but  a  free  passage  to  the  atmo- 
sphere is  provided  during  the  first  part  of  the  back  stroke,  so  that 
the  air  intended  for  scavenging  is  only  compressed  and  passed 
through  the  combustion  chamber  towards  the  end  of  the  exhaust 
stroke.  As  the  cylinders  make  exhaust  strokes  alternately,  and 
the  large  piston  forces  air  through  the  air  passage  leading  to  both 
cylinders  at  every  back  stroke,  the  air  is  discharged  through 
whichever  of  the  motor  cj'linders  is  in  its  exhaust  stroke. 

The  gorernor  is  of  the  high  speed  spring  loaded  centrifugal 
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type,  and  is  driven  by  a  bevil  wheel  on  the  crank  shaft ;  it  controls 
upright  hit  and  miss  rods  in  such  a  manner  that  the  gas  is  cut  out 
from  one  cylinder  before  the  other.  The  proportion  of  gas  ad- 
mitted is  also  varied  between  narrow  limits  by  graduated  notches, 
which  determine  the  lift  of  the  gas  valves.  The  engine  has  two 
flywheels  and  outside  adjustable  bearings,  positive  ratchet  feed 
lubricators  for  the  cylinders,  and  an  oil  box  on  the  splash  guard, 
and  sight  drop  feed  supply  to  the  main  bearings  and  to  the  crank 
pin  by  a  centrifugal  oiler.  This  engine  is  interesting,  and  it  gives 
economical  results.  Messrs.  Wells  have  supplied  the  author  with 
the  following  particulars  of  a  test  made  in  their  workshops  with 
Nottingham  coal  gas  : 

Test  op  a  6o  BHP  Wbi.ls  Tandbm  Engine. 

Diameter  or  cylinders i  a  inches 

Stroke 18      „ 

Speed 164  revs,  per  min. 

„     ,    ,       c  front 83  per  min. 

Explosions',,^^ ;8        „ 

Mean  effective  pressure 90  lbs,  per  sq,  inch 

Load  on  brake  wheels 57B  lbs.  nell 

Gaa  consumplion  per  hour        ....  i,]90cubic  feet 

Indicated  horse  power 739 

Brake  horse  power 640 

Gas  per  IHP  per  hour 161  cubic  feet 

Gasper  BHPperhour 18-6 

These  results  are  very  satisfactory,  and  prove  Messrs.  Wells" 
engine  to  be  an  economical  one. 

Fielding  &'  Plalfs  Olto  Engine. — Messrs.  Fielding  and 
Piatt  build  Otto  cycle  engines  up  to  aoo  indicated  HP,  the  lai^er 
engines  being  of  the  tandem  type.  From  the  largest  engine  they 
obtain  170  brake  horse  power  at  full  load,  and  by  their  system  ot 
governing  for  electric  light  purposes  they  claim  that  the  maximum 
speed  variation  between  running  light  and  full  load  does  not 
exceed  three  per  cent.  To  accomplish  this  the  engine  is  governed 
without  cutting  off  the  gas  ;  power  impulses  are  given  continuously, 
but  reduced  in  strength  to  meet  the  variation  in  load.  The  gas 
and  air  supply  valves  are  regulated  separately,  the  governor 
reducing  the  gas  and  air  simultaneously.    The  combustible  mixture 


supplied  to  the  engine  is  thus  kept  practically  constant  as  to  the 
relative  amounts  of  gas  and  air,  but  the  volume  supplied  is 
diminished  and  so  reduces  the  compression.  The  compression 
varies  from  about  5  lbs.  above  atmosphere  to  60  lbs.  and  ac- 
cordingly the  explosion  diagram  varies  within  wide  limits,  so 
wide  indeed  that  it  is  never  necessary  to  miss  impulses.  The 
consumption  is  of  course  increased  per  indicated  HP  for  light 
loads,  but  there  are  many  cases  where  such  increase  is  quite  per- 
missible. The  idea  is  one  worthy  of  consideration  where  great 
regularity  is  required. 

Self-starting  Gear. — Before  leaving  the  mechanism  of  the  Otto 
cycle  engines,  it  is  desirable  to  describe  shortly  the  starting  gears 
which  are  now  used  for  such  engines.  The  great  increase  in  the 
power  of  the  engines  manufactured  has  made  it  imperatively 
necessary  to  provide  starting  devices  which  dispense  with  the  old 
method  of  starting  by  hand. 

The  first  gas  engine  starting  gear  introduced  in  this  country 
was  the  invention  of  the  author,  and  was  applied  to  the  Clerk 
impulse- every -revolution  engine,  as  described  at  p.  239  of  the 
earlier  part  of  this  work.  That  starter  required  to  store  up  air  or 
gas  and  air  mixture  under  compression,  and  this  was  found  to 
involve  expensive  arrangements,  so  that  althoi^h  the  gear  was 
quite  satisfactory  jn  action  its  first  cost  was  too  high. 

The  starting  gear  now  the  most  extensively  used  is  also  the 
invention  of  the  author  ;  the  patent  has  been  acquired  by  the 
Messrs.  Crossley,  and  the  Clerk  starter  is  now  used  by  them  in 
all  engines  of  sufficient  dimensions  to  require  a  starter. 

Fig.  166  is  a  diagrammatic  section  illustrating  its  action,  a  is 
the  gas  engine  cylinder  ;  b  a  check  valve  opening  into  the  exhaust 
port ;  D  a  chamber  connected  by  the  pipe  d'  to  the  valve  b  ;  and  1 
is  an  igniting  valve.     K  is  a  port  leading  to  a  chai^'ng  pump. 

The  object  of  the  device  is  to  fill  the  combustion  space  of  the 
engine  with  a  compressed  mixture  of  gas  and  air,  and  then  to 
explode  that  compressed  mixture  and  so  provide  a  high-pressure 
explosion  to  give  the  starting  impulse. 

To  start :  the  engine  crank  is  placed  well  off  the  centre ;  the 
pump  is  operated  by  hand  to  fill  the  chamber  d,  pipe  d'  and 
cylinder  a  with  gas  and  air  mixture  at  atmospheric  pressure,  so  that 
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t  is  experienced  during  the  operation  of  the  pump. 
After  chafing,  the  igniter  is  operated,  and  the  mixture  in  the 
chamber  d  ignites  at  the  end  near  i  ;  the  flame  as  it  spreads 
through  the  chamber  forces  the  unbumed  mixture  before  it  into 
the  pipe  d'  through  the  valve  b  into  the  cylinder  a,  so  that  when 
the  fiame  arrives  at  the  valve  b  it  has  swept  before  it  into  the 
cylinder  all  the  unburned  mixture,  and  when  the  flame  passes  the 
valve  B  it  ignites  the  compressed  mixture  in  the  cylinder  and 
produces  a  high-pressure  explosion  which  starts  off  the  engine 
with  an  ample  margin  of  power  to  overcome  the  friction  of 
belting  and  shafting. 

In  conjunction   with   Mr.  F.  W.  Lanchester  the  author  has 


F[G.  166,— ClMk  Flame  Starter. 

produced  a  modification  of  this  starting  gear  which  is  known  as 
Clerk-Lanchesler  starting  gear,  and  it  is  illustrated  in  diagrammatic 
section  at  fig.  167.  In  this  arrangement  the  igniting  valve  v  is 
adopted,  which  is  the  invention  of  Mr.  I.anchester.  The  pump 
for  charging  tl^  starting  chamber  is  also  dispensed  with. 

The  action  is  as  follows  :  When  the  engine  is  stopping,  while  it 
is  making  the  last  few  revolutions  with  the  gas  turned  off,  the  valve 
w  is  opened  and  air  is  drawn  through  the  chamber  d  by  way  of 
the  valve  v  at  every  suction  stroke.  The  chamber  d,  pipe  d'  and 
cylinder  A  thus  become  filled  with  pure  air  at  atmospheric 
pressure.  When  the  engine  is  to  be  started  the  gas  cock  f  is 
opened  and  gas  flows  from  the  gas  main  pipe  at  c  into  the  cham- 
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ber  D  and  at  h  into  the  pipe  d',  a  cock  on  the  cylinder  being 
opened  to  allow  flow  into  the  cylinder,  or  the  exhaust  valve  is  held 
slightly  open.  The  flame  x  burns  across  the  valve  v,  and  after  a 
few  seconds  mixture  of  gas  and  air  escapes  through  v  and  burns 
in  the  air.  The  cock  f  is  then  closed,  and  the  fiame  shoots  back 
past  the  valve  v,  and  so  ignites  the  mixture  within  d,  closing  the 
valve  V  against  an  upper  face  by  the  force  of  the  explosion.  The 
flame  then  proceeds  along  d,  d'  into  the  cylinder  a,  firing  the  mix- 
ture it  has  compressed  before  it,  and  so  the  engine  is  started  by  a 
compression  explosion. 

Fig.  i68  is  a  starting  diagram  obtained  from  this  arrangement 


Fig.  167 Clerli-Lanchi 


From  the  diagram  it  will  be  observed  that  a  maximum  pressure  of 
200  lbs.  per  square  inch  isattained,  giving  an  available  starting  pres- 
sureof  80  lbs.  per  square  inch,  a  pressure  amply  sufficient  to  start  a 
gas  engine,  even  allowing  for  the  friction  of  a  line  of  shafting. 

The  great  advantage  of  the  Clerk  or  Clerk- La nch ester  starter 
is  due  to  the  ease  with  which  a  compression  explosion  is  obtained 
without  the  necessity  of  storing  up  compressed  gases  or  compress- 
ing gases  by  manual  labour. 

The  Lanchester  low-pressure  starter  is  also  extensively  used 
when  it  is  not  considered  necessary  to  obtain  a  high-pressure  ex- 
plosion. Fig.  169  is  a  diagrammatic  section  of  this  starter,  and 
fig.  170  is  an  indicator  diagram  showing  the  first  and  succeeding 
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starting  explosions.  The  Lanchester  low-pressure  starter  is  un- 
doubtedly the  simplest  gas  engine  starting  device  which  has  ever 
been  produced.  It  requires  no  addition  to  the  engine  save  a  gas 
admission  cock  and  jet,  and  a  mixture  sampling  and  igniting  cock. 


200 


The  engine  cylinder  a  has  mounted  upon  it  the  sampling  and 
igniting  cock  i  shown  on  a  larger  scale  in  section  at  a ;  the  cylinder 
is  also  supplied  with  a  gas  admission  jet  3,  fitted  with  a  cock. 


Fu'>.  169.— Lanchester  Siarter  (diagrammatic  sections). 

When  the  gas  is  shut  off  to  stop  the  engine  the  cylinder  is  filled  with 
pure  air,  and  so  it  remains  filled  with  air  at  atmospheric  pressure. 
When  the  engine  is  to  be  started,  the  crank  is  set  well  above  the 
centre,  the  cock  3  is  opened  to  the  gas  supply,  the  cock  i  is  also 
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opened  and  the  jet  4  is  lit ;  the  gas  then  flows  into  the  cylinder  a, 
mixing  with  the  air  in  the  cylinder  and  displacing  some  air  through 
the  valve  chamber  b  (section) ;  in  this  chamber  b  is  fitted  a  double- 
seated  valve,  which  usually  by  its  weight  rests  upon  the  lower  seat ; 
grooves  are  cut  round  it  and  along  its  lower  face  to  allow  gases  to 
flow  past  it  while  it  rests  on  its  lower  seat.  When  the  gas  jet  is 
first  turned  on  air  only  flows  through,  but  after  a  few  seconds  gas 
mixture  follows  and  is  ignited  by  the  jet  4.  The  mixture  bums  as 
shown,  and  as  it  becomes  richer  in  gas  the  flame  changes  its 
colour  and  bums  with  a  sharp  roar  ;  the  cock  3  is  then  turned  off, 
and  the  flame  shoots  back  into  the  cylinder  and  ignites  the  mix- 
ture existing  at  atmospheric  pressure  within  it.  The  explosion  at 
once  slams  the  valve  B  against  its  upper  seat  and  so  closes  it.  The 
engine  then  starts  under  the  pressure  of  the  low-pressure  explosion. 


Fill,  17a  —  Lanchester  Slarter  Diagrams. 


At  fig.  170  the  diagram  a  shows  the  first  explosion,  and  it  will  be 
observed  that  other  diagrams  b  follow  the  first  explosion.  These 
explosions  are  produced  by  the  action  of  the  igniter.  When 
the  engine  moves  by  the  first  explosion,  the  piston  on  its  return 
discharges  the  exhaust  in  the  usual  manner  ;  on  the  next  out-stroke 
it  takes  in  the  usual  charge  of  gas  and  air.  On  the  next  return 
stroke,  however,  which  would  be  the  ordinary  compressing  stroke, 
the  exhaust  valve  is  held  open  during  the  whole  stroke,  and  so  the 
combustion  space  is  left  at  the  end  of  the  stroke  filled  with  a 
mixture  of  gas  and  air  under  no  compression.  During  this  back 
stroke  some  of  the  mixture  flows  through  the  jet  1,  and  is  ignited  at 
the  flame,  and  so  soon  as  the  piston  begins  to  move  out  again  the 
flame  shoots  back,  and  another  low-pressure  explosion  occurs, 
as  shown  at  b,  fig.  170.     In  this  manner  a  series  of  low-pressure 
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explosions  are  obtained  sufficient  to  get  up  the  speed  of  the  engine 
to  a  point  at  which  the  compression  may  be  safely  applied  and  the 
engine  caused  to  perform  its  ordinary  cycle.  The  I^nchester 
starter  is  much  used,  and  is  very  successful  when  the  friction  of 
the  engine  and  its  connections  is  not  too  great. 

Othtr  Stlf'Stariing  Devices.— The  I-anchester  and  Clerk  starters 
may  be  taken  as  the  typical  starters  of  to-day,  and  they  are  applied 
much  more  extensively  than  any  other  types.  Most  makers, 
however,  now  supply  with  their  engines  self-starters  of  some  kind. 

Messrs.  T.  B.  Barker  &  Co.  and  Messrs.  Robey  &  Co.  use  the 
Lanchester  starter.  Messrs.  J.  E.  H.  Andrew  &  Co.  also  employ 
a  low-pressure  starter  which  resembles  Lanchester's  in  its  leading 
features.  The  igniting  device  is  connected  with  the  ordinary 
igniter  tube.  Fig.  138,  page  320,  shows  this  arrangement  in  section. 
The  igniter  tube  a  is  fitted  with  an  internal  directing  tube 
communicating  behind  the  timing  valve  r.  A  gas  supply  cock 
with  its  jet  somewhat  similar  to  3,  fig.  169,  is  applied  to  the  engine 
cylinder.  When  it  is  desired  to  start,  the  engine  crank  is  set  well 
off  the  centre  as  usual,  the  tube  g  is  heated  to  incandescence  and 
the  valve  a  fig.  138  is  opened  to  the  atmosphere.  The  valve  f 
is  also  opened  in  towards  the  cylinder.  Gas  then  flows  into  the 
cylinder,  mutes  with  the  air  within  it  as  with  the  Lanchester 
device,  and  in  entering  it  displaces  air  first  and  inflammable  mixture 
afterwards  past  the  valve  f  up  the  internal  directing  tube  into  the 
igniter  tube  o,  then  away  in  the  direction  shown  by-  the  arrows  to 
the  valve  a  and  past  that  valve  to  the  atmosphere.  When  the 
mixture  becomes  inflammable  enough,  the  gas  supply  is  cut  off 
and  the  igniter  tube  ignites  the  mixture,  then  the  valve  a  closes 
upon  explosion.  By  this  neat  device  Messrs.  Andrew  obtain  their 
low-pressure  starting  explosion.  The  whole  arrangement  resembles 
I^anchester's  except  in  the  rather  neat  device  for  utilising  the  ordinary 
igniter  tube  c  to  obtain  the  starting  explosion  as  well  as  the 
ordinary  explosions. 

Messrs.  Tangj-e  adopt  a  somewhat  more  complex  method  of 
starting  ;  they  set  the  engine  crank  on  the  in-centre,  then  pump  a 
mixture  of  gas  and  air  into  the  cylinder  till  the  pressure  approaches 
the  usual  pressure  of  compression  ;  they  then  simultaneously  move 
the  crank  oR'  the  centre  and  admit  the  compressed  charge  to  the 
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igniter.  They  thus  start  with  a  compression  explosion.  This 
starter,  it  appears  to  the  author,  is  open  to  the  objection  that  in 
the  event  of  a  slight  leak  in  the  piston  the  man  operating  the  hand 
pump  ma;  be  unable  to  pump  fast  enough  to  obtain  the  necessary 
compression. 

Messrs.  Fielding  &  Piatt  utilise  a  starter  which  in  one  feature 
resembles  the  old  Clerk  starter  described  on  p.  139.  They  cause 
the  engine  to  compress  air  into  a  reservoir  to  a  pressure  of  about 
60  lbs.  per  sq.  inch  and  store  this  pressure  up  till  wanted.  To  start, 
the  engine  is  put  off  the  centre  and  the  cylinder  is  filled  with  pure  gas 
or  a  mixture  at  atmospheric  pressure  so  rich  in  gas  that  it  is  non- 
explosive.  The  air  under  pressure  is  then  admitted  to  the  cylinder 
and  forms  an  explosive  mixture  under  pressure,  which  mixture  is 
ignited  in  the  usual  way  by  an  igniter  tube  to  give  the  starting 
explosion. 
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CHAPTER  III. 

THE   PRODUCTION  OF  CAS   FOR   MOTIVE  POWER. 

It  has  been  already  pointed  out  by  the  author  in  the  earlier  part 
of  this  work,  that  the  unit  of  heat  supplied  in  the  form  of  ordinary 
coal  gas  is  more  costly  than  the  unit  of  heat  supplied  in  the  form 
of  coal,  and  that  accordingly  the  gas  engine  remains  at  a  disadvan- 
tage as  compared  with  the  steam  engine  till  the  time  comes  when 
the  gas  unit  of  heat  costs  no  more  than  the  coal  unit  This  fact 
has  been  recognised  by  many  inventors,  and  numerous  attempts 
have  been  made  to  produce  cheaper  gas.  Mr.  J,  E.  Dowson, 
however,  is  the  only  inventor  who  has  made  much  headway  in  this 
subject,  and  his  producers  are  now  largely  employed  for  generating 
gas  forgasengines  of  large  powers.  Mr.  Dowson  has,  however,  only 
effected  a  partial  solution  of  the  problem,  as  his  producers  can  only 
use  two  kinds  of  fuel,  anthracite  and  coke.  Of  the  two  his  pro- 
ducer acts  better  with  anthracite  ;  with  coke  its  performance  cannot 
be  said  to  be  entirely  satisfactory.  The  disadvantage  of  more 
expensive  heat  unit  is  not  felt  in  small  gas  engines,  because  the 
governing  of  the  engine  and  the  heat  efficiency  is  so  much  superior 
to  any  small  steam  engine  that  even  in  actual  expense  of  fuel  the 
gas  engine  is  superior.  The  attendance  required  is  also  trifling 
compared  with  the  steam  engine.  Accordingly  it  is  quite  un- 
necessary to  trouble  about  gas  other  than  towns  gas  for  engines 
under  twenty  horse  power.  Engines  giving  out  that  power  or  any 
power  above  that  and  working  steadily  at  full  load  require  cheaper 
gas  to  compete  with  the  steam  engine.  It  would  not  be  diflicult, 
for  example,  to  work  a  steam  engine  giving  loo  horse  power  at 
3  lbs.  of  coal  per  IHP  hour,  the  coal  costing  not  more  than  los. 
per  ton  ;  this  gives  an  expenditure  for  coal  of  o'lfi  penny  per  HP 


hour.  A  gas  engine  of  too  horse  power  would  use  about  i^  lb.' 
of  anthracite  costing  201.  per  ton,  and  here  Che  fuel  would  cost 
o'i5  penny  per  HP  hour.  That  is,  assuming  that  the  gas  engine 
and  producer  cost  as  much  for  attendance,  repairs  and  oil  as  the 
steam  engine  and  boiler  of  corresponding  power,  it  would  just 
conipet^  favourably  with  a  steam  engine  using  3  lbs.  of  coal 
per  indicated  horse  power.  The  gas  engine,  however,  has  a  con- 
siderable advantage  even  when  supplied  by  gas  producers  in 
working  at  light  loads,  and  its  consumption  at  such  loads  is 
proportionately  less  than  the  steam  engine.  If,  however,  gas 
producers  could  be  made  which  would  effectively  produce  gas 
from  cheaper  fuel,  or  fael  such  as  the  slack  generally  used  for 
steam  boilers,  then  the  gas  engine  would  have  an  overwhelming 
superiority  over  the  steam  engine  from  a  pecuniary  point  of  view 
in  lai^e  engines  as  well  as  small. 

The  gas  producer  problem  is,  therefore,  one  which  will  doubt- 
less very  considerably  exercise  the  attention  of  inventors.  Accord- 
ingly the  author  will  now  shortly  discuss  the  principles  of  the 
subject,  and  then  describe  the  Dowson  and  another  producer  and 
some  of  their  difhculties. 

Ordinary  town  illuminating  gas  is  produced  by  the  destructive 
distillation  of  suitable  coal.  The  object  of  the  manufacturer  is  to 
produce  a  gas  capable  of  burning  with  a  bright  illuminating  flame. 
It  is  a  purely  accidental  circumstance  that  such  illuminating  gas 
has  also  been  found  very  suitable  for  generating  motive  power. 
Accordingly,  it  is  not  to  be  expected  that  coal  gas  should  be  gene- 
rated under  the  best  economic  conditions  for  cheap  motive  power. 
Gas-making  coal  is  necessarily  more  expensive  than  the  fuel 
ordinarily  used  in  steam  boilers,  and  further  the  process  of  destruc- 
tive distillation  can  only  liberate  from  the  coal  such  volatile 
matters  as  enter  into  its  comp>osition.  The  amount  of  gas  so 
obtained  per  ton  of  coal  depends  on  the  temperature  of  distillation, 
or  the  temperature  of  carbonisation  as  the  gas  engineers  call  it. 
At  a  comparatively  high  temperature  a  brger  volume  of  gas  is  given 
off  per  ton,  but  the  percentage  of  illuminating  gases  present  are 
reduced,  and  so  the  illuminating  power  is  low,  A  good  gas  coal 
on  destructive  distillation  will  yield  at  a  fair  carbonising  temperature 
'  Under  i  lb.  per  IHP  hour  has  been  claimed  by  Mr.  Dowson. 
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from  io,ooo  to  n,ooo  cb.  ft.  of  gas  per  ton  of  coal  of  from  15 
to  17  candle  power,  and  it  will  leave  in  the  retort  about  6i  to  73 
per  cent,  of  coke  ;  that  is,  of  100  tons  of  the  original  gas  coal  3S 
to  ^^  tons  are  driven  off  as  illuminating  gas,  vapour,  tar,  ammonia, 
water,  &c,,  while  6a  to  73  tons  remain  in  the  retort  as  coke.  So 
long,  then,  as  the  ordinary  process  of  destructive  distillation  is 
adopted,  the  heat  unit  of  coal  gas  supplied  to  a  gas  engine  must 
necessarily  be  more  expensive  than  the  heat  unit  evolved  in  the 
furnace  of  a  steam  boiler,  because  more  fuel  and  that  more  expen- 
sive fuel  is  required  apart  altogether  from  the  cost  of  the  distribu- 
tion of  the  gas  from  the  gas  works.  To  compete  with  the  steam 
boiler  and  furnace  in  producing  a  gas  heat  unit  as  cheaply  as  a 
coal  heat  unit  placed  on  the  fire  grate,  it  is  necessary  to  convert 
the  whole  of  tlte  coal  into  gas  suitable  for  use  in  a  gas  engine. 

At  first  glance  it  appears  a  difficult  problem  to  produce  inflam- 
mable gas  from  solid  carbon  either  in  the  form  of  anthracite  or  of 
coke,  but  the  principle  is  simple  enough.  When  unit  weight  of 
carbon  is  entirely  burned  in  air  or  oxygen,  carbonic  acid,  or  more 
properly  carbonic  anhydride,  is  formed,  that  is  the  gas  CO,,  This 
gas  COj  if  passed  through  a  sufficient  depth  of  incandescent  carbon 
is  converted  into  the  gas  carbonic  oxide,  which  is  inflammable.  The 
chemical  reaction  is  generally  given  : 

C03-(-C=2CO. 
That  is,  two  volumes  of  CO,  combined  with  a  sufficient  weight 
of  carbon  to  form  carbonic  oxide  produce  four  volumes  of  carbonic 
oxide  gas.  For  the  purpose  of  the  gas  engine  using  a  properly 
proportioned  gas  generator  it  may  be  considered  that  the  carbon 
used  is  burned  to  carbonic  oxide  only  and  not  to  carbonic  acid. 
The  heat  evolved  in  the  process  of  producing  carbonic  oxide 
from  carbon  is 

Unit  weigbt  of  carbon  forming  CO  evolves  3400  heal  nnils. 
but 

Unit  weigbt  of  carbon  forming  CO]  evoWes  Scioci  heat  units. 

SO  that  the  process  of  the  formation  of  carbonic  oxide  loses  a  part 
of  the  heat  of  the  carbon,  and  the  same  weight  of  carbon 
carbonic  oxide  will  only  produce  when  the  carbonic  oxide 
burned  5,600  heat  units  instead  of  8,000,    Thus  by  passing  air 
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through  incandescent  carbon  or  coke  of  a  sufficient  depth,  carbonic 
oxide  gas  can  be  formed  and  the  whole  of  the  carbon  transformed 
into  an  inflammable  gas.  The  air  on  first  coming  into  contact 
with  the  incandescent  carbon  bums  a  portion  of  it  to  CO,,  carbonic 
acid  gas,  and  this  carbonic  acid  on  passing  through  a  further  body 
of  incandescent  carbon  is  reduced  to  the  inflammable  gas  carbonic 
oxide,  CO,  The  first  stage  of  the  process  evolves  all  the  heat  of 
combustion,  and  the  second  stage  absorbs  a  portion  of  the  heat  ' 
so  evolved.  The  net  result  is  that  if  the  inflammable  gas  produced 
be  cooled  down  and  then  burned  in  a  gas  engine  cylinder,  the  heat 
evolved  by  the  combustion  will  only  be  70  per  cent,  of  the  heat 
which  the  solid  carbon  would  have  evolved  if  burned  directly  with- 
out preliminary  conversion  into  gas.  The  30  per  cent,  of  heat  is 
carried  away  by  the  carbonic  oxide  from  the  gas  producer,  and  is 
lost  on  cooling  down  the  gas  to  suit  it  for  use  in  the  gas  engine. 
When  air  is  blown  through  the  producer  the  nitrogen  of  the  air  of 
course  remains,  and  is  mixed  with  the  inflammable  CO.  This  is 
the  fundamental  idea  of  the  gas  producer,  and  accordingly  it  will 
be  found  that  the  earlier  and  abortive  proposals  for  the  conversion 
of  the  entire  solid  fuel  into  gas  contemplated  only  blowing  air 
through  a  sufficient  depth  bf  carbon.  Taking  the  composition  of 
atmospheric  air  as  4  vols,  nitrt^en  and  i  vol.  oxygen  (the  new 
element  argon  may  be  neglected,  as  it  is  included  in  the  nitrogen 
and  is  very  similar  to  it),  then  the  best  gas  which  could  be  produced 
in  this  simple  manner  would  be  that  in  which  the  whole  of  the 
oxygen  was  used  up  in  forming  carbonic  oxide.  Remembering 
that  I  vol.  of  oxygen  gas  after  combining  with  enough  carbon  to 
make  CO  forms  2  vols,  of  that  gas,  the  composition  of  the  gas 
proceeding  from  the  producer  would  be  4  vols,  nitrogen  and 
2  vols,  carbonic  oxide,  that  is  : 

4  vols,  nitrogen  ■^  66'6  per  cen 


The  gas  obtained  would  consist  entirely  of  666  per  cent,  of 
nitrogen  and  33-3  per  cent,  of  carbonic  oxide  ;  this  gas  on  com- 
bustion in  the  engine  would  evolve  70  per  cent,  of  the  heat  of  the 
original  carbon.  That  is,  if  the  efficiency  of  the  producer  be 
compared  with  a  steam  boiler,  it  would  be  equal  to  that  of  a  boiler 
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giving  70  per  cent  of  the  heat  of  combustion  in  its  furnace  in  the 
form  of  steam  delivered  at  the  stop  valve. 

Such  a  producer,  however,  would  waste  an  entirely  unneces- 
sary amount  of  heat,  and  would  give  considerable  practical  difficulty 
in  getting  rid  of  the  30  per  cent,  of  the  heat  of  all  the  carbon 
gasefied  in  it,  the  lining  would  be  overheated,  and  generally  the 
temperature  of  the  carbon  contained  in  the  producer  would  be- 
come undesirably  intense.  A  certain  high  temperature  is  required, 
it  is  true,  to  convert  the  CO,  into  CO,  but  if  that  temperature  be 
maintained  it  is  undesirable  to  go  above  iL  Gas  ei^neers  have 
accordingly  taken  advantage  of  another  chemical  reaction  to  use 
some  of  this  heat  and  produce  better  gas.  If  steam  be  passed  over 
highly  incandescent  carbon,  which  carbon  must,  however,  be  kept 
incandescent,  the  oxygen  of  the  steam  unites  with  the  carbon,  and 
the  hydrogen  of  the  steam  is  liberated.  The  ultimate  effect  of  the 
reaction  is  to  decompose  steam  and  produce  hydrogen  and  carbonic 
oxide  ;  the  reaction  is  as  follows  : 

H,0-!-C=H,+CO. 

That  is,  2  volumes  of  water  vapour  in  contact  with  incandescent 
carbon  produce  a  volumes  of  hydrogen  gas  and  two  volumes  of 
carbonic  oxide  gas.  This  reaction,  however,  absorbs  heat  to  pro- 
duce the  decomposition  of  the  steam  ;  more  heat  requires  to 
be  absorbed  than  is  given  out  by  the  burning  of  the  carbon 
to  CO. 

To  decompose  steam  containing  2  units  weight  of  hydrogen 
gas  requires  the  absorption  of  68340  heat  units,  and  in  producing 
j8  units  weight  of  CO  from  12  units  weight  of  carbon  there 
are  evolved  28800  heat  units  ;  that  is,  the  heat  evolved  by  the 
carbonic  oxide  produced  in  the  reaction  is  about  one-half  of  the 
total  heat  required.  This  reaction  cannot  therefore  proceed 
,  without  a  sufficient  supply  of  heal  from  some  source  ;  the  best 
source  is  the  formation  of  CO  by  means  of  air  also  acting  on  the 
carbon.  To  supply  heat  just  sufficient  to  perform  the  reaction 
would  require  the  heat  evolved  in  producing  1  vol.  CO  by  air  and 
carbon  to  every  o'73  vol,  of  CO  produced  by  the  reaction  of 
steam  on  carbon.  The  composition  of  the  gas  so  produced 
would  be  : 


CO=  I  "46  vols,  j  ^^„;^  by  Ihe  reaelion  of  steam  upon  carbon. 
H  =  i-46vols.l 

8 '93  vols.  tout. 

rhe  percentage  composition  would  be  about : 
N-  4S-0 
CO=  39* 


The  production  of  a  gas  of  this  composition  assumes  that  all  the 
heat  is  utilised  for  the  puqjose  of  the  reaction  and  that  none  is 
lost  from  the  apparatus.  It  assumes  also  that  all  the  heat  carried 
away  by  the  gas  after  formation  is  returned  to  the  air  and  steam 
which  are  about  to  perform  the  reaction.  This  is  of  course  im- 
possible, but  the  calculation  has  been  made  in  order  to  supply  a 
standard  of  comparison.  Such  a  gas  would  contain  the  whole  of 
the  heat  of  the  original  carbon  before  gasefying.  In  an  actual 
apparatus  the  carbon  is  placed  in  a  brick-lined  producer  ignited  and 
blown  up  to  a  good  heat  by  a  forced  draught  ;  the  producer  is 
then  closed,  and  steam  and  air  blown  in  in  definite  proportions  to 
pass  through  the  incandescent  carbon  mass.  The  resulting  gas 
passes  away  from  the  producer  in  a  heated  state  and  is  cooled 
before  being  sent  into  the  gas  holder.  The  reaction  requires  a 
certain  temperature  for  its  continuance,  so  that  the  interior  of  the 
producer  must  not  fall  below  it  ;  the  gas  is  discharged  at  this 
temperature,  and  so  a  greater  supply  of  air  is  necessary  than  that 
calculated  to  make  up  for  the  heat  losses. 

Dawson  Gas  Producer. — The  Dowson  gas  producer  at  present 
embodies  in  the  best  way  the  fundamental  principles  and  the  con- 
structive details  necessary  for  the  production  of  gas  from  solid  fuel ; 
that  is,  gas  suitable  for  a  gas  engine. 

Fig.  171  is  a  diagrammatic  section  of  a  Dowson  gas  producer 
with  its  accompanying  gas  holder.  Fig.  172  is  an  elevation  part 
section,  and  fig.  i7;j  a  plan  of  a  gas  producer  in  its  building  with 
all  the  necessary  parts  to  form  a  complete  plant. 

Referring  to  fig.  171,  the  producer  consists  of  a  cylindrical 
casing   a  lined  with  fire  brick  or  fire  clay,  and    having  at   the 
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bottom  fire  bars  a  above  a  closed  ash  pit  b  ;  the  upper  part  of  the 
generator  is  closed  by  a  metal  plate  on  which  there  is  mounted  a 
fuel  hopper  a'  having  an  internal  bell  valve  a'  operated  from  the 
exterior.     To  begin  operations,  the  upper  cover  is  removed  from 


the  hopper  a'  and  the  bell  valve  is  opened  ;  a  fire  is  built  upon 
the  bars  a  and  air  forced  through  it  by  the  steam  jet  n  and  the 
pipe  n'  ;  fuel  (anthracite  or  coke)  is  slowly  added  from  above  till 
the  whole  mass  is  incandescent  and  fills  the  producer  to  a  depth 
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of  about  18  inches  at  least.  During  this  heating  up  process,  gases 
are  given  off  by  way  of  the  open  hopper,  and  they  are  ignited 
there  by  means  of  a  flame.  Great  care  must  be  taken  not  to 
inhale  the  issuing  gas,  as  it  contains  large  quantities  of  carbonic 
oxide  and  is  very  poisonous  ;  it  should  always  be  ignited  when  it 


Fig,  172.— Dowsod  Gas  Producer  (pari  in  section). 

flows  into  the  producer  room,  as  when  burned  it  becomes  harm- 
less. \Vhen  the  fuel  is  quite  incandescent,  the  inner  and  outer 
valves  of  the  hopper  are  closed  and  the  gas  flows  by  a  pipe 
through  cooling  and  scrubbing  devices,  finally  finding  its  way  into 
the  gas  holder  k  through  the  coke  scrubber  formed  within  it. 
From  the  gas  holder  the  gas  flows  through  another  scrubber,  as 
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shown  by  the  arrow,  fig.  171,  and  thence  passes  to  the  engine. 
The  gas  holder  K  is  of  usual  constniction  with  annular  water  seal 
and  balance  weights,  chains  and  pulleys. 

The  complete  plant  for  80  HP  effective  is  shown  at  figs. 
172  and  173,  where  a  is  the  small  steam  boiler  fitted  with 
superheating  tubes,  which  boiler  supplies  superheated  steam  to 
operate  the  air  injector  B  and  so  forces  a  mixture  of  steam  and  air 


ceheral     pl*k. 
Fic.  173.— Dowson  Gaa  Producer  (plan). 

through  the  incandescent  fuel  contained  in  the  gas  generator  c. 
Fuel  is  fed  to  the  generator  by  the  feeding  hopper  d,  and  the  gas 
formed  (lows  from  the  upper  part  of  the  producer  in  the  direction 
shown  by  the  arrow  to  the  gas  cooler  f,  whence  it  passes  to  the 
hydraulic  box  h,  which  box  is  provided  with  an  overflow  i,  and 
thence  the  gas  proceeds  to  the  sawdust  scrubber  J,  and  then  to 
the  coke  scrubber  k  contained  within  the  base  of  the  gas  holder. 
In  these  figures,  e  is  the  generator  fire  grate,  L  the  gas  holder,  m 


the  outlet  from  the  gas  holder,  nn  the  ash  pit  for  the  generator, 
and  o  the  automatic  regulator  to  govern  the  production  of  gas  by 
stopping  or  reducing  the  supply  of  steam  with  the  upward  move- 
ment of  the  gas  holder. 

From  this  description  il  will  be  seen  thai  the  whole  plant  is 
very  simple,  and  the  author  can  say  from  his  own  experience  that 
it  is  easily  operated  and  requires  little  repair.  One  man  can  easily 
attend  to  an  So  HP  plant. 

The  gas  produced  from  the  Dowson  producer  is  thus  a 
mixture  of  carbonic  oxide,  hydrogen,  and  nitrogen  ;  if  all  the 
actions  were  carried  out  perfectly  there  would  be  no  carbonic  acid 
gas  present,  but  as  all  the  actions  are  not  quite  up  to  theory  some 
carbonic  acid  is  formed.  A  little  sulphuretted  hydrogen  is  also 
formed,  more  with  coke  than  with  anthracite,  and  this  has  to  be 
removed,  as  sulphur  in  quantity  would  in  time  act  on  the  engine 
parts. 

The  following  analysis  of  Dowson  gas  was  made  by  Prof. 
Wm.  Foster ;  the  anthracite  used  in  the  producer  was  of  the 
cheapest  kinds  in  small  pieces  : 


Analy&is  of  Dowun  gai,  by 
Nitrt«eii,  N 
Carbonic  oxid 
Hydrogen,  H 
Marsh  gas,  CH4 
Olefianl  gas,  C3H4 
Carbonic  add,  CO] 
Oxygen,  O 


(iS^ 


Comparing  this  with  a  perfect  producer  gas,  it  is  seen  that 
instead  of  getting  39  per  cent,  of  carbonic  oxide  by  volume  only 
25'07  is  obtained  ;  on  the  other  hand,  when  the  ideal  gas  would  only 
give  16  per  cent,  of  hydrogen  1873  per  cent,  has  been  obtained, 
and  a  further  062  per  cent,  of  marsh  gas  and  olefiant  gas.  The 
marsh  gas  and  oletiant  gas  are  produced  doubtless  from  the  small 
quantity  of  hydrogen  which  forms  part  of  the  original  anthracite  ; 
anthracite  contains  about  3  per  cent,  of  hydrogen.  The  excess  of 
hydrogen,  however,  in  the  gas  can  only  arise  from  the  fact  that  the 
whole  of  the  carbonic  acid  originally  formed  is  not  reduced  to 
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carbonic  oxide.  This  is  evident  from  the  fact  that  657  per  cent  <rf 
carbonic  acid  is  present.  As  the  burning  of  carbon  to  carbonic 
acid  instead  of  to  carbonic  oxide  involves  the  evolution  of  the 
whole  1 00  per  cent,  of  the  heat  of  combustion  of  the  carbon  instead 
of  only  30  per  cent,  of  it,  it  follows  that  more  heat  is  left  available 
for  the  decomposition  of  water  by  the  coke,  less  carbonic  oiode 
is  formed  by  the  action  of  the  oxygen  of  the  air  on  the  carbon, 
and  so  the  proportion  of  carbonic  oxide  in  the  gas  diminishes, 
while  that  of  hydrogen  increases.  A  French  analysis  of  Dowsoo 
gas  is  as  follows  : 

ANALrslE  OF   DOWSON  CAS  PRODUCBD  IM  FRANCE. 


Nitrogen,  N         .         .  .  ■  43'36 

Carbonic  oxide,  CO    .  .  .  iS'so. 

Hydrogen,  H      .        .  ,  »6'SS  145-86  combustible. 

Hydrocarbons,  j^^  |  .  .      iii) 

Carbonic  add,  CO]    .  .  ii'30 

Oxygen       .        .  .  .      0-47 


Here  it  will  be  observed  that  the  nitrogen  is  still  lower,  and 
that  notwithstanding  the  great  increase  of  carbonic  acid  gas,  11*3 
per  cent,  instead  of  6-57  per  cent.,  the  hydrogen  gas  has  increased 
from  18-73  P^''  *^^"*-  *o  215-55  PC""  cent.,  while  the  carbonic  oxide 
has  gone  down  from  2507  per  cent  to  iS'ao,  This  disproportion 
between  the  hydrogen  and  carbonic  oxide  can  only  arise  from  the 
fact  that  carbonic  oxide  itself  at  a  high  teiDperature  decomposes 
steam,  so  that  part  of  the  carbonic  oxide  which  would  otherwise 
have  appeared  in  the  mixture  has  disappeared,  forming  carbonic 
acid  and  hydrogen  ;  the  reaction  is  : 

CO+H20=C0,  +  Hj. 
That  this  is  true  is  evident  from  both  analyses,  where  ihere  is 
present  a  considerable  proportion  of  carbonic  acid,  in  one  case 
6'57  per  cent,  and  in  the  other  1 1  -30  per  cent. ;  it  is  to  be  observed 
that  the  increase  of  hydrogen  is  accompanied  by  an  increase  <rf 
carbonic  acid. 

It  is  often  stated  that  hydrogen  is  a  gas  of  greater  heating 
power  than  carbonic  oxide,  but  as  a  matter  of  feet  for  gas  engine 
purposes  this  is  not  so ;  hydr<^en,  it  is  true,  weight  for  weight 
evolves  far  more  heat  by  its  combustion  than  any  other  substance, 
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but  volume  for  volume  carbonic  oxide  evolves  rather  more  heat 
than  hydrogen.  Hydrogen  evolves  by  the  combustion  of  i  lb. 
weight  34170  heat  units,  or  enough  heat  to  raise  34170  lbs.  of 
water  through  1°  C,  but  this  figure  includes  the  heat  evolved  on 
liquefying  the  steam,  formed  by  the  combustion,  in  the  calorimeter, 
which  at  637  heat  units  per  lb.  of  water  gives  9x637=5733 
heat  units  absorbed  in  forming  steam  produced  by  burning  i  lb. 
of  hydrogen.  So  that  from  34170  heat  units  must  be  deducted 
5733,  that  is  34170-5733=28437. 

This  number  28437  is  the  available  heat  produced  by  the 
combustion  of  hydrogen  for  the  purpose  of  a  gas  engine.  Now, 
unit  weight  of  carbonic  oxide  evolves  24Q0  heat  units,  and  unit 
volume  weighs  14  times  that  of  unit  volume  of  hydrogen,  so  that 
to  get  the  relative  heating  effects  of  equal  volumes  of  carbonic  oxide 
and  hydrogen  this  difference  in  weight  must  be  allowed  for. 
The  heat  evolved  by  unit  vohime  of  CO  is  therefore  2400  x  14= 
33600  ;  that  is,  volume  for  volume  carbonic  oxide  evolves  i'i8 
times  the  heat  of  hydrogen.  Hydrogen  and  carbonic  oxide  may 
therefore  be  taken  on  an  analysis  of  gases  by  volume  to  be  nearly 
equal  in  gas  engine  value.  The  percentage  of  total  combustible 
material  may  be  taken  roughly  as  representing  the  relative  heat- 
ing value  of  two  gases  :  from  this  it  appears  that  the  French  analy- 
sis of  Dowson  gas,  notwithstanding  the  high  percentage  of  COj, 
represents  the  better  gas  of  the  two,  as  the  English  sample  has 
44'4  per  cent,  combustible  and  the  French  sample  4S'9  per  cent. 
The  French  author  gives  the  efficiency  of  the  producer  as  75  pet 
cent ;  that  is,  the  gas  will  give  75  per  cent,  on  combustion  of  the 
total  heat  which  the  original  fuel  would  have  given.  If  it  were 
certain  that  the  analysis  represented  the  composition  of  the  gas  as 
it  left  tlje  producer,  then  the  efficiency  could  be  calculated  from  the 
analysis  itself ;  but  as  the  gases  pass  through  scrubbers  and  coolers 
before  reaching  the  gas  holder,  and  thereby  lose  carbonic  acid  and 
water  vapour,  it  is  impossible  to  calculate  the  efficiency  of  the 
producer  with  accuracy  from  the  analysis. 

Dowson  gas  of  the  composition  given  at  page  363  requires  for 
the  complete  combustion  of  i  cb.  ft.  as  nearly  as  possible  024 
cb.  ft.  of  oxygen  or  1-13  cb.  ft.  of  atmospheric  air;  that  is, 
Dowson  gas  requires  for  its  combustion  a  little  more  than  its  own 
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volume  of  air.  From  Table  III.  in  Appendix  II.  it  will  be  seen 
that  in  samples  of  illuminating  coal  gas  from  twenty  different  gas 
works  in  Britain  the  proportion  of  air  required  for  complete 
combustion  varied  lirom  5*19  vol!),  to  740  vols,  of  air;  that  is, 
I  cb,  ft.  of  coal  gas  required  in  one  town  only  5^9  cb.  ft.  of  air 
for  its  combustion,  while  1  cb.  ft,  of  the  gas  of  another  town 
required  7-40  cb.  ft.  of  air. 

The  heat  evolved  by  i  cb.  ft.  of  Dowson  gas  is  about  one- 
fourth  of  that  evolved  by  an  average  gas,  such  as  Birmingham  gas, 
so  that  the  amount  required  in  a  gas  engine  cylinder  is  about 
four  times  what  would  have  been  required  with  coal  gas.  For  a 
gas  admitted  to  the  cylinder  in  (he  proportion  of  i  of  coal  gas  to 
8  of  mixture  of  gas  and  air,  it  would  require  4  of  Dowson  gas,  but 
this  would  leave  too  little  air  for  combustion.  Consequently  till 
very  recently  the  diagram  obtained  in  a  gas  engine  cylinder  from 
Dowson  gas  did  not  give  so  high  an  average  pressure  as  coal  gas. 
In  ordinary  practice,  according  to  the  author's  experience,  it  was 
not  safe  to  rely  on  an  average  available  pressure  of  more  than 
50  lbs,  per  sq.  in.,  while  coal  gas  easily  gave  70  lbs.  By  using, 
however,  Messrs.  Crossley  and  Atkinson's  new  scavenging  engine, 
enough  air  can  be  introduced  to  bum  a  larger  quantity  of  Dowson 
gas,  so  that  now  an  average  available  pressure  of  65  lbs.  per 
sq.  in.  can  be  relied  upon  in  such  an  engine  using  Dowson  gas 
and  giving  about  40  IHP ;  in  larger  engines  higher  available 
pressures  may  be  obtained,  and  in  smaller  engines  lower 
pressures. 

To  secure  the  good  and  economical  working  of  a  gas  engine 
it  is  absolutely  necessary  that  the  gas  supplied  to  it  should  be  of 
fairly  uniform  quality,  otherwise  the  engine,  which  is  adjusted  to 
draw  in  gas  and  air  in  a  fixed  proportion,  may  at  one  moment 
be  taking  in  a  gas  of  such  richness  that  the  air  allowed  is  in- 
sufhcienC  for  combustion,  and  at  another  time  the  gas  may  be  so 
poor  that  the  air  is  too  largely  in  excess,  and  so  a  weak  explosion 
or  no  explosion  at  all  is  obtained. 

One  of  the  advantages  of  a  fixed  carbon  fuel,  such  as  anthracite 
or  coke,  with  little  or  no  volatile  matter,  is  that  when  such  fiiel  is 
added  to  the  generator  no  gases  are  given  off  by  destructive 
distillation.     In  the  Dowson  generator,  fig.  171,  if  such  gases  were 
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given  off  at  each  charging  with  fuel,  then  they  would  find  their  way 
direct  into  (he  gasometer  and  practically  fill  the  gasometer  with 
gases  such  as  CH,,  CjH^  and  pure  H  to  such  an  extent  as  to 
render  the  gas  much  too  rich  to  be  burned  in  the  gas  engine 
cylinder  with  the  proportion  of  air  allowed  for  the  ordinary 
Dowson  gas.  The  addition  of  anthracite  or  coke  produces  no 
such  disturbance  ;  further  the  composition  of  the  incandescent 
charge  in  the  generator  remains  fairly  constant  until  it  is  wholly 
consumed,  so  that  there  is  no  variation  from  that  cause.  Again,  if 
ordinary  flaming  coal  be  added  to  the  producer,  large  quantities 
of  condensible  carbon  compounds,  such  as  tar,  would  be  given  off, 
and  the  scrubbing  and  purifying  would  be  much  more  difficult. 
Altogether  the  Dowson  apparatus,  although  it  solves  the  problem 
in  an  easy  and  practical  manner,  limiting  its  fuel  to  anthracite  and 
coke,  does  not  do  so  for  the  cheaper  but  more  troublesome  fuels 
used  under  the  ordinary  steam  boiler.  The  percentage  of  heat 
obtained,  however,  from  the  gas  generated,  75  f>er  cent,  of  the 
original  heat  of  the  fuel,  compares  satisfactorily  with  the 
efficiency  of  an  ordinary  Lancashire  steam  boiler  without 
economisers. 

Lencauchez  Gas  Producer, — The  Lencauchez  producer  is  not 
to  the  author's  knowledge  in  use  in  England,  but  it  is  reported 
favourably  upon  by  Professor  A.  Witz  and  others  in  France.  It 
is  an  attempt  to  improve  upon  Dowson's  producer  in  such  manner 
as  to  save  some  of  the  heat  at  present  lost  with  the  highly  heated 
gases  leaving  the  producer,  to  get  back  in  fact  some  of  the  heat 
which  at  present  is  entirely  lost  by  cooling  the  gas  ;  and  further 
to  make,  such  producers  suitable  for  use  with  fuel,  such  as 
slack  or  other  fuel  giving  off  considerable  quantities  of  volatile 
carbon. 

Fig.  174  is  a  vertical  side  section,  and  fig.  175  is  a  front 
elevation  part  in  section  of  this  producer,  a  is  the  gas  generator 
lined  with  fire  brick,  B  is  the  grate  and  c  the  closed  ash  pit,  d  is 
the  feed  hopper  with  upper  and  lower  door  or  valves,  k  is  a  bridge 
passing  down  from  above  and  causing  the  gas  to  flow  from  about 
the  middle  of  the  producer  instead  of  from  the  top,  v  is  the  gas 
discharge  passage,  which  first  passes  up  through  the  brickwork  and 
then  p>asses  up  a  flue  or  tube  formed  through  two  cylindrical 
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vessels  or  chambers  respectively  g  and  H.  The  lower  vessel  g  is 
an  air  and  steam  heater,  the  upper  is  a  boiler.  From  the  upper 
vessel  the  gas  p>asses  to  the  gas  holder  by  the  pipe  i ;  k  is  a  valve 
at  the  top  of  the  branch  to  allow  the  gas  to  be  Ignited  and  sampled 
at  any  time  either  at  starting  or  during  operation.  The  action  is 
as  follows  :  The  generator  is  started  much  in  the  same  way  as 
has  been  described  for  Dowson,  but  the  hot  gases  ascending  the 
tube  or  passage  f  heat  the  vessels  g  and  h,  steam  is  formed  in  h, 
but  without  pressure,  and  i\  flows  into  the  casing  g  by  way  of  the 
pipe  h'  :  air  is  forced  into  the  casing  g  from  the  pipe  l  by  means 
of  a  fan  or  other  positive  blower,  it  mixes  with  the  steam  proceed- 
ing from  the  upper  vessel  and  both  are  considerably  heated,  the 
air  then  flows  by  the  pipe  m  shown  in  dotted  lines  to  the  closed 
ash  pit  c.  The  heated  mixture  of  air  and  steam  passes  through 
the  incandescent  fuel  in  the  generator,  forms  carbonic  oxide  and 
hydrogen  and  passes  up  the  passage  f.  The  fuel  meantime  which 
is  in  the  upper  part  of  the  generator  a  is  by  the  heat  from  below 
being  subjected  to  destructive  distillation,  and  the  gases  formed, 
as  they  cannot  escape  by  the  hopper,  pass  down  through  the 
incandescent  fuel  and  then  escape  by  the  passage  f  with  the  other 
gases.  This  descent  through  the  incandescent  fuel  is  stated  to 
have  the  eifect  of  splitting  up  all  the  tarry  matters  contained  In 
the  volatile  gases  and  fixing  the  gases  in  permanent  form  as  CH,, 
CfHf  and  H.  The  fuel  does  not  reach  the  incandescent  part 
until  it  is  thoroughly  coked.  By  this  arrangement  of  separating 
the  freshly  charged  fuel  from  the  incandescent  fuel  and  passing 
the  hot  gases  away  from  a  part  of  the  generator  which  contains 
nothing  but  incandescent  fuel,  it  is  stated  that  the  difficulty  of 
using  fuels  such  as  common  slack  is  avoided. 

The  producer  is  ingenious  and  worthy  of  careful  study,  but 
the  author  is  of  opinion  that  with  such  fuel  it  will  be  found  that 
the  system  of  destroying  the  tar  and  coking  the  fresh  fuel  is  not 
sufficiently  perfect,  and  that  dirtier  gas  of  irregular  composition 
will  be  fed  to  the  engine.  With  anthracite  or  coke,  however,  the 
Lencauchez  producer  will  work  well  and  give  some  economy  over 
the  Dowson. 

According  to  Richards  this  producer  with  French  anthracite 
fpves  gas  of  the  following  composition  ; 
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s  OP  Lencauchcz  Gas  {. 


Nilrogen,  N  .        . 
Carbonic  oade,  CO 
Hydrogen.  H         .        .        . 
Olefianl  gas,  CH, . 
Hydrocarbons.  C^Hj     . 
Carbonic  acid,  COj 
Sulphur  dioxide.  SO,     . 
Sulphuretted  hydrogen,  H.S 


According  to  Richards  the  loss  due  to  gasefying  is  only  13  per 
cent. ;  if  this  be  true,  then  the  efficiency  of  the  producer  is  87  per 
cent.,  a  higher  efficiency  than  any  standard  test  of  a  steam  boiler. 
The  gas  is  considerably  better  than  the  best  analysis  shows  Dowson 
gas  to  be ;  but  the  author,  although  he  can  understand  some 
advance  in  Dowson  practice,  cannot  see  that  so  much  can  be 
gained  by  the  apparatus  illustrated  as  to  increase  the  efficiency 
from  75  percent  to  87  per  cent.  However,  Lencauchez' apparatus 
is  a  step  in  the  right  direction  and  is  worthy  of  careful  consideration. 

The  tar  difficulty  in  gas  producers  for  gas  engines  is  a  very 
serious  one,  and  even  with  Dowson's  apparatus  more  tarry  matter 
reaches  the  engine  than  when  town  gas  is  used.  This  neces- 
sitates frequently  cleaning  the  valves.  A  very  little  tar  getting  to 
the  valves  soon  makes  them  work  with  difficulty,  and  so  deranges 
the  whole  action  of  the  engine. 

0/^r  Gas  Producen. — Several  gas  engine  makers  now  manu- 
facture gas  producers  themselves,  notably  Messrs.  Tangyes  Lim. 
and  Messrs.  Dick,  Kerr  &  Co.  Lim.,  but  the  general  principles 
involved  are  those  common  to  the  Dowson  and  Lencauchez 
producers,  so  that  at  present  till  more  experience  has  been  gained 
it  is  needless  to  discuss  their  points  of  departure.  Many  gas  prO' 
ducers  which  are  used  for  ordinary  furnace  work  such  as  Siemens' 
and  Wilson's,  are  not  applicable  to  gas  engine  work  because  of  the 
tarry  nature  of  the  gas  given  off  and  the  comparative  irregularity 
of  its  composition. 

Water  gas,  too,  is  sometimes  stated  as  useful  for  gas  engines, 
but  from  an  examination  of  tests  with  water  gas  plant  it  appears 
that  although  the  gas  obtained  is  much  richer  in  combustible 
material,  the  loss  in  making  it  is  greater  than  that  with  producer 


gas.  Water  gas  is  produced  by  blowing  sttam  upon  white  hot 
coke,  when  the  steam  is  split  up,  as  described,  into  carbonic  oxide 
and  oxygen  ;  after  a  short  time  the  carbon  loses  heat,  and  air  is 
blown  in  to  heat  it  up  again.  The  gases  leaving  the  generator  in 
this  biowing-up  process  give  up  their  heat  as  they  leave  by  passing 
through  a  regenerator,  which  regenerator  is  used  to  heat  up  the 
entering  steam  and  aii  on  the  next  process.  In  this  way  gas  is 
obtained  with  but  little  nitrogen. 

Water  gas  is  extensively  made  in  America  for  town  supply,  and 
in  this  country  also  it  is  now  considerably  manufactured  by  the  gas 
companies  to  mix  with  ordinary  coal  gas. 

The  water  gas,  however,  although  it  works  a  gas  engine  quite 
well,  and  many  gas  engines  in  America  do  use  it,  is  not  interesting 
from  the  point  of  view  of  competing  with  the  steam  boiler. 

Fuel  Consumption  of  Gas  Engines  7vith  Producer  Gas.  — 
Mr.  Dowson  made  a  test  with  a  Crossley  Otto  engine  of  60  HP 
nominal,  using  his  producer  gas,  for  which  he  claims  the  very 
low  fuel  consumption  of  0762  lb.  of  anthracite  and  coke 
during  a  working  test  of  eight  hours.  Allowing  for  the  total  loss 
of  fuel  in  the  generator  standing  all  night  and  also  clinkering,  the 
consumption  is  only  brought  up  to  0-873  'b.  per  IHP  hour. 

The  engine  was  of  the  well-known  Crossley  Otto  two-cylinder 
type.     The  leading  particulars  of  the  trial  are  as  follows  : 

Nominal  power  or  engine     ....        60  HP 

Diameter  of  cylinders 17  ins. 

Length  of  strolie 24    ,. 

Duration  of  trial 8  hrs.  (9.40  A.M.  to  5.40  p.m.). 

Total  revolutions  of  crank  shaft  during  trial .        .    74751-  15573   P*^'  minute, 
eiplosions  in  left  cylinder    ....     35908=   53975 
,,  right  cylinder  ,         ,         .     26619=   SS'-IS^ 

..  1  ui  J-     .       I-  '  799  '^l^'    cylinder. 

Mean  available  pressure  on  indicator  diagrams     .   l^,gj|g],j 

78  9  average  of  both. 
Mean  indicated  horse  power  during  trial     .         .   ]    55' j^ghl'^'"",  "' 

.18-7 

Mean  temperature  of  gas  in  bags  near  engine                  .         .  67^  P. 

,,                  ,,          air  to  engine 50' F. 

water  overflow  from  left    cylinder      .  125°  F. 

.,      right      ..            -  ii9=F. 
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iieni)  pressure  of  gas  in  holder i|  in  WBier. 

.,             ,,         Sleara  in  boiler 48  lbs. 

Amhracile  1  consumed  in  generator  during  trial       ....  584  lbs. 

Coke'                 ,,             „  boiler  10  get  up  steam  before  trial              .  30   „ 

Cfdce  consumed  In  boiler  during  trial 140  ., 

Anthracite  consumed  during  trial                    ,   0*615  "^  P^  IHP  working  hour. 
Coke  „  0147      „ 

Total      .        .        .   076a      ,,  ,,  „ 

Anthracite  put  in  generator  on  morning  after) 

■rial  to  make  up  for  loss  daring  9  night :  o'osB      .,  „ 

hours j6  lbs. ' 

Anthracite  put   in   generator   on   following! 

morning  after  ra6ng  out  clinkers  4c.         ;  0-053       •■  ■■  ■■ 

Total  loss  during  night  and  after  clinkering) 

Total  consumption  of  anlbracile  and  coke  1     - 

during  trial  and  following  night   .         .      1°''^      •■  "  •• 

Gas  consumed'  at  rate  of  about  63  cabio  feet  per  IHP  per  hour. 
Anthracite  consumed  during  trial,  about  10  lbs.  .  Per  i.ooo  cubic  feet  ol 

Anthracite  and  coke  consumed  during  trial,  about  19  lbs.  1  gas  made. 

^''m'sSf . '"  °""™  "!  I  •"  «^"'"  P"  horn-  »>-S  n»  per  IHP  p.r  ho«.. 

Water  used  for  boiler   .         .       10        .,  „       =  oS         ,,  ..  „ 

Water  used  for  cleaning  gas       14         ..  .,       -    11         ,.  ,, 

Total  water  used  during  trial  624         ,,  ,,       =sa'4        ,,  „  ,, 

J  3-3  gallons  per  i.ooocul^c 
1        feel  of  gas  made. 
Oil  used  for  cylinders  during  trial     .        .        .        .      ij  pint  at  ai.  ^.  per  gallon. 

„        „     bearings      ,.        , it      „      \s.  ^.     .,       „ 

Coal  gas'  used  for  heating  ignition  lubes         .        .     4J  cubic  feet  per  hour. 
/  I  pair  stones  {4  feet  diameter)  24  elevators. 

Machines  1 13     ..    rolls  {35oTevoluiions)  a  exhaust  fans. 

worked  J    4     „    disks  (600  revolutions)  sundry  conveyors 

during  1 14  ordinary  silks  pump. 

trial.  I   7  centrifugal  silks'  shaftmg,  &c. 


Total  water  used  (or  gas-making 


t  Anthracite  used  was  the  usual  kind  from  the  Gwaun  Cae  Gurwen  CollieTy 
Company.  Limited,  '  Coke  from  Gas  Light  and  Coke  Company. 

*  Rate  of  gas  consumed  was  measured  by  shutting  the  inlet  of  gas  holder  and 
timing  the  fail  of  the  holder  through  6  feel,  while  the  engine  was  working. 

*  All  the  water  used  was  pumped  up  from  the  river  by  the  engine,  and  run  to 
waste.     C'suaUy  the  water  used  for  cooling  an  engine  Sows  to  and  Troni  an  over- 

'>  Coal  gas  was  used  for  this  purpose,  because  Dowson  gas  could  not  be  taken 
from  the  main  supplying  the  engine,  and  there  was  no  sepaittte  outlet  from  tbe 
gas  bolder. 


This  is  a  valuable  test  as  showing  the  best  consumptions  of  fuel 
to  be  obtained  with  Dowson  gas  in  an  engine  giving  off  about 
120  HP  indicated,  but  it  is  of  course  lower  than  would  be 
obtained  in  ordinary  work  with  the  plant  handled  by  the  ordinary 
engineer. 

It  is  to  be  noted  also  that  the  level  of  fuel  in  the  generator  was 
estimated  as  the  same  at  the  end  asatthebeginningoftheeight  hours' 
test.  The  author  considers  it  rather  dangerous  to  estimate  the  fuel 
remaining  in  this  way  ;  great  errors  might  easily  creep  in  by  this 
practice.  The  only  accurate  method  is  to  empty  the  generator  at 
the  start  and  weigh  out  all  the  fuel  for  filling  up  and  starting,  then 
lo  rake  out  the  fuel  remaining  and  damp  it  out  and  weigh  at  the 
«nd  of  the  test. 

In  1890,  Prof.  A,  Witz  tested  a  Simplex  gas  engine  of  100 
HP  at  the  Paris  Exhibition,  and  found  with  Dowson  gas  a  fuel 
consumption  of  134  lb.  of  English  anthracite  per  brake  HP  hour. 
A  recent  test  of  an  Otto  engine  of  100  HP  with  two  cylinders 
was  made  at  Philadelphia  by  Mr.  H.  W.  Spargler,  using  producer 
gas  made  in  a  producer  somewhat  similar  to  the  Lencauchez  under 
Taylor's  American  patent.  The  efficiency  of  the  producer  was 
found  to  be  69-1  per  cent.  ;  that  is,  the  gas  produced  by  it  would 
produce  on  combustion  69-1  per  cent,  of  the  heat  which  could  be 
got  by  burning  the  original  fuel  put  into  it.  The  engine  indicated 
130  horse  and  consumed  i'3i5  lb.  of  coal  per  IHP  hour.  The 
coal  used  in  the  producer  gave  the  following  analysis : 
Analysis  of  Coal  used  in  Spanglbr's  Test. 

Molslure 4*ao 

Volalile  and  combuslible  carbon  and  hydrogen      .        .  6'3S 

Fixed  carbon 8o'4i 

Ash e'si 

Sulphur 074 

10074 
This  coal  is  evidently  inferior  to  English  anthracite,  so  that 
the  result  of   131  lb.  per  IHP  is  very  fair.     Allowing  for  ash 
and  moisture,  the  combustible  matter  burned  was  only  o-83o  lb. 
per  IHP  hour. 

The  author  tested  an  Otto  engine  recently  with  Dowson  gas, 
and  found  in  a  seven  and  a  half  hours'  test  a  consumption  of 
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I '87  lb.  of  anthracite  and  coke  per  IHP.  The  engine  indicated 
235  horse  power  at  aio  revolutions.  Fig.  176  is  a  diagram 
from  the  engine  on  that  occasion,  with  the  leading  particulars 
marked  under  it. 

In  this  case,  however,  the  author  considers  that  better  results 
would  have  been  obtained  if  the  producer  had  supphed  two  engines 
instead  of  one  ;  the  consumption  of  anthracite  in  the  generatorf 


Fig.  176. — Crosslcy  Otio  Scavenging  Engine  (diagram  with  Dowson  gas). 

about  half  a  hundredweight  per  hour,  was  too  little  for  maximum 
efficiency. 

From  these  tests,  then,  it  may  be  considered  as  absolutely 
established  that  in  ordinary  work  the  consumption  of  anthracite 
in  a  good  Otto  engine  using  Dowson  or  a  similar  gas  ranges  from 
i|  lb.  per  IHP  for  an  engine  of  about  30  IHP  to  i  lb.  for  an 
engine  of  130  IHP. 


CHAPTER   IV. 

THE   PRESENT   POSITION   OF   GAS   ENGINE   ECONOMY. 

In  this  chapter  the  author  will  discuss  the  fuel  consumption  of  the 
gas  engine  at  present  and  the  economy  obtained  since  1886  ;  he 
will  examine  the  various  causes  of  the  advance  with  the  object 
of  understanding  the  direction  of  prf^ress,  and  if  possible  of 
indicating  the  lines  still  open  for  improvement 

The  Crossley  Otto  engine  has  made  wonderful  progress  in 
reducing  gas  consumption  since  1886,  but  for  the  purpose  of  com- 
parison it  is  desirable  to  go  back  to  1882  ;  at  the  latter  date  the 
Crossley  engine  gave  an  indicated  horse  power  hour  on  237  cb.  ft. 
of  London  gas  of  such  healing  power  that  the  indicated  efficiency 
of  the  engine  is  £=0-17,  that  is  0-17  of  the  whole  heat  supplied 
to  the  engine  appears  on  the  diagram  as  indicated  work. 

In  1888  the  engine  submitted  by  Messrs.  Crossley  for  the 
Society  of  Arts  trials  consumed  zo'ss  cb.  ft.  per  IHP  hour  of 
London  gas  of  a  heating  value  of  483270  ft.  lbs.  per  cb.  ft.  Cal- 
culating from  this  and  reducing  the  gas  measurements  for  tempera- 
ture and  pressure,  the  indicated  efficiency  becomes  o'zi.  At  the 
end  of  the  year  1888  it  may  be  taken  that  the  best  result  obtain- 
able from  an  Otto  engine  of  about  17  IHP  wasa  conversion  of  oai 
of  the  heat  given  to  it  into  indicated  work. 

The  third  test  taken  for  comparison  was  made  by  the  author 
at  Messrs.  Crossle/s  works,  Openshaw,  on  August  31,  1894,  on 
an  engine  of  7  in.  diameter  cylinder  and  15  in.  stroke.  This 
engine  developed  at  200  revs,  the  great  power  of  12  brake  horse 
and  indicated  14  horse  or  a  consumption  of  i4'5  cb.  ft.  of  Open- 
shaw gas  per  IHP  hour  and  17  cb.  ft.  per  BHP  hour. 

Takingtheheatingvalueof  Openshaw  gas  as  530000  foot  pounds 
per  cb.  ft.  at  17°  C-  and  147  lbs.  pressure,  the  indicated  efficiency 
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iso25;  that  is,  the  engine  converts  025  of  all.  the  heat  given  to  it 
into  indicated  work.  This  is  an  extraordinarily  good  result,  much 
better,  in  fact,  than  any  result  ever  obtained  before  to  the  author's 
knowledge.  To  make  certain  that  there  was  no  mistake,  the  author 
had  the  gas  meter  tested  and  the  brake  weights  and  measurements 
all  carefully  checked  in  his  presence. 

The  Messrs.  Crossley  have,  therefore,  made  a  very  substantial 
improvement  in  the  economy  of  gas  since  1882,  and  it  is  interesting 
to  note  that  each  step  of  diminished  gas  consumption  is  attended 
by  an  increase  in  compresiion  ;  this  is  very  evident  from  the  table 
below. 

Epficiencv  or  Crossley  Otto  Engines 

017  .  38  lbs.  per  sq.  in. 

0-31  .         .         66-6  lbs 

o-ss-         .         87'slb5.    ,,     „ 


The  experiments  giving  efficiencies  under  (i)  and  (2)  were 
made  with  engines  of  9  in.  diameter  cylinder  and  9j  in.  diaineta 
cylinder  respectively,  both  engines  having  iS  in.  stroke,  so  that  the 
engines  may  be  considered  to  be  of  the  same  dimensions  so  far  as 
change  of  economy  due  to  change  of  dimensions  is  concerned.  The 
result  (3),  on  the  contrary,  was  obtained  with  an  engine  of  7  in. 
diameter  cylinder  and  15  in.  stroke,  so  that  0*26  would  more  pro- 
perly represent  the  efficiency  to  be  obtained  from  an  engine  of 
the  same  dimensions  as  in  the  other  experiments. 

From  these  numbers  it  is  evident  that  economy  increases  with 
increased  compression,  but  now  the  question  arises  :  Does  the 
increased  compression  completely  account  for  the  impro>-ed  per- 
formance? If  the  calculated  result  from  the  various  comptessioti 
pressures  accounts  for  the  whole  change  of  gas  consumption 
accompanying  change  of  pressure,  then  it  is  evident  that  to  the 
increase  of  compression  is  to  be  credited  the  improved  economy. 

To  test  this  the  author  has  calculated  by  formula  10  on  p.  53 
.the  theoretical  efficiency  of  an  air  engine  in  which  no  practical 
losses  occurred,  the  air  engine  having  the  same  proportion  of  cono- 
pression  space  as  the  actual  gas  engines.  Those  theoretical 
efficiencies  are  shown  in  the  table  below  placed  beside  the  actual 
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«fficiencies  obtained  in  the  gas  engine  ;  a  column  is  also  given 
showing  the  ratio  between  the  ideal  and  actual  efficiencies,  and 
other  columns  showing  the  dimensions  of  the  engines,  the  gas  con- 
sumption per  IHP  hour,  the  ratio  of  compression  space  to  volume 
swept  by  piston,  and  the  pressure  of  compression  in  pounds  per 
square  inch  above  atmosphere. 

Theoretic  indicated  Efficiency  ot-  Crossley  Otto  Enoines  with 

DIFFERENT    COMPBESSTONS     COMPARED     WITH    ACTUAL     INDICATED 
EKFICIENCIES  WITH  THE  SAME   COMPHESSJONS. 


'5|l!|-i 


(1)    0-33 

017 

(a)    o'40 

o-ai 

(3)    0-428 

o'as 

875    14-8 


From  this  table  it  is  evident  that  the  improved  economy  is 
iully  accounted  for  by  the  increased  compression  ;  in  every  case 
the  actual  indicated  efficiency  obtained  from  the  various  gas 
engines  is  a  little  more  than  half  of  that  which  would  be  given  by 
an  ideal  air  engine  following  the  same  cycle  in  a  perfect  manner 
without  loss  of  heat  to  the  sides  of  the  cylinder. 

It  is  interesting  to  observe  that  the  actual  efficiency  improves 
somewhat  more  rapidly  with  the  increase  of  compression  than 
does  the  thermodynamic  advantage  due  to  compression ;  that 
is,  when  the  theoretical  efficiency  is  033  the  actual  experimental 
efficiency  is  ^sX'SisT?  :  with  theory  0-40  the  actual  efficiency 
is  -40  X  ■53=0-21,  while  with  o'428  theory  the  actual  is  0-428  x 
■58=M5- 

The  proportion  of  the  theoretical  efficiency  actually  obtained 
in  practice  thus  rises  from  0-51  to  0-58.  This  means  that  with 
higher  compressions  in  addition  to  the  thermodynamic  advantage 
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due  to  change  of  cycle  there  is  also  a  further  advantage  doe 
to  a  diminution  of  pioportional  loss  of  heat  to  the  cylinder 
walls. 

From  this  it  follows  that  very  probably  great  further  economies 
are  to  be  obtained  by  further  increase  of  compression,  care  being 
taken  of  course  to  preserve  a  properly  shaped  compression  sp»ace, 
that  is  a  space  having  small  cooling  surfaces  in  proportion  to  the 
volume  of  the  compressed  charge.  Some  of  the  advantage  is 
also  due  to  the  more  rapid  conversion  of  the  heat  of  the  explosion 
into  mechanical  work  by  reason  of  the  small  space  through  which 


the  piston  moves  while  doing  a  large  part  of  the  toul  work  of  its 
stroke. 

To  render  the  effect  of  compression  readily  visible  to  the  eye 
the  author  has  drawn  a  diagram,  fig.  177,  in  which  the  length  of 
the  line  a  6  represents  the  total  capacity  of  the  cylinder  including 
the  compression  space  ;  .:  *  represent  the  stroke  and  a  c  the  com- 
pression space  according  to  a  diagram  of  a  test  Uken  by  the 
author  in  1 888,  and  defb  is  that  diagram  plotted  down  on  the 
scale  of  T-,',i,  inch  equal  to  one  pound. 

The  line  a  g  represents  the  compression  space  and  gb  the 
stroke  of  the  Otto  engine  tested  by  the  Society  of  Arts,  while  k  > 
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k  6  is  the  diagram  taken  from  the  Society  of  Arts  Report  of  i88S 
plotted  down  to  the  same  scale  as  the  first  diagram. 

The  line  a  I  represents  the  compression  space  and  /  b  the 
stroke  of  the  engine  tested  by  the  author  at  Messrs.  Crossley's 
works,  while  m  n  o  b\sih&  diagram  fig.  135,  p.  316,  also  plotted 
to  -f\f!s '"  scale. 

The  three  diagrams  are  also  numbered  i,  2,  and  3.  It  is  quite 
evident  that  No.  2  is  larger  in  area  than  1,  and  that  3  is  consider- 
able larger  than  both.  These  diagrams  show  in  a  clear  way  the 
great  advance  made  by  increasing  compression  on  the  indicator 
diagram.  Mr.  Atkinson  considers  the  improved  results  obtained 
with  the  Crossley  Atkinson  scavenging  engine  to  be  due  not  to 
any  increase  in  compression,  but  to  the  displacement  of  the 
burned  gases  from  the  cylinder,  and  he  does  not  consider  that 
increased  compression  has  anything  to  do  with  the  increased 
economy.  These  opinions  he  advanced  in  a  paper  read  before 
the  Manchester  Association  of  Engineers. 

The  author  has  always  advocated  and  believed  in  scavenging 
a  cylinder  by  means  of  air,  and  in  many  of  his  engines  he  has 
entirely  discharged  the  exhaust  gases  by  air  forced  in  by  a  pump. 
He  has  never  been  able,  however,  to  credit  such  scavenging  with 
more  than  5  per  cent,  economy  as  compared  with  the  iome  engine 
working  at  the  same  compression  and  retaining  the  exhaust  gases. 

The  results  of  many  tests  with  gas  engines  of  the  three-cycle 
variety  of  the  Otto  type,  in  which  one  revolution  is  devoted  to 
replacing  the  whole  of  the  exhaust  gases  by  air,  proves  to  demon- 
stration that  the  gas  consumption  per  IHP  is  not  materially 
reduced  by  the  act  of  displacing  the  exhaust  products.  Such 
engines  have  been  constructed  by  Linford,  Griffin,  Barker  and 
others  before  the  expiry  of  the  Otto  master  patent,  and  although 
in  them  the  exhaust  products  were  entirely  displaced  by  air 
they  did  not  show  a  marked  economy. 

The  matter,  however,  may  be  considered  as  positively  deter- 
mined by  the  experiments  communicated  to  the  author  by  Mr.  A. 
R.  Bellamy,  and  the  diagrams  given  at  figs.  139  and  140  showing 
with  a  compression  of  60  lbs.  per  sq.  in.  above  atmosphere 
a  consumption  of  19  cb.  ft.  per  IHP  hour,  and  with  a  com- 
pression of  90  lbs.  a  consumption  of  176  cb.  ft.  per  IHP.     In 
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comparing  these  figures  with  the  results  obtained  by  the  author  at 
Messrs.  Crossley's  works,  it  is  to  be  remembered  that  Openshaw 
gas  is  considerably  greater  in  heating  value  than  the  gas  used  by 
Messrs.  Andrew  &  Co.  at  Reddish.  Mr.  Bellamy's  diagrams  were 
taken  from  the  same  engine  with  two  different  compression 
chambers  successively  applied. 

Scavenging  by  pure  air  has,  however,  great  practical  advantages. 
The  average  available  pressure  which  can  be  economically  obtained 
in  the  cylinder  is  greatly  increased,  and  for  really  large  engines  it 
is  absolutely  necessary  to  scavenge  in  order  to  avoid  premature 
explosions.  This  is  especially  true  when  high  pressures  of  com- 
pression are  adopted.  With  such  compressions  premature  ex- 
plosions are  caused  by  the  presence  of  the  hot  burned  gases, 
and  when  these  hot  gases  are  removed  by  pure  air  the  cold  pure 
mixture  may  be  compressed  to  very  high  pressures  without  danger 
of  early  ignition.  The  admission  of  air  in  the  first  place  also 
prevents  any  chance  of  igniting  the  incoming  chaige  during  the 
charging  stroke. 

The  author  therefore  considers  that  Messrs.  Crossley  & 
Atkinson's  new  scavenging  device  is  a  most  valuable  invention, 
inasmuch  as  it  permits  of  clearing  out  all  waste  products  by  a 
device  so  simple  as  lo  add  no  complications  to  the  engine.  It  is 
more  valuable,  however,  for  large  engines  than  for  small  ones,  as 
it  is  much  more  desirable  to  discharge  exhaust  products  in  lai^e 
than  in  small  engines.  The  invention  is  especially  applicable  to 
engines  using  Dowson  gas,  and  it  considerably  increases  the 
available  pressure  with  such  engines,  by  so  increasing  the  air 
supply  present  as  to  enable  more  gas  to  be  burned  economically 
in  the  cylinder. 

Figs.  178,  179  are  diagrams  taken  from  the  same  'scavenging' 
engine  with  ordinary  gas  and  Dowson  gas. 

The  engine  has  a  17-inch  diameter  cylinder  and  34-inch  stroke. 

In  fig.  178,  the  coal  gas  diagram,  the  power  indicated  is  lat 
horse,  with  an  average  available  pressure  of  1135  lbs,  per  sq,  in. 
In  fig.  179,  the  Dowson  gas  diagram,  the  very  satisfactory  avail- 
able pressure  of  97-4  lbs.  is  obtained. 

The  engine  is  rated  at  30  HP  nominal. 

The  Dowson  diagram  is  a  great  improvement  on  that  obtained 


with  the  same  gas  on  a  non-scavenging  engine ;  the  highest 
available  pressure  claimed  by  Mr.  Dowson  for  an  engine  this  size 
is  82  lbs.  per  sq.  in. 

Even  with  the  scavenging  device,  however,  it  does  not  seem 
safe  to  rely  upon  a  higher  pressure  for  anything  like  full  load 
than  65  lbs.  persq.  in.  with  a  16  HP  nominal  Crossley  Otto. 

Methods  still  open  to  obtain  increased  Economy. — Modification 
may  still  be  made  in  the  indicator  diagram  of  the  gas  engine  to 
further  increase  efficiency,  and  the  author  will  now  discuss  such 
points  as  appear  to  him  capable  of  improvement.  In  doing  this 
the  author  will  refer  to  the  Otto  cycle,  but  it  is  to  be  remembered 
that  the  impulse-every-revolution  engines  may  be  arranged  to 
produce  any  of  the  results  brought  about  by  the  Otto  engine. 

The  author  has  pointed  out  that  the  actual  indicated  efficiency 
of  a  gas  engine  increases  with  the  theoretic  efficiency,  and  that 
the  actual  efficiency  varies  from  o'5i  to  058  of  the  theory.  The 
actual  indicated  efficiency  also  increases  with  the  dimensions  of 
the  engine,  other  things  being  similar,  when  the  ratio  of  compres- 
sion space,  and  therefore  the  theoretical  efficiency,  remains 
constant  Thus  at  p.  377  an  engine  of  9^  ins.  cylinder  and  i& 
in.  stroke  having  a  theoretic  efficiency  of  0-40  gave  a  practical 
indicator  efficiency  of  oai  or  053  of  the  theory. 

Referring  to  a  careful  test,  already  mentioned,  of  a  100  HP 
double  cylinder  Otto  engine  made  in  Philadelphia  by  Mr. 
H-  W.  Spangler,  it  will  be  found  that  the  cylinders  were  each  14 
in.  diameter  by  25  in.  stroke  ;  the  engine  gave  as  an  average  127 
IHP  and  gz'S  brake  HP  at  160  revolutions  per  minute.  The 
clearance  space  was  practically  a8  per  cent,  of  the  whole  cylinder 
volume,  that  is  28  per  cent,  of  the  volume  swept  by  piston  + 
compression  space  volume. 

The  theoretic  efficiency  of  such  an  engine  is  o'4i,  but  the 
actual  efficiency  was  found  to  be  0277,  so  that 

The  actual  efficiency,  instead  of  being  only  0-58  of  the  theoretic, 
rises  to  ■675  of  it,  due  to  change  in  the  dimensions  of  the  engine 
without  practical  change  in  the  compression. 

The  engine  mentioned  on  page  377  as  7  in.  diameter  and 
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IS  in.  stroke  gave  an  efficiency  of  025,  while  the  larger  enpne 
of  II  in.  diameter  cylinder  and  21  in.  stroke,  havii^  a  similar 
<x>ropression  space,  gave  an  efficiency  of  o'275. 
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Fio,  178.— Diagram,  Croasley  Otto  Engine  (coal  gas). 


Fig.  179.— Diagiaiji,  Crossley  Otto  Engine  (Dowson  gas). 

The  theoretical   efficiency  in   both  cases  is  0-428,  and  the 

ratios  are : 

■428      ^  -428        " 

The  actual  efficiency,  therefore,  increases  with  the  dimensions  ol 
the  engine,  the  compression  remaining  constant 
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From  these  numbers  it  is  evident  that  efficiency  for  equal  com- 
pression increases  considerably  with  the  dimensions  of  the  engine. 

There  is,  however,  a  limit  to  this  increase  of  efficiency  with 
increased  dimensions. 

The  increase  in  the  efficiency  of  the  larger  engines  as  compared 
with  the  smaller  using  the  same  proportion  of  compression  space 
is  due  to  the  diminished  ^proportional  loss  of  heat  from  the  gases 
of  the  explosion  to  the  inclosing  metal  walls,  and  it  is  always  foiind 
that  in  Lirger  engines  the  expansion  curve  tends  more  and  more 
to  rise  above  the  adiabatic  line.  With  a  maximum  temperature 
of  explosion  of  about  1600°  C.  it  is  found  by  experiment  that 
the  actual  increase  of  temperature  due  to  explosion  accounts  for 
about  from 06  to  07  of  the  total  heat  of  the  gas  present ;  there 
is  therefore  heat  enough  present  in  a  gas  engine  of  ordinary 
proportions,  if  none  be  lost,  to  keep  up  the  temperature  during 
expansion  performing  work  to  the  maximum  1600"  during  the 
whole  expansion  stroke.  The  increase  in  dimension  if  carried 
to  an  extreme  could  therefore  only  reduce  the  loss  to  insignificant 
relative  proportions,  and  in  such  a  case  the  mass  of  incandescent 
gas  might  be  considered  to  lose  no  heat  whatever  to  the  walls  of 
the  cylinder." 

Assume  an  air  engine  in  such  a  case  ;  the  total  volume  of 
the  stroke  plus  clearance  space  being  i  cb.  ft.       ' 

Assume  the  engine  to  have  a  compression  space  of  o'275  of 
the  whole  cylinder  volume,  as  in  the  test  made  by  the  author  on 
Crossley's  Otto  scavenging  engine,  page  316.     Then  the  diagram 
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and  results  would  be  as  shown  in  fig.  i8o,  where  the  temperature 
of  explosion  is  1600°  C. 

From  this  it  will  be  seen  that  while  0'4O9  is  the  efficiency 
for  adiabatic  expansion,  then  0*346  is  the  efficiency  for  isothermal 
expansion  ;  &om  this,  then,  it  appears  that,  allowing  for  the  known 
property  of  the  suppression  of  heat  in  a  gaseous  explosion,  the 


utmost  efficiency  possible  for  an  engine  using  coal  gas,  having 
a  compression  space  of  0*275  °^  the  total  cylinder  volume,  and 
expanding  to  the  same  volume  as  existed  before  compression, 
is  0*346,  so  that  the  efficiency  actually  attained  in  practice  is 

''=0*80  or  80  per  cent,  of  the  possible. 
■348 

So  far,  then,  practice  has  shown  that  the  absolute  efficiency  of 
the  gas  engine  has  been  increased  &om  17  per  cent,  in  i88z  to 
practically  28  percent,  in  1895,  that  is  from  convening  17  per  cent. 
of  the  whole  heat  into  indicated  work  to  28  per  cent  of  the  whole 


heat,  and  this  great  change  in  economy  has  been  brought  about 
by  increase  in  compression  alone.  The  compression  pressure 
has  risen  from  35  lbs.  per  sq.  in.  above  atmosphere  to  90  lbs. 
per  sq.  ia 

The  question  now  arises.  How  fai  can  this  compression  be  still' 
enhanced?  It  will  be  observed  from  the  formula  10  on  page 
S3  that  the  efficiency  increases  somewhat  slowly  at  the  higher 
pressures,  and  thus  a  limit  must  be  reached  beyond  which  the 
increasing  weight  and  dimensions  of  the  engine  parts  due  to  rising 
maximum  pressure  will  more  than  compensate  for  the  improved 
theoretical  economy. 

Assume,  for  example,  that  a  compression  of  210  lbs.  per  sq.  in. 
above  atmosphere  is  feasible ;  the  volume  of  the  compression 
space  will  then  be  0-144  of  the  total  cylinder  volume,  so  that  the 
theoretic  efficiency  of  such  an  engine  will  be 
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The  ideal  efficiencies  for  different  compressions  thus  stand  : 

E'0'33   for  3S  lbs.  per  sq.  in.  compression  above  almoapbere. 
E-o'4o     „  M-6     ,, 
E=o-4a8   „  87-S    ,. 
E  =  os46  ..  3IO     „ 

Such  a  compression  as  aio  lbs.  per  sq.  in.  above  atmosphere 
would  produce  with  an  explosion  temperature  of  1600°  C. 
a  maximum  pressure  of  675  lbs.  per  sq.  in.  above  atmosphere, 
and  this  would  involve  an  engine  of  nearly  double  the  we^ht 
of  working  parts  as  compared  with  the  engine  tested  by  the 
author  at  Messrs.  Crossley's,  with  but  a  small  increase  in  power 
for  the  great  increase  in  we^ht. 

The  author  accordii^ly  considers  a  compression  of  zoo  lbs. 
per  sq.  in.  as  considerably  above  the  limit  likely  to  be  useful 
in  a  simple  gas  engine ;  to  render  such  compressions  possible 
he  considers  that  compound  engines  will  require  to  be  designed. 

The  gas  engine,  in  the  author's  opinion,  is  now  rapidly  nearing 
the  limit  of  advantageous  increased  compression,  so  that  no 
great  further  economy  is  to  be  expected  there. 

Looking  at  diagram  3,  fig.  177,  however,  it  will  be  observed  that 
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at  the  moment  of  opening  the  exhaust  valve  there  is  stiH  in  the 
cylinder  a  pressure  of  about  50  per  sq.  in.  above  atmosphere. 
It  is  obvious  that  if  the  cylinder  of  that  engine  had  been  longer 
and  the  piston  could  expand  farther,  the  pressure  could  have 
been  reduced  while  the  expanding  gases  were  performing  work  in 
it  Thissource  of  economy  has  long  been  obvious  to  engineers, 
and  many  have  attempted  to  realise  it  in  ptactice.  The  author 
has  calculated  an  ideal  case  of  this  kind  in  vhich  the  pressure  of 
compression  was  100  lbs.  per  sq.  in.  above  atmosphere,  the 
explosion  temperature  1600°,  and  the  (adiabatic)  expansion  carried 
on  far  enough  for  the  contents  of  the  cylinder  to  fall  to  atmo- 
spheric pressure.  The  theoretic  efficiency  of  such  an  engine 
would  be  0-55,  and  with  an  engine  of  about  aoo  IHP  a  practical 
efficiency  of  0-55  x  6  =  33  is  probable. 

In  the  author's  opinion  efficiencies  of  35  per  cent,  of  the 
whole  heat  given  to  the  engine  are  now  within  the  reach  of  the 
ei^ineer. 

The  question,  however,  as  to  whether  greater  or  less  expansion 
should  be  utilised  in  an  engine  is  altogether  a  matter  of  dimen- 
sions ;  for  small  engines  great  expansion  beyond  the  volume  of 
the  charge  before  compression  is  inadvisable,  as  the  reduction  of 
the  volume  of  mixture  dealt  with  at  each  stroke  may  readily  so  far 
increase  the  relative  loss  of  heat  to  the  cylinder  as  to  more  than 
neutralise  the  gain  obtained  from  the  extra  expansion. 

In  very  large  gas  engines  it  will  be  undoubtedly  advisable 
to  adopt  the  compound  principle,  and  many  engineers  have 
attempted  compounding ;  so  far,  however,  compound)!^  is  not 
successful.  Otto,  Qerk,  Atkinson,  Crossley,  Burt,  Dick,  Kerr  & 
Ca  and  others  have  attempted  compounding,  but  the  priiK:iples 
involved  are  not  yet  thoroughly  understood  and  require  further 
investigation. 

One  important  point,  however,  is  dearly  estabhshed  by  Burt's 
engine,  figs.  156,  157,  and  158,  that  flame  gases  do  not  lose  much, 
heat  when  passed  from  cylinder  to  cylinder  by  short  open  ports. 
Experiments  made  by  the  author  also  bear  this  out  Compound- 
ing to  be  successfiil  must  be  carried  out  by  means  of  very  short 
straight  and  unobstructed  ports. 


PART   III. 
OIL  ENGINES. 

CHAPTER   I. 

PETROLEUM   AND   1>ARAFFIN   OILS. 

'Oil  engines  resemble  gas  engines  in  this,  that  (he  power  is  gene- 
rated by  the  explosion  of  a  compressed  inflammable  gaseous 
mixture  in  an  engine  operating  according  to  the  well-known  Otto 
cycle, 

In  the  older  gas  engine  patents  it  was  customary  to  assume 
that  a  gas  engine  was  necessarily  an  oil  engine  also,  and  that  only 
trifling  additions  or  modifications  were  required  in  order  to  con- 
vert any  gas  engine  into  an  oi!  or  inflammable  vapour  engine. 

For  many  years,  however,  the  difficulty  of  using  safe  oil  and 
producing  compressed  explosive  mixtures  from  it  was  so  great  that 
no  effective  oil  engine  was  placed  upon  the  market  Even  now 
the  oil  engine  is  a  much  more  tricky  machine  than  the  gas  engine, 
although  it  is  more  reliable  than  was  formerly  the  case,  and  it  is 
rapidly  settling  down  by  the  industry  and  experiments  of  many 
inventors  to  something  like  a  standard  type. 

In  the  earlier  oil  engines  very  light  inflammable  oils  of  the 
gasoline  kind  were  used  to  supply  the  engine  with  inflammable 
vapour,  and  in  these  the  problem  of  vaporising  the  oil  was  com- 
paratively simple.  It  was  only  necessary  to  draw  air  over  a  surface 
saturated  with  gasoline  or  some  lighter  oil,  to  produce  a  mixture 
of  inflammable  vapour  and  air,  which  when  taken  into  the  cylinder 
of  a  gas  engine  readily  supplied  the  place  of  the  ordinary  coal 
gas,  and  gave  explosions  under  compression  closely  resembling 
those  obtained  with  coal  gas.    The  legal  restrictions  placed  upon 
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the  carriage  and  storage  of  such  light  oils,  however,  made  it 
impossible  for  engines  using  only  such  oils  to  be  applied  exten- 
sively in  this  country,  and  accordingly  it  became  necessary  to 
devise  engines  with  vaporisers  of  a  kind  capable  of  supplying 
inflammable  vapours  of  gases  to  an  engine  using  oil  such  as  is 
commonly  adopted  for  petroleum  or  paraffin  lamps.  Such  oils  are 
much  less  volatile  than  the  gasoline  oils  already  mentioned,  and 
accordingly  it  is  much  more  difficult  to  produce  from  them 
inflammable  vapours  capable  of  exploding  in  a  gas  engine 
cylinder. 

The  object  of  the  engineer  in  dealing  with  those  heavier  oils 
is  to  so  treat  them  as  to  charge  the  engine  cylinder  with  an 
inflammable  mixture  of  air,  and  the  particular  hydrocarbon,  which 
mixture  is  sufficiently  stable  in  the  gaseous  or  vapour  state  to  stand 
compression  without  liquefaction.  At  the  same  time  the  explosion 
obtained  should  be  powerful  and  regular,  and  the  combustion  so 
complete  as  to  avoid  deposits  capable  of  clo^ng  the  valves  and 
working  parts. 

Many  difficulties  have  been  found  in  so  vaporising  oils  as  to 
produce  a  suitable  inflammable  mixture,  and  at  the  same  time 
avoid  clogging  up  the  vaporiser  or  the  engine. 

A  knowledge  of  the  properties  of  the  principal  hydrocarbons 
used  will  assist  the  engineer  in  deciding  beCweeri  diflering  methods 
of  procedure,  and  accordingly  the  author  will  now  describe  and 
discuss  the  properties  of  the  various  hydrocarbon  oils  from  the 
point  of  view  of  the  oil  engine  inventor  or  designer. 

Chemistry  of  Petroleum  and  Paraffin  Oils. — A  few  words  will 
first  be  necessary,  however,  on  the  chemistry  of  petroleum  and 
paraffin.  The  oils  used  for  petroleum  engine  purposes  consist 
mainly  of  three  varieties — American  petroleum,  Russian  petroleum, 
and  Scotch  paraffin  oil. 

The  American  and  Russian  petroleum  is  obtained  by  refining 
crude  oil  which  issues  from  oil  wells  found  in  the  United  States 
of  America,  and  in  Russia  on  the  shores  of  the  Caspian  Sea. 

Crude  petroleum,  as  It  issues  from  the  wells,  is  a  mixture  of 
many  different  substances,  some  gaseous,  some  liquid,  and  some 
solid  ;  the  crude  petroleum  is,  in  fact,  a  liquid  containing  various 
gases  in  solution,  and  various  solid  bodies  as  well.    The  various 


liquids,  solids  and  gases,  however,  resemble  each  other  in  one 
particular.  They  are  every  one  of  them  hydrocarbons,  that  is 
chemical  compounds  of  which  hydrogen  and  carbon  are  "the  sole 
constituents. 

American  petroleum  consists  principally  of  hydrocarbons  be- 
longing to  a  chemical  series  known  as  the  paraffin  series.  This 
series  has  the  general  formula  CnHjn+s-  Members  of  another 
chemical  series,  however,  are  mixed  with  the  paraffin  group. 
This  other  series  is  known  as  the  define  series,  and  the  general 
formula  is  CnHjn- 

Both  the  paraffin  and  the  define  series  comprise  substances 
ranging  from  the  gaseous  state  to  the  solid  state  ;  that  is,  each  series 
contains  substances  which  are  solid,  substances  which  are  liquid, 
end  substances  which  are  gaseous. 

The  lightest  member  of  the  paraffin  series  is  the  well-known 
marsh  gas  methane  (CH4),  and  one  of  the  heaviest  of  the  liquid 
products  is  known  as  pentadecane,  CuHj^,  and  the  solid  paraffin 
so  well  known  in  commerce  in  the  form  of  paraffin  candles  is  a 
mixture  consisting  principally  of  solid  members  of  the  paraffin  series, 
together  with  some  solid  members  of  the  define  series.  The 
olefine  series  likewise  comprises  a  whole  range  of  compounds 
beginning  with  the  well-known  gas  ethylene  (defiant  gas),  and 
terminating  with  solid  olefines  containing  more  than  30  equi- 
valents of  carbon  to  40  equivalents  of  hydrogen. 

Crude  Pennsylvania  petroleum  as  it  issues  from  the  wells 
gives  off  as  gases : 

Methane  {Marsh  Gas) C  H4 

Elhane CnHg 

Propone CjH, 

and  12  sep.irate  hydrocarbons  of  the  paraffin  series  have  been 
isolated  from  the  crude  liquid.  These  twelve  hydrocarbons  are 
given  in  the  table  on  page  390  with  formula,  specific  gravity,  and 
boiling  point  of  each. 

All  these  hydrocarbons,  except  the  first,  are  liquid  at  ordinary 
temperatures.  The  boiling  points  of  the  hydrocarbons  vary  from 
0°  C.  to  260°  C,   and  the  specific  gravity  from  '65  to  -792, 

It  will  be  observed  that  in  every  one  of  these  compounds  the 
hydi<^en   atoms   going  to   form    the   molecule   are   double   the 
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number  of  the  carbon  atoms,  plus  an  additional  two  hydr<^n 
atoms.  Marsh  gas,  for  example,  has  in  the  molecule  i  atom  car- 
bon, and  2  atoms  hydrogen  +  2.  Ethane  has  2  atoms  carbon, 
and  4  fitoms  hydrt^en  4-  2,  that  is  6.  The  same  proportion  is 
given  in  all  the  members  of  the  series  in  the  table. 


Sum 

Fomul. 

SpcciRc  Gnvity 

Boili 

gp«m 

Nomul 

Noraal 

Iso. 

Butane  .... 

CJt,o 

o'd45ai    o=C. 

o^C. 

Ptnune 

C-sHij 

0-645,.    ""C. 

38"  C. 

30=  C. 

Hexane. 

CH 

0-63    ,,  17' C. 

t9-C. 

ii°C. 

Heptane 

CtHis 

07",.i6'C 

98=  C, 

91°  C. 

Octane  .... 

t;,H,^ 

0726 

134°  C. 
Boili 

n8=  C. 

Nonane. 

C 

071   atij'C. 

135=  to 

'i38^"c. 

Decine. 

c; 

0757  ..  '5^C. 

160°. 

i6a=C. 

Endecane      . 

C| 

o>6s„.6''C. 

180", 

lat'-C 

-  C| 

o7«  ..  =0=  C. 

196', 

aoo=C. 

Ci 

079a  ..  *>°  c. 

jSp. 

318"  C. 

Telradecanc  . 

C| 

336". 

340"  C 

PoDtadecane  . 

Ci 

=&. 

aeo'C. 

Pentadecane,  the  highest  here  shown,  has  15  atoms  carbon 
associated  with  30  +  2  atoms  of  hydrogen. 

The  hydrocarbons  of  this  series  resemble  each  other  very 
much  in  chemical  and  physical  properties.  They  decompose 
under  the  action  of  heat  in  a  similar  manner,  and  they  have 
similar  physical  properties.  Chemists  call  such  a  series  of  com- 
pounds a  homologous  series. 

The  American  refined  lamp  oils  of  commerce  consist  prin- 
cipally of  the  heavier  hydrocarbons  given  in  the  list,  but  they  also 
contain  in  smaller  quantity  hydrocarbons  of  the  define  series. 

The  table  on  page  391  gives  a  few  of  the  best  known  mem- 
bers of  this  series. 

These  compounds  form  what  chemists  call  an  isomeric  series, 
because,  as  will  be  observed,  they  are  all  of  the  same  percentage 
composition.  Each  hydrocarbon  of  the  series  contains  exactly 
the  same  proportion  of  hydrogen  and  carb6n,  namely,  857  carbon 
to  r4-3  hydrogen.  The  compounds,  however,  differ  in  molecular 
density,  and  this  is  found  by  the  increasing  vapour  density  ; 
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thus,  if  one  volume  of  ethylene  be  taken  as  the  unit  of  wri{^t, 
an  equal  volume  of  butylene  weighs  2,  hexylene  3,  and  so  on. 

Some  Members  of  the  Olbfine  Serics. 


Eibrlene  (Olefiant  G«) 

CH, 

Gaseous 

C3H,        , 

Butylene    . 

C*H, 

4°C. 

Amylene    . 

CiH,o 

73°  C. 

Hexylene. 

C,H„      . 

70"  C. 

Heptylene 

C,H„      . 

84'' C. 

Octylene   . 

CsH„      . 

.19=  c. 

Diaroylene 

C,oH„      . 

ifiS"  c. 

Triaroylene 

CisHjc     . 

348"  c. 

C„H„     .  abo 

ve390=C. 

The  tenn  homer  is  sometimes  limited  to  compounds  of  the 
same  molecular  density  as  well  as  the  same  percentage  composi- 
tion. Such  compounds,  howeveT,  differ  in  physical  and  chemical 
properties. 

At  first  it  is  very  surprising  to  find  that  two  chemical  substances 
of  identical  chemical  composition  and  molecular  density,  that  is, 
with  the  exact  proportions  of  the  element  present,  the  same  in 
both,  should  have  different  properties,  but  the  case  is  strictly 
analogous  to  what  is  known  of  the  elements.  Many  chemical 
elements  are  known  to  exist  in  several  forms,  without  change  of 
chemical  composition.  Carbon  exists,  for  example,  in  three  forms, 
the  diamond,  graphite,  and  charcoal.  These  three  forms  are 
widely  different  in  appearance  and  physical  properties,  but  each 
contains  nothing  but  carbon,  and  produces  nothing  but  carbonic 
acid  on  burning. 

Phosphorus  also  exists  in  two  fonns,  yellow  and  red,  and  it 
is  more  than  suspected  that  iron  exists  in  several  forms. 

When  elements  vary  in  this  way,  the  variations  from  the  best 
known  form  are  called  allotropes  or  allotropk  modifications. 
When  a  chemical  compound  has  several  varieties,  the  variations 
are  known  as  isomers.  The  word  isomer,  however,  is  more  strictly 
used  to  denote  compounds  not  only  of  the  same  percentage 
composition,  but  of  the  same  molecular  weight. 

Bodies  of  the  same  percentage  composition  and  different 
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molecular  weights  are  known  as  polymers.    The  olefine  series 
then  are  polymers. 

The  olefines  are  present  in  American  petroleum  to  only  a 
small  extent,  but  in  Russian  petroleum  they  form  the  principal 
constituents.  The  hydrocarbons  present  in  Russian  petroleum 
are  not  quite  the  same  as  the  normal  olefines,  but  appear  to  be 
isomeric  modifications  of  the  true  oleiine  series,  having  the 
general  fonn  of  CnHm-sHg.  This  formula  seems  to  be  a  round- 
about way  of  expressing  the  same  thing  as  CnH,n>  because  6H  is 
deducted,  and  6H  added.  It  is  not,  however,  the  same  form  as 
CoHjn,  but  expresses  chemical  relationship  to  another  set  of  com- 
pounds. The  compounds  of  the  general  form  CnHjn-fiHg  are 
called  naphthenes,  and  the  naphthenes,  although  of  the  same  per- 
centage composition  as  the  olefines,  resemble  the  paraffins  more 
closely  in  their  chemical  decompositions.  The  naphthenes,  which 
have  been  isolated  from  Russian  petroleums,  are  according  to 
Redmond  as  follows  : 


Ch 

His     ■ 

rSOLATED 

FROM  Russian  Petrolhuh. 
C„H„     .        .        .196= 

'C 

c, 

H,«      . 

Il6= 

'C. 

c. 

iHm     . 

,        .    a4o= 

■v.. 

CioHa,     .        . 

I6i^ 

'C. 

Ci 

sH„     . 

■        ■    "47' 

'C. 

C| 

,H«     .        . 

The  specific  gravity  of  the  first-men tJoned  hydrocarbon 
octonaphthene,  CgHie,  at  o'  C.  is  7714,  and  that  of  dodeca- 
naphthene  at  17°  C.  is  8027. 

Paraffin  oil,  as  its  name  implies,  is  mostly  composed  of 
members  of  the  paraffin  series,  and  it  is  produced  by  the  destruc- 
tive distillation  of  Scottish  shale.  The  crude  oil  obtained  from 
the  retorts  contains,  like  petroleum,  substances  both  solid,  liquid, 
and  gaseous.  The  solid  paraffin  of  commerce  is  generally  obtained 
trom  this  parat^  oil. 

The  chemistry  of  petroleum  and  paraffin  oils  is  extremely 
complex,  and  only  a  general  idea  has  been  here  given  of  the  main 
constituents. 

Before  leaving  the  chemistry,  it  is  desirable  to  consider  the 
decompositions  of  these  compounds  by  heat.  It  is  found,  for 
example,  that  if  a  heavy  member  of  the  paraffin  series  be  exposed 
to  heat  under  pressure,  so  as  to  attain  a  temperature  higher  than 


the  boiling  point,  then  that  compound  decomposes  into  a  lower 
paraffin  and  an  olefine.    The  paraffin  hydrocarbon  C|,Hj6,  for 
example,  may  be  decomposed  into  hexylene  CsH,j,  and  hexane 
CftHn,    The  reaction  may  be  taken  as  follows  : 
C,sHjB=C6H,j+C8Hi,. 

The  heavier  hydrocarbon  thus  splits  up  into  a  paraffin  and  an 
ethylene  containing  a  smaller  number  of  carbon  and  hydrogen 
equivalents  to  the  molecule.  It  depends  entirely,  however,  on 
the  particular  temperature  and  treatment  as  to  the  actual  decom- 
position which  will  take  place.  If  the  temperature  of  the  hydro- 
carbon be  raised  to  a  high  enough  point,  marsh  gas,  CH),  can  be 
produced,  and  carbon  left  in  the  retort.  The  olefines  decompose 
'also,  heavier  olefines  producing  lighter  olefines  by  the  influence 
of  heat,  or  lighter  olefines  together  with  hydrogen,  marsh  gas,  and 
solid  carbon  deposit 

Petroleum  Ether  and  Spirit. — The  volatile  liquids  produced 
from  American  petroleum  have  been  classed  as  petroleum  ether 
and  petroleum  spirit.  The  following  table  gives  a  list  of  the 
substances  so  produced.  The  names  given  are  not  chemical 
names,  but  ordinary  trade  names,  and  the  compounds  are  not 
pure  hydrocarbons  of  one  composition,  but  mixtures  of  hydro- 
carbons boiling  at  very  low  points. 


Petroi^um  Ether  ani 

SpiRrr. 

Sp«fic  Cnvily 

Petroleum  Spiril 

.6    "5f. 

714..   7'8 
741  ..   74S 

,4,  C  Naphtha  (Beiuinc 

UBNafhiha 

(6.  A  Napbtha  (Beniine 

Naphtha)    . 

According  to  Mr.  Alfred  H.  Allen,  cymogene  consists  chiefly 
of  butane,  C,H,o,  of  pentane,  CiHu,  and  an  isomer  of  that 
substance;  and  hexylene,  CsHi,,  and  an  isomer  of  hexylene. 

As  these  products  are  extremely  volatile,  cymogene  boiling  at 
0°  C,  the  freezing  point  of  water,  and  the  heaviest  A  naphtha 
boiling  away  under  70°  C,  it  follows  that  they  are  dangerous  to 
handle,  and  are  for  too  inflammable  for  general  use  in  oil  engines. 


slide,  carries  a  small  flame,  and  the  movement  is  so  combined 
that,  as  the  lever  tilts,  the  flame  is  passed  through  one  of  the 
openings  in  the  slide  and  reaches  the  top  of  the  oil  in  the  oil 
cup. 

The  thermometer  /'  is  intended  to  take  the  temperature  of  the 


water  bath,  and  the  spirit  lamp  b  supplies  the  necessary  heat 
The  pendulum  shown  alongside  of  the  apparatus  is  24  inches 
long,  and  is  intended  to  time  the  operation  rf  testing  the  flash. 

To  determine  the  flashing  point  of  the  oil,  the  temperature  of 
the  water  bath  at  the  start  of  the  test  is  arranged  at  exactly  1 30°  F. 
The  oil  to  be  tested  is  cooled  to  60°  F.  and  poured  carefully  into 
the  oil  cup  p,  avoiding  splashing,  until  the  oil  reaches  the  point  of 
a  small  bent  wire  gauge  inside  the  cup.  The  lid  is  then  put  on, 
and  the  cup  placed  in  the  bath,  the  rise  of  the  temperature  being 


At>el  Flash  Teac  Apparatus. 


watched  on  the  thermometer  t  in  the  petroleum  cup.  When  the 
oil  reaches  the  temperature  of  66°  F.  the  testing  is  started  by 
setting  the  pendulum  in  motion,  and  while  it  makes  three  oscilla- 
tions, drawing  the  slide  slowly  open,  and  at  the  fourth  oscillation 
closing  it"  rapidly.  By  this  the  test  flame  is  gently  tilted  through 
a  hole  in  the  slide  to  the  space  above  the  oil.  This  operation  is 
repeated  once  for  every  increase  of  temperature  of  1°  F.  until  the 
vapour  of  the  oil  ignites  within  the  oil  cup,  giving  a  pale  blue 
flicker  or  flash.  The  lemperaiure  of  the  oil  at  which  this  occurs 
is  called  the  flashing  point ;  that  is,  the  flashing  point  is  that 
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per  cent,  boils  over,  and  at  340°  C.  8a  per  cent.  At  358"  C,  the 
extreme  limit  of  the  thermometer  used,  there  was  still  a  consider- 
able residue.  The  Royal  Daylight  oil,  therefore,  contains  a  very 
wide    range   of  hydrocarbons,    beginning  probably  with  octane. 


!          H            1 

;iS%  R  S    «,     i    188,8 

w,„     ,       . 

i\ 

1                           H 

8,?  f  € 

i 

liia 

J5  S  ?.  S.  J   1    * 

s  s  s  a 
1  1    1    e 

s 

|f.  K  ^  £■    S     1       8. 

1  1    1    >• 

^ 

m 

SMI     .5    ?,    J 

1  1    1    1 

1 

^ 

fMlff     f 

M      ,| 

I 

m 

I'M     II     1 

M      ,| 

» 

tlA|i 

IH.e    1    f     1 

15  1  1 

1 

IflH^I 

|ts-s,s  its, 

*  *  s. 

1 

1 

1 

Ijghl  straw 
Colourless 

J   1    = 

■■3 

"5 

1 

byGOOQiC 


Likewise  if  dry  air  be  blown  through  water,  every  cubic  foot  of 

air  will  carry  off  a  certain  volume  of  water  vapour,  until  the  whole 
of  the  water  is  evaporated,  and  this  will  occur  by  blowing  through 
air  at  any  temperature  at  which  water  has  an  appreciable  vapour 
tension. 

The  vapour  tension  of  water  is  the  pressure  of  water  vapour  at 


any  given  temperature.    The  term  vapour  tension  is  generally  used 
for  pressures  under  atmospheric  pressure. 

The  following  table  gives  the  vapour  tension  of  water  for 
different  temperatures  from  o"  C.  to  loo"  C.  The  tension  is  given 
in  miUimetres  morury  ;  that  is,  the  tension  of  the  water  vapour  at 
each  temperature  is  given  in  the  height  of  mercury  column  which 
the  particular  pressure  of  water  vapour  at  thai  temperature  is  cap- 
able of  supporting. 

Vapour  Tension  of  Water  Vapour. 


ToisioD 

Tenuon 

IDP.C 

mm.  M«CDiT 

Temp.  C. 

mm.  MtTcuiy 

(^ 

.  •      .       4-6 

40'      . 

■       S4-9' 

5° 

S-33 

5°°     - 

■     91 '(la 

0' 

917 

60°      . 

.  I4B70 

K 

.     «70 

70=      . 

.     333^ 

lo" 

.      "7-39 

80=      . 

388S1 

5= 

■        ■     >3'S5 

90=      . 

■     S»5'4S 

yy' 

■        ■     3'-SS 

100=     . 

,     760-00 

From  this  table  it  will  be  observed  that  at  15°  C,  about  the 
ordinary  temperature  of  the  atmosphere,  the  tension  or  pressure  of 
water  vapour  is  equal  to  12-7  mm.  mercury.  The  total  pressure 
of  the  atmosphere  is  taken  as  760  mm.  mercury,  from  which  it 
would  appear  that  the  pressure  of  water  vapour  at  that  temperature 
is  about  ^  of  the  pressure  of  the  atmosphere,  so  that  if  water  were 
to  be  evaporated  by  passing  air  through  it  at  that  temperature, 
60  cb.  ft  would  require  to  be  passed  through  [o  take  away  i  cb.  ft. 
of  water  vapour,  that  is  to  take  away  a  volume  of  vapour  sutScient 
to  make  i  cb.  ft.  of  steam  supposed  to  be  at  atmospheric  pressure 
and  temperature.  If,  however,  the  temperature  be  raised  to  about 
80°  C,  2  cb.  ft.  of  dry  air  would  carry  away  about  i  cb.  ft.  of  steam 
calculated  at  atmospheric  pressure. 

Water  can  thus  be  evaporated  either  by  boiling  it  off  by  raising 
the  temperature  above  the  boiling  point,  or  by  passing  air  through 
it  or  any  other  gas  at  a  temperature  below  the  boiling  point  ;  and 
the  amount  carried  off  by  a  cubic  foot  of  air  depends  upon  the 
temperature  of  the  water. 

The  important  point  to  remember  is,  that  to  however  low  a 
temperature  the  water  be  reduced,  it  can  be  entirely  evaporated 
by  treatment  with  a  sufficient  volume  of  air. 
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400  Oil  Engines 

Petroleum  or  oil  in  the  same  way  can  be  evaporated  either  by 
boiling  ofT,  or  by  treatment  with  air  or  gas  ;  and  the  temperature 
at  which  the  whole  liquid  can  be  evaporated  is  much  reduced  by 
passmg  hot  air  over  the  liquid,  instead  of  attempting  to  boil  the 
liquid  away.  Thus  many  of  the  American  oils,  which  leave  a  con- 
siderable residue  at  358°  C,  could  easily  be  evaporated  by  passing 
hot  air  through  the  liquid,  without  requiring  any  further  rise  of 
temperature.  It  is  often  objectionable  to  attempt  to  vaporise  by 
boiling  ofT  or  distilling,  because  in  many  oils  the  boih'ng  point  is 
so  high  that  the  decomposition  point  is  reached  before  the  liquid 
will  boil.  In  such  a  case,  attempting  to  force  vaporisation  or  dis- 
tillation by  increasing  the  heat  only  results  in  the'  chemical  decom- 
position of  the  oil,  and  leaving  in  the  vaporiser  a  comparatively 
large  quantity  of  carbon  or  tar.  A  sample,  for  example,  of  solid 
paraffin,  such  as  is  used  for  candles,  could  not  be  entirely  distilled 
by  any  attempt  at  boiling  ;  but  if  the  sample  be  placed  in  a  vessel, 
which  vessel  is  heated  to  the  highest  temperature  which  the  paraffin 
will  stand  without  decomposition  on  a  sand  bath — say  about 
400°  C.— and  super-heated  steam  be  blown  through  the  liquid 
paraffin,  then  nearly  the  whole  of  that  solid  paraffin  can  be  distilled 
without  decomposition.  From  this  it  follows  that,  if  vaporisation 
is  desired  without  decomposition,  the  temperature  can  be  kept 
much  lower  by  heating  the  vaporiser  to  a  predetermined  point, 
and  then  passing  hot  air  over  the  liquid  contained  in  it. 

It  is  interesting  to  note,  in  connection  with  the  decomposition 
of  paraffin  and  olelines  by  heat,  that  mere  heating  up  in  a  closed 
vessel  does  not  produce  any  la^  amount  of  decomposition.  If, 
however,  the  oil  or  paraffin  be  heated  up  under  pressure  in  such 
manner  that  the  ordinary  boiling  point  is  considerably  exceeded, 
and  that  oil  be  distilled  and  condensed  in  a  condenser — also 
under  pressure — then  the  oil  rapidly  decomposes. 

Some  well-known  laboratory  methods  of  experimentic^  illus- 
trate in  a  vivid  manner  the  various  facts  which  are  useful  to  the 
engineer  designing  oil  engines.  The  distillation  of  water,  for 
example,  in  the  laboratory  apparatus  shown  in  fig,  182,  and  the 
subsequent  distillation  of  oils  in  the  same  apparatus,  enables  one 
to  realise  the  difference  between  the  nature  of  oils  and  water. 

The  apparatus  is  very  simple,  and  consists  of  a  glass  flask  a 
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havji^a  tightly  fittiDg  cork  a,  through  which  passes  a  glass  T  piece 
d,  canying  the  thermometer  b.  The  free  end  of  the  t  piece  slips 
into  the  glass  condenser  tube  c.  This  condenser  tube  passes 
within  a  water  jacket  tube  d,  fed  with  a  current  of  cold  water  by 
the  side  tube  ^,  which  current  discharges  at  d.  The  condenser 
tube  terminates  in  the  glass  receiving  flask  e,  supported  upon  a 
retort  stand  ;  the  condenser  is  held  by  a  clamp,  also  supported  on 
a  retort  stand,  and  the  distilling  flask  rests  upon  wire  gauze  sup- 
ported on  a  tripod,  and  is  heated  by  a  Bunsen  flame. 

It  is  an  interesting  exercise  to  rig  up  this  apparatus,  and  distil 
fresh  water  from  the  flask,  observing  the  thermometer  during  the 


Fig,  182.— DistillatioBofWatei. 

process.  Fresh  water  will  boil  aivay  to  the  last  drop,  and  collect 
in  the  receiving  flask  while  the  thermometer  remains  steady  at 
100°  C.  from  the  beginning  of  the  boiling  to  the  completion  of 
the  distillation. 

If  a  sample  of  Royal  Daylight  oil  be  placed  in  the  distilling 
flask  (carefully  dried  from  water),  it  will  be  found  that  the  oil 
begins  to  boil  about  144°  C,  and  that  a  lighter  oil  first  passes  over, 
and  that  the  thermometer  slowly  rises,  so  that  at  340°  C,  only 
8a  per  cent,  of  the  whole  had  distilled  over,  and  even  at  358°  C. 
a  considerable  liquid  residue  was  left  in  the  vessel.  If  the  receiving 
flask  be  frequently  changed  in  the  course  of  the  distillation,  oils 
of  diflferent  densities  will  be  collected,  the  lighter  oils  boiling  off 
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first,  and  the  heavier  in  order  later.  Such  a  process  of  distillation 
is  called  fractional  distillation,  and  on  the  manufacturing  scale  it 
is  practised  to  purify  the  oils,  and  separate  the  light  from  the 
heavy.  In  making  this  experiment  with  oil,  the  apparatus  should 
be  modified  as  shown  in  fig.  183,  where  the  wire  gauze  is  replaced 
by  a  sand  bath,  in  order  to  protect  the  glass  flaslc  containing  oil 
from  the  direct  action  of  the  flame.  In  distilling  oils  experimentally 
from  glass  flasks,  it  is  well  to  limit  the  size  of  the  flask  not  to 
exceed  250  c.c.  (quarter  litre)  ;  and  a  quantity  of  dry  sand  should 
be  kept  at  hand  to  extinguish  the  oil  flame  if  the  flask  breaks  and 


Fig.  183.— DisdlladonofOil. 


It  is  found  that  as  the  lighter  oils  distil  off  and  the  thermo- 
meter rises,  the  oil  in  the  distilling  flask  gradually  becomes  darker 
in  colour,  and  at  the  high  temperature  of  350°  C.  it  becomes  quite 
brown.  At  first  it  is  of  a  pale  straw  colour,  and  this  change  to 
brown  proves  chemical  decomposition  to  be  going  on. 

If  a  quantity  of  the  oil  which  refuses  to  boil  at  even  the  high 
temperature  of  350°  C.  be  placed  in  one  end  of  a  bent  glass  tube, 
c,  fig.  184,  and  the  tube  sealed  up  by  the  blowpipe  flame,  then 
the  liquid  distilled  from  the  end  a  into  the  end  i  without  apply- 
ing any  cooling,  but  after  distilling  returned  again  to  the  end  a 


tion  can  bear  comparatively  high  temperatures  without  decomposi- 
tion, but  if  distilled  at  the  high  temperature  decomposition 
results. 

This  appears  due  to  the  recombination  of  the  oils  when  heated 
to  a  high  temperature  and  cooled  slowly.  For  elTective  decom- 
position it  is  necessary  to  distil. 

The  American  petroleum  refiners  treat  the  heavy  oil  left  in  the 
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still  after  distilling  off  the  light  and  the  burning  oils  by  a  process 
called  craeking.  The  still  is  formed  with  a  very  lai^  and  roomy 
head  which  causes  the  oil  to  condense  and  run  back  to  the  still, 
and  in  this  way  after  heating  foraconsiderable  time  it  is  found  that 
the  oil  is  cracked  and  oils  of  lower  boiling  point  produced.  The 
cracking  process,  however,  is  attended  with  the  separation  of  a 
proportion  of  solid  carbon. 

Professors  Boverton  Redwood  and  Dewar  have  devised  a 
method  of  distilling  oils  in 
a  compressed  gaseous  atmo- 
sphere which  appears  to  pro- 
duce more  rapid  and  perfect 
decomposition  from  heavier  to 
lighter  oils. 

If  the  thermometer  be 
removed  from  the  distilling 
flask,  fig.  183,  before  the 
temperature  rises  so  high  as 
to  damage  it,  and  the  heat  be 
further  raised,  it  is  found  that 
after  a  time  a  tany  mass  is  left 
in  the  flask  which  cannot  be 
removed  by  heating.  These 
experiments  very  clearly  show 
that  the  particular  oil  could 
not  be  vaporised  by  boiling  off 
without  leaving  a  considerable 
residue.  It  would,  therefore, 
be  hopeless  with  this  oil  to 
design  a  vaporiser  to  boil  off  the  oil  as  vapour,  it  would  only  result 
in  the  vaporiser  being  choked  with  tar  and  carbon  deposit  in  a  few 
hours. 

Some  method  is  required  which  will  vaporise  the  whole  of 
this  heterogeneous  oil,  the  heavy  part  as  well  as  the  light  This 
can  be  done  in  another  way  by  means  of  the  apparatus  shown  in 
fig.  1 86,  which  is  the  same  as  that  shown  in  fig.  183  except  that  the 
flask  A  has  a  wider  neck,  and  the  cork  carries  in  addition  to  the 
T   piece  and  thermometer   the  air  tube  d.     If  the  flask   a  be 
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charged  with  Daylight  oil  and  heated  up  to  about  140°,  then  air 
be  slowly  bubbled  through  the  oil  (from  a  gasometer),  it  will 
be  found  that  the  whole  of  the  oil  can  be  distilled  out  of  the 
Qask  A  without  leaving  any  heavy  residue,  and  the  temperature  of 
the  thermometer  need  not  be  raised  above  200°  C.  In  this  case 
almost  the  whole  of  the  contents  of  the  flask  will  pass  over  with- 
out decomposition  and  without  leaving  any  clogging  residue  or 
carrying  over  any  tarry  matter. 

If  a  sample  of  solid  paraffin  be  placed  in  the  flask  lig.  186  and 
heated  up  to  about  350°,  then  dry  steam  be  blown  through  by  the 


Fig.  186.— DistillalioD  of  Oil  or  Paraffin  by  Air  ur  Steam. 

pipe  D,  it  will  be  found  that  even  solid  paraffin  will  distil  over 
practically  without  decomposition. 

If  the  paraffin  be  heated  highly  alone  and  distillation  attempted, 
it  rapidly  decomposes,  leaving  a  charred  carbon  mass. 

From  these  experiments  it  is  evident  that  the  best  method 
of  vaporising  a  hydrocarbon  oil  containing  heavy  as  well  as  light 
hydrocarbons  is  to  heat  the  oil  in  a  vaporiser  to  a  moderate 
temperature,  say  about  300°  C,  and  then  pass  air  over  it  also 
heated  to  about  the  same  temperature.  By  treating  it  in  this 
way  the  whole  of  the  oil,  light  and  heavy,  can  be  vaporised 
without  fear  of  decomposing  the  oil  and  so  producing  tarry 
products  or  carbon  residues. 
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CHAPTER  II. 

OIL  ENGINES. 

Having  now  discussed  briefly  the  chemical  and  physical  properties 
of  the  hydrocarbon  oils,  the  reader  is  in  a  position  to  consider  the 
mechanical  arrangements  of  oil  engines.  The  lighter  oils  being  so 
easily  vaporised  were  naturally  first  used  in  the  early  forms  of  oil 
engine.  With  oils  of  a  specific  gravity  less  than  74  and  a  flashing 
point  as  a  rule  lower  than  the  ordinary  atmospheric  temperature 
ofi6''C.,suchasbenzine,  benzine  naphthaand gasoline,  the  problem 
of  producing  an  inflammable  mixture  capable  of  being  drawn  into 
an  engine  cylinder,  compressed  and  exploded,  is  so  simple  that  no 
complicated  considerations  trouble  the  inventor  in  producing  his 
engine.     The  earlier  oil  engines  accordingly  used  such  hght  oils. 

Early  Oil  Engines. — The  earliest  proposal  to  use  oil  as  a  means 
of  producing  motive  power  by  explosion  appears  to  be  that  of 
Street,  whose  English  patent  was  taken  out  in  the  year  1791. 
The  first  practical  petroleum  engine,  however,  was  that  of  Julius 
Hock  of  Vienna,  who  produced  an  engine  in  1870.  This  engine 
operated  on  the  old  non -compression  system  and  took  in  a  charge 
of  air  and  light  petroleum  spray  during  part  of  the  forward  stroke 
of  a  piston,  ignited  that  charge  at  atmospheric  pressure  by  means 
of  a  flame  jet  and  so  produced  a  low-pressure  explosion  similar  to 
that  of  the  Lenoir  gas  engine.  In  1873  Brayton,  an  American 
engineer,  produced  an  oil  engine  shown  on  p.  153  of  this  work.  In 
that  engine  heavy  oil,  it  is  true,  was  used  having  a  density  some- 
times as  high  as  -85,  but  this  oil  was  crude  unrefined  oil  flashing  at 
about  atmospheric  temperature.  The  engine  was  not  a  practical 
success,  but  it  was  the  first  compression  engine  using  oil  fuel 
instead  of  gas. 


byGOOQiC 


Engines  burning  such  oils  may  be  divided  into  three  distinct 
classes : 

1  St.  Engines  in  which  the  oil  is  subjected  to  a  spraying  opera- 
tion before  vaporising. 


through  a  small  orifice  is  at  once  blown  into  very  fine  spray  by 
the  action  of  the  air  jet.  If  such  a  scent  distributor  be  filled 
with  petroleum  oil  such  as  Royal  Daylight  or  Russoline,  the  oil 
will  also  be  blown  into  fine  spray,  and  it  will  be  found  that  this 
Spray  can  be  ignited  by  a  flame  and  will  bum,  if  the  jets  be  pro- 
perly proportioned,  with  an  intense  blue  non-luminous  flame. 
The  earlier  inventors  often  expressed  the  idea  that  an  explosive 
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air  admission  and  regulation  valve  leading  to  the  vaporiser. 
Fig.  igo  is  an  elevation  on  a  smaller  scale  showing  the  general 
arrangement  of  the  engine. 

In  this  engine  oil  is  forced  by  means  of  air  pressure  from  the 


reservoir  a  through  the  pipe  b  to  the  spraying  nozzle  c,  and  air 
passes  from  the  air  pump  d  by  way  of  the  annular  channel  b  into 
the  sprayer  c,  and  there  meets  the  oil  jet  issuing  from  a,  the  air 
impinges  upon  the  oil,  breaks  it  up  in  spray,  and  the  air  charged 
with  oil  spray  flows  into  the  vaporiser  e,  which  vaporiser  is 
heated  up  in  the  first  place  on  starting  the  engine  by  means  of  a 
lamp  G.  In  the  vaporiser  the  oil  spray  becomes  oil  vapour 
saturating  the  air  within  the  hot  walls,  and  on  the  out-chai^ng 
stroke  of  the  piston  the  mixture  passes  by  way  of  the  inlet  valve 

A4  • 


FiG^  iSS.— Priestmaii  Oil  Engine  (section  through  vaporiser  and  cyUnder), 

H  into  the  cylinder.  The  valve  i  allows  air  to  flow  into  the 
vaporiser  to  displace  its  contents,  and  fiimish  air  to  be  further 
saturated  with  oil  spray  and  vapour  for  the  next  stroke.  The 
cylinder  k  is  thus  charged  with  a  mixture  of  air  and  hydrocarlwn 
vapour,  some  of  which  may  exist  in  the  form  of  very  fine  spray. 
The  piston  l  then  returns  and  compresses  the  mixture,  and  when 
the  compression  is  quite  complete  an  electric  spark  is  passed 
between  the  points  m  and  a  compression  explosion  is  obtained 
precisely  similar  to  that  obtained  in  the  gas  engine.    The  piston 
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crank  shaft  by  means  of  toothed  wheels  which  reduce  the  speed 
to  one-half  the  revolutions  of  the  crank  shaft.  The  chai^ng 
inlet  valve  is  automatic. 

The  Priestman  engine  was  the  first  engine  capable  of  using 
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ne  analysis  oi  ine  oil  uy  jvir.  v^.  j.  iviison  gave  : 

Carbon 8601  per  cent. 

Hydrogen '3'90         ,. 

Deficiency '09         » 

By  calculation  the  heating  value  is  19,700  thermal  units  F. 


per  lb.  This  is  the  total  heat  evolved  including  heat  of  con- 
densation of  steam  to  the  liquid  state.  The  principal  results 
given  by  the  test  were  as  follows  : 

iDdinated  HP sMl 

Brake  HP 4496 

Duralion  of  Irial 1 50  minutes 

Mean  speed  (revolutions  per  minute)    ....  1795 

Mean  available  pressure  (lbs.  per  square  inch)  33'9^ 

ExploMons  per  minute 8975 

Oil  consumed  per  IHP  per  hour  (Iba.)  ....  m66 

Oil  consumed  per  brake  HP  per  hour  (lbs.) .  i'a43 
The  beat  account  is— 

Total  heal  shown  by  indicator ix6j 

Heat  given  to  jacket  water 53  39 

Exhaust  waste  and  other  losses 33*9^ 


In  1S92  Professor  Unwin  made  another  trial  of  a  5  HP  Priest- 
man  oil  engine  at  Hull,  in  the  course  of  which  he  used  both 
Russoline  oil  and  Daylight  oil.  The  engine  was  of  the  same 
dimensions  as  the  Plymouth  engine,  that  is  8-5  ins.  cylinder  and 
13  ins.  stroke.  The  volume  swept  by  the  piston  per  stroke  was 
•395  cubic  feet,  and  the  clearance  space  in  the  cylinder  at  the  end 
of  the  stroke  was  '2 10  cubic  feet.  The  small  air-compressing 
pump  supplying  the  spray  producer  discharged  -033  cubic  feet  per 
stroke.  The  total  weight  of  the  engine  was  36  cwt.,  including  a 
fly-wheel  of  10  cwt.  The  principal  results  obtained  were  as 
follows  : 

IlKylighi  Ruooline 

IHP 9369    .  .  7408 

Brake  HP 7722    .  6765 

Mean  speed  (revolutions  per  minute)     .                .  304*33     ■  ■  =0773 

Mean  available  pressure  (revolutions  per  minute)  .  53'a  .  4138 

Oil  consumed  per  IHP  per  hour   ....  694  lbs.  .  8641115. 

Oil  consumed  per  brake  HP  per  hour   .  '843  ,,  .  '946    „ 

With  Daylight  oil  the  explosion  pressure  was  iSi-4  lbs.  per 
square  inch  above  atmosphere,  and  with  Russoline  i34-3  lbs. 
The  terminal  pressure  at  the  moment  of  opening  the  exhaust 
valve  with  Daylight  oil  was  354  lbs.,  and  with  Russoline  337  per 
square  inch.  The  compression  pressure  with  Daylight  oil  was 
35  lbs.,  and  with  Russoline  27'6  lbs.  pressure  above  atmosphere. 
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4i6  Oil  Engines 

Analyses  were  made  of  the  samples  of  Daylight  and  petroleum 
by  Mr.  C.  J.  Wilson,  F.C.S. 

Diylight  RiusoliK 

Carbon      .        .        .        e4*6a  per  cent.  .        .        .  Ss'SS  per  cent. 

Hydrogen.         .         .         I4'36        .,  ...  1407         ., 

Oxygen     ...            *53        r.  ...  -05        ,. 


The  total  heat  of  combustion  of  Daylight  oil  calculates  out  at 
21,490  British  thermal  units,  and  for  Russoline  at  21,180  British 
thermal  units. 

Frofessor  Unwin  calculates  the  amount  of  heat  accounted  for 
by  the  indicator  as  i8'8  per  cent,  in  the  case  of  Daylight  oil,  and 
15-2  in  the  case  of  Russoline  oil.  Fig.  191  is  a  diagram  taken  by 
Professor  Unwin,  and  published  in  his  paper  read  before  the 
Institution  of  Civil  Engineers  in  1893.  The  largest  di:^iam 
is  a  full-power  diagram  ;  the  diagram  in  dotted  lines  is  half  power ; 
and  the  small  light-line  diagram  shows  the  card  given  by  the  engine 
when  working  without  load.  The  various  particulars  of  clearance 
spaces,  maximum  pressure,  pressure  of  compression,  and  stroke 
volume  are  clearly  shown  upon  the  illustration.  From  these  figures 
it  will  be  seen  that  the  Priestman  oil  engine  worked  on  a  con- 
sumption of  '946  lb.  of  Russoline  oil  per  brake  HP  per  hour,  and 
■842  lb.  of  Daylight  oil  per  brake  HP  per  hour. 

Frofessor  Unwin  states  that  the  oil  used  in  starting  the  engine 
was  insignificant  in  quantity,  being  only  about  one  pound  of  oil 
in  each  of  the  two  trials  in  which  it  was  measured. 

The  Samuehon  Oil  Engine.— "iAtssti.  Samuelson's  engine  is 
constructed  under  the  Griflin  patents,  and  it  resembles  Priestman's 
in  subjecting  the  oil  to  the  preliminary  process  of  spraying  before 
vaporising,  and  in  it  also  the  vaporiser  is  heated  during  the  nin- 
ning  of  the  engine  by  the  exhaust  gases.  It  differs,  however,  from 
the  Priestman  engine  in  the  methods  of  igniting  and  governing. 
The  tube  igniter  is  used,  and,  instead  of  reducing  the  power  of 
the  explosions  as  is  done  by  Messrs.  Priestman,  the  governing 
device  so  operates  that  when  speed  becomes  too  high,  the  air 
supply  is  entirely  cut  olf,  and  the  exhaust  valve  is  also  closed 


byGOOQiC 


Oil  Engines  4 1 7 

The  exhaust  valve  is  closed  after  the  combustion  products  of 
the  last  explosion  have  been  discharged  from  the  cylinder,  the 
piston  consequently  moves  out,  expanding  the  contents  of  the 
compression  space. 

The  oil  valve  is  simultaneously  shut  off  in  the  sprayer,  so  that 
no  oil  is  injected. 

Fig.  192  is  a  section  of  the  Griffin  patent  oil  sprayer.  The 
air  enters  by  way  of  the  passage  a,  and  discharges  through  the 
nozzle  a',  thereby  creating  a  partial  vacuum  in  the  annular  space 
B  formed  between  the  air  nozzle  and  the  oil  nozzle.     The  passage 
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Fia  191,— Priestinan  Oil  Engine  (diagram,  Unwin). 

B^  connects  to  the  oil-supply  chamber  b'  by  way  of  a  spraying  valve 
c  attached  to  a  plunger  stem  c'.  The  air  pressure,  when  admitted, 
forces  down  the  plunger  c',  and  thus  opens  the  valve  C  against  the 
pressure  of  the  spring.  Oil  thus  passes  up  the  passage  b'  from  the 
chamber  b',  and  is  discharged  with  the  air  from  the  nozzle  a'  in  a 
state  of  fine  spray. 

Whenever  the  air  pressure  is  removed  from  the  plunger  c',  the 
spring  forces  the  valve  to  its  seat,  and  cuts  off  the  oil  supply. 
The  air  pressure  is   maintained  at  from   12  to  15  lbs.  above 


byGOOQiC 


atmosphere  by  a  pump  dnven  from  an  eccentnc  on  the  valve 
ijiaft. 

The  vaporiser  is  shown  in  longitudinal  transverse  section,  plan 
and  end  elevation  at  tig.  193.  e  is  the  vaporiser,  made  of  cor- 
rugated outline,  and  surrounded  by  the  exhaust  jacket  f.  The 
air  is  admitted  to  the  vaporiser  from  the  atmosphere  by  the 
adjustable  perforated  plate  c,  and  the  spray  nozzle  is  attached 
at  a  point  K,  and  discharges  the  spray  into  the  centre  of  the 
vaporiser. 


Fir..  193.— Samuelson  (Griffin)  Oil  Sprayer. 

So  far  the  arrangements  closely  resemble  those  of  the  Priestman 
engine  ;  but,  instead  of  using  the  electric  spark  for  igniting,  the 
incandescent  tube  is  adopted,  and  an  incandescent  metal  tube  is 
heated  and  kept  hot  by  an  ingenious  lamp  shown  at  fig.  194.  In 
this  lamp  oil  is  admitted  to  the  chamber  j  by  the  pipe  k,  and  it  is 
maintained  at  a  constant  level  there  by  means  of  the  overflow  pipe  l, 
A  short  piece  of  wire  m  is  immersed  in  the  oil,  and  the  oil  runs  up 
the  wire  and  covers  the  bent  part  by  reason  of  capillary  attraction. 
Air  under  pressure  is  admitted  by  way  of  the  pipe  n  adjusted  by 


the  screw  n',  and  it  passes  to  the  nozzle  o,  striking  upon  the  bent 
part  of  the  wire  m.    The  air  thus  blows  the  oil  off  the  wire,  and 


Fig.  193.  — Samuelson  Engine  Vapoiiser. 

at  the  same  time  the  jet  sucks  in  a  further  supply  of  air  through 
holes  p,  and  the  mixed  air  and  oil  spray  pass  through  the  tube  Q 
to  the  asbestos-lined  funnel  r  ;  on  igniting  the  mixture  within  this 


Fig.  194.  — Samuelson  Engine  Spray  Lamp. 

funnel,  it  bums  with  a  tierce  blue  flame,  and  heats  up  the  igniter 
tube  s  ;  this  tube  opens  into  the  engine  cylinder,  and  igniles  the 
mixture  when  it  is  compressed.     To  start  the  engine,  the  air  pump 
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is  worked  by  hand  until  the  required  pressure  is  obtained  ;  air  is 
then  turned  on  the  sprayer,  and  the  spray  lighted.  By  this  means 
the  vaporiser  is  heated  for  about  ten  minutes  from  within,  the 
burned  gases  being  discharged  through  a  special  valve  opening 
into  the  exhaust,  which  valve  is  closed  when  sufficient  heat  is 
attained.  The  heating  lamp  of  the  incandescent  tube  is  in  the 
meantime  lighted,  and  the  engine  is  ready  to  start. 

No  independent  tests  have  been  made  of  the  power  and  oi! 
consumption  of  this  engine  within  the  author's  knowledge. 

Engines  in  which  the  Oil  is  injecled  into  the  Cylinder  and 
vaporised  within  the  Cylinder.— -"Vhe  engines  at  present  in  use  in 
Britain  falling  under  this  head  are  those  manufactured  and  sold 
by  Messrs.  Hdmsby  of  Grantham,  Messrs.  Robey  of  Lincoln,  and 
a  German  engine  known  as  the  '  Capitaine.'  Messrs.  Hornsby 
term  their  engine  the  Horns  by- Ackroyd  engine,  and  it  is  un- 
doubtedly the  most  successful  and  simple  of  this  type. 

Hornsby -Ackroyd  Oil  Engine. — Fig.  195  is  a  section  through 
the  vaporiser  and  cylinder  of  the  Hornsby -Ackroyd  eng;ine,  and 
fig.  196  shows  the  inlet  and  exhaust  valves  also  in  section  placed 
in  front  of  the  vaporiser  and  cylinder  section.  The  main  idea  of 
this  engine  is  simple  in  the  extreme.  Vaporising  is  conducted 
in  the  interior  of  the  combustion  chamber,  which  chamber  is  so 
arranged  that  the  heat  of  each  explosion  maintains  it  at  a  tem- 
perature sufficiently  high  to  enable  the  oil  to  be  vaporised  by 
mere  injection  upon  the  hot  surfaces,  the  heat  being  also  sufficient 
to  cause  the  ignition  of  the  mixture  of  vapour  and  air  when  com- 
pression is  completed.  The  vaporiser  a  is  heated  up  by  a 
separate  lamp,  the  oil  is  injected  at  the  oil  inlet  b,  and  the  engine  is 
rotated  by  hand.  The  piston  then  takes  in  a  charge  of  air  by  the 
air  inlet  valve  into  the  cyhnder,  the  air  passing  by  the  port  directly 
into  the  cylinder  without  passing  through  the  vaporiser  chamber. 
While  the  piston  is  moving  forward  taking  in  the  charge  of  air  the 
oil  which  has  been  thrown  into  the  vaporiser  is  vaporising  and 
diffusing  itself  through  the  vaporising  chamber,  mixing,  howCT'er, 
only  with  the  hot  products  of  combustion  left  by  the  preceding 
explosion.  During  the  charging  stroke  the  air  enters  through  tbe 
cylinder,  and  the  vapour  formed  from  the  oil  is  almost  entirely 
confined  to  the  combustion  chamber.     On  the  return  stroke  of 
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the  piston  air  is  forced  through  the  somewhat  narrow  neck  a  into 
the  combustion  chamber,  and  it  there  mixes  with  the  vapour  con- 
tained in  it.   At  first,  however,  the  mixture  is  too  rich  in  inflammable 


vapour  to  be  capable  of  ignition.  As  the  compression  proceeds, 
however,  more  and  more  air  is  forced  into  the  vaporiser  chamber, 
and  just  as  the  compression  is  completed  the  mixture  attains 


proper  explosive  propmrtions.  The  sides  of  the  chamber  are 
.sufficiently  hot  to  cause  explosion,  and  the  piston  moves  forward 
under  the  pressure  of  the  explosion  so  produced. 

As  the  vaporiser  a  is  not  water -jacketed,  and  is  connected  to 
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the  metal  of  the  back  cover  only  by  the  small  sectional  area  of  cast 
iron  forming  the  metal  neck  a,  the  heat  given  to  the  surfaia  by 
each  explosion  is  sufficient  to  raise  its  temperature  to  about 
700-800°  C.  and  keep  it  there. 

It  is  a  peculiar  fact  that  oil  vapour  mixed  with  air  will  explode 
by  contact  with  a  metal  surface  at  a  comparatively  low  tempera- 
ture, and  this  accounts  for  the  explosion  of  the  compressed 
mixture  in  the  combustion  chamber  a,  which  is  never  reallv  raised 
to  a  red  heat.  It  has  long  been  known  to  engineers  conversant 
with  gas  engines  that  under  certain  conditions  of  internal  surfaces 
a  gas  engine  may  be  made  to  run  and  ignite  with  very  great 
regularity  without  incandescent  tube  or  any  other  form  of  igniter, 


Fig.  197.— Cylind< 


if  some  portion  of  the  interior  surfaces  of  the  cylinder  or  combus- 
tion space  be  so  arranged  that  the  temperaturecan  rise  moderately; 
then,  although  chat  temperature  may  be  too  low  to  ignite  the 
mixture  at  atmospheric  pressure,  yet  when  compression  is  com- 
plete the  mixture  will  often  ignite  in  a  perfectly  regular  manner. 
Fig.  197  shows  a  series  of  diagrams  taken  from  the  ordinary  Otto 
engine  igniting  in  this  manner  without  any  special  igniter,  and  it 
will  be  observed  that  the  diagrams  are  very  fairly  r^ular.  The 
author  has  noticed  this  peculiar  fact  in  connection  with  one  of 
his  old  engines  described  on  page  184,  He  placed  a  stud  a, 
fig.  1 98,  in  the  end  of  the  piston  b  ;  this  stud  was  sufficiently  long 
to  project  the  head  well  into  the  explosive  mbtture ;  on  starting 
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the  engine  with  the  ordinary  flame-igniting  valve  and  running  it 
for  15  minutes  in  the  usual  way,  it  was  found  that  the  flame- 
igniting  arrangement  could  be  entirely  stopped  from  action  and 
the  engine  run  regularly,  the  mixture  igniting  only  because  of  the 
incandescent  head  of  the  bolt  a,  which  projected  into  the  explosive 
mixture  after  compression  and  ignited  only  when  the  mixture  was 
fully  compressed.  In  this  arrangement,  however,  the  bolt  a  was 
found  to  attain  a  high  red  heat. 

It  is  a  curious  and  interesting  fact  that  with  heavy  oils  ignition 
is  more  easily  accomplished  at  a  low  temperature  than  with  light 
oils.     The  explanation  seems  to  be  that  in  the  case  of  light  oils 
the  hydrocarbon    vapoui^   formed  are   tolerably   stable   from  a 
chemical  point  of  view,  but  the  heavy  oils  very  easily  decompose 
by   heat  and  separate  out 
their  carbon,  liberating  the 
combined  hydrogeri,  and  at 
the  moment  of  liberation 
the  hydrogen  being  in  what 
chemists  know  as  the  «(ij- 
«»/ state  very  readily  enters 
into  combination  with  the 
oxygen   beside  it.     In  this 
manner  combustion  is  more 

easily  started  with  a  heavy  F"=-  198-— Clerk  Engine  with  bolt  ieniter. 
oil  than  with  a  light  one. 

Messrs.  Homsby's  vaporiser  is  of  D  shape,  the  rounded  part 
above  and  the  straight  part  of  the  D  below. 

-  To  start  the  engine  the  vaporiser  is  heated  by  a  separate 
heating  lamp,  which  lamp  is  supplied  with  an  air  blast  by  means 
of  a  hand-operated  fan.  This  operation  should  take  about  nine 
minutes.  The  engine  is  then  moved  round  by  hand,  and  starts  in 
the  usual  manner.  The  oil  tank  is  placed  in  the  bedplate  of  the 
engine.  The  air  and  exhaust  valves  are  driven  by  cams  on  a  valve 
shaft. 

Figure  199  is  a  general  view  of  the  external  appearance  of  the 
engine,  from  which  it  will  be  seen  that  the  governing  is  effected 
by  a  centrifugal  governor.  This  governor  operates  a  bye  pass 
valve,  which  opens  when  the  speed  is  too  high  and  causes  the  oil 
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pump  to  return  the  oil  to  the  oil  tank.     The  fan  and  starting  lamp 
will  be  seen  in  the  lower  part  of  the  illustration. 

Tests  and  Oil  ConsumJ>iion.^-}Aessvs.  Homsby's  engine  was 
exhibited  at  the  Royal  Agricultural  Show  at  Cambridge,  and  after 
an  exhaustive  test  by  the  judges  of  the  show  in  competition  with 
engines  by  nine  other  makers,  the  Hornsby  engine  was  awarded 
the  first  prize  of  50/.  The  engine  tested  was  given  as  of  8  brake 
HP,  and  its  dimensions  were — diameter  of  cylinder  10  in., 
stroke  15  in.,  weight  of  engine  40  cwt.  During  the  trials, 
according  to  Professor  Capper's  report,  the  engine  ran  without 


Via.  199.  —  Hornsby-Acliroyd  Oil  Engine. 

hitch  of  any  kind  from  start  to  finish.  Its  action  was  faultless. 
One  attendant  only  was  employed  all  through  the  trials,  and 
started  the  engine  easily  and  with  certainty  after  working  the  hand 
blast  to  the  lamp  for  8  minutes.  During  three  days'  run  the 
longest  time  taken  to  start  was  9  minutes,  and  the  shortest 
7  minutes.  When  the  engine  stopped  each  day  the  bearings 
were  cool  and  the  piston  was  moist  and  well  lubricated ;  the 
revolutions  were  very  constant,  and  the  power  developed  did  not 
vary  one  quarter  of  a  brake  HP  from  day  to  day.  The  oil 
consumed,  reckoned  on  the  average  of  the  three  days'  nin,  was 
■919  lbs,  per  brake  HP  per  hour.     The  oil  used  was  Russoline, 
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■sold  in  Cambridge  at  that  time  at  the  price  of  ^\ii.  per  gallon. 
At  this  rate  the  cost  for  oil  per  brake  HP  was  |rf.,  and  this 
included  all  the  oil  used  for  the  starting  lamp. 

Mr.  C.  F.  Wilson,  F.C.S.,  has  made  an  analysis  of  the 
Russoline  oil  used  for  the  purpose  of  testing  the  oil  engines 
exhibited  at  Cambridge,  and  found  that  the  specific  gravity  at 
60°  F.  -824,  the  flashing  point  (Abel  test)  88°  F.,  the  total  heat  of 
combustion  was  ii'oss  calories,  but  after  deducting  for  the  heat 
due  to  the  condensation  of  water  vapour  this  reduced  to  10-313 
calories.  The  oil  contained  i4'o5  per  cent,  hydrogen.  Mr. 
Wilson  makes  the  observation  that  this  oil  appears  to  be  very 
constant  in  composition,  because  a  similar  oil  examined  by  him  a 
year  before  gave  i4'o7  per  cent,  hydrt^en,  and  a  corrected 
calorific  value  of  io'3  calories,  so  that  the  two  samples  supplied 
at  an  interval  of  a  year  were  practically  constant  in  com- 
position. 

The  mean  power  exerted  during  the  three  days'  trials  was 
8-35  brake  horse.  At  a  subsequent  full-power  trial  of  the  same 
engine  at  the  show,  a  brake  HP  of  857  was  obtained,  the 
engine  running  at  a  mean  speed  of  239-66  revolutions  per 
minute  and  the  test  lasting  for  two  hours  ;  the  indicated  power 
was  10 '3  horse,  the  explosions  per  minute  1 19-83,  the  mean 
effective  pressure  z8'9  pounds  per  square  in.,  the  oil  used  per 
IHP  per  hour  was  -81  and  per  brake  HP  per  hour  -977  pounds. 
According  to  Professor  Capper  the  heat  account  of  the  engine 


Heal  shown  on  indicator  dmgram  IHP  . 
Hunt  rejected  in  jackets  .... 
Heal  rejected  in  exbaust  and  other  losses 


In  these  tests,  however,  Professor  Capper  erroneously  takes 
the  corrected  heat  value  of  the  oil  instead  of  the  total  heat  value. 
In  determining  the  absolute  efficiency  of  any  engine,  it  is  neces- 
sary to  take  as  a  basis  the  total  amount  of  heat  evolved  by  the 
combustion  from  the  atmospheric  temperature  to  the  atmospheric 
temperature  again.  The  author  has  recalculated  these  figures,  and 
finiis  the  correct  heat  account  below  : 
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.  worth  observing  how  beautifully  regular  is  the  ignition  obtained  by 
the  simple  device  of  firing  from  the  surfaces  of  the  hot  combustion 
chamber. 

Robey  Oil  Engine. — The  Robey  oil  etigine  is  constructed  in 
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accordance  with  the  patents  of  Messrs.  Richardson  and  Nonis 
and   it  very  closely  resembles    the    Hornsby-Ackroyd    engine. 
Like  the  Hornsby  engine,  it  depends    upon    the   heat  of   the 
combustion  space  walls  both   for    vaporising  and  igniting,    and 
the   governing  is    effected   by  diminishing   the '  oil    supply.      It 
differs,  however,  from  the  Hornsby  engine  in  this,  that  the  com- 
bustion chamber  is    made   with  a   water  jacket,    and   an  inner 
lining  is  inserted  from  behind,  which  lining  stands  clear  of  the 
water-jacketed  part  and  becomes  hot  by  the  explosion.     Fig.  201 
is  a  section  showing  one  arrangement  of  the  combustion  chamber 
of  the  Robey  engine.    The 
liner  a   is   introduced  into 
the    combustion     chamber 
from  behind,  and  it  is  easily 
removed  when  it  is  desired 
to    clean    or    repair.     The 
engine  also  differs,  it  will  be 
observed,  in  the  position  of 
the  inlet  and  exhaust  valves. 
The  chaise,  instead  of  pass- 
ing directly  into  the  cylinder 
as   in  the  Hornsby  engine, 
passes  first  outside  the  com- 
bustion space  into  the  cylin-  pic.  2oi.-Robey  Oil  Engine 
der.     The  author  is  unaware         (seciion  Ihroi^h  combusiion  space). 
of  any  official   test  of  this 

engine,  but  fig.  202  is  a  diagram  taken  by  him  from  a  Robey  oil 
engine  of  6  in.  cylinder  and  9  in.  stroke  running  at  260  revolu- 
tions per  minute,  and  using  American  oil  having  a  specific  gravity 
of  -857  at  50°  F.  The  diagrams  from  Messrs.  Hornsby's  and 
Robey's  engines  prove  that  this  system  of  ignition  and  vaporising 
supplies  a  very  regular  and  effective  ignition. 

Capifaine  Oil  Engine. — The  Capitaine  oil  engine  resembles 
the  Robey  engine  in  surrounding  the  combustion  chamber  with  a 
water  jacket,  and  in  introducing  an  internal  liner  kept  clear  of  the 
water-jacketed  sides  to  give  sufficient  heat  for  the  purpose  of  vapo- 
rising and  igniting.  An  engine  of  this  type  was  entered  for  trial  at 
the  Royal  Agricultural  Show  at  Plymouth,  and  it  was  declared  at 
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combustion  space  h.     i  is  the  water  jacket. 

To  start  the  engine  the  vaporiser  is  heated  by  a  hand  spirit 
lamp.  This  ojjeration  takes  from  five  to  ten  minutes,  and  according 
to  Professor  Capper  the  engine  then  starts  away  very  easily.  On  the 
suction  stroke  the  air  inlet  *-alve  opens,  thereby  opening  also  the 
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internal  valve,  and  air  passes  into  the  cylinder,  mostly  passing  round 
outside  the  casing.  Aportion,  however,  passes  through  the  centre  of 
ihe  valve,  and  with  it  enters  the  oil  from  the  pipe  d.  A  small  quantity 
of  oil  and  air  thus  passes  through  the  centre  of  the  vaporiser  e, 
and  the  vapour  enters  the  cylinder  to  form  mixture  for  explosion. 
Upon  compression  the  compressed  mixture  ignites  at  the  internal 
hot  surfaces  of  the  vaporiser  e. 

The  vaporiser  e,  with  its  non -conducting  material   f  and 
outer  casing  c,  is  all  immersed  in  the  flame  of  the  explosion  ;  but 
the  vaporiser  E  becomes  hottest  because  it  is  not  subject  to  the 
cooling  action  of  the  air  supply,  which  mostly  passes  round  be- 
tween the  casing  f  and  the 
combustion  chamber.     Only 
a  small  portion  of  air  passes 
through  the  hole  c  with  the 
oil  entering  the  pipe  d  ;  the 
surface  g  also  radiates  more 
heat  to  the  cold  walls,  so  that 
the  vaporiser  is   kept  at  the 
highest    temperature    by    the    rl 
repeated  explosions. 

The  oil  pump  used  in  the        ' 
Capitaine  engine  is  of  peculiar 
construction.      Fig.    204  is  a 
section.      The   plunger   a    is      y 
operated  by  bell  crank  lever, 
roller  and  cam,   actuated  in 
the  usual  way ;  and  a  slide 
valve  B  is  actuated  also   by 
lever  c  and  cam  d  ;  the  plunger  is  packed  by  leather  packing, 
and  operates  in  a  glycerine  bath  f.     Oil  c  floats  on  the  top  of 
the  glycerine  bath,  and  is  discharged  through  [he  slide  valve  b. 
In  this  way  the  plunger  a  is  caused  to  operate  in  a  space  of  ample 
capacity. 

Engines  in  which  the  Oil  is  vaporised  in  a  Divice  exlemal  (n  thf 
Cylinder,  and  introduced  into  the  Cylinder  in  Ihe  state  of  Vapour. — 
Engines  falling  under  this  class  are  manufactured  by  Messrs. 
Crossley,  Tangyes,  Fielding  &  Piatt,  Campbell  Gas  Engine  Co., 
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Ltd.,  the  Britannia  Co.,  Clarke,  Chapman  &  Co.,   Weyman  ft 
Hitchcock,  and  Wells  Bros. 

Crossley  Brofheri  Oil  Engine. — Fig.   205  shows  the  general 
appearance   of  Messrs.  Crossley's  oil  engine.     In  this  engine  a 
separate  vaporiser  is  arranged,  communicating  with  the  cylinder 
by  a  vapour  valve.     1'he  engine  is    ignited  by  an  incandescent 
tube,  and  both  incandescent  tube  and  vaporiser  are  heated  by 
the  same  lamp.     The  exhaust  and  air-inlet  valves  are  placed  in 
opposition  to  each  other,  the  air-inlet  valve  being  automadc  and 
above  the  exhaust  valve ;  both  open  into  the  cylinder  combustion 
space.    The  exhaust  valve 
is  actuated  in  the  ordinary 
manner     from     the    vah-e 
shaft.     The  governor  is  an 
ordinary  rotating  governor 
of  the   hit-and-miss  tj-pe, 
or    in   the   small    engines 
an    inertia    governor,    and 
when  the  speed  is  exces- 
sive a    hnk  is    intercepted 
which  ordinarily  opens  the 
vapour  valve,  and  the  %'alve 
remains  clos'ed.    No  charge 
is  then    admitted   to  the 
cylinder.  The  vapour  \*al« 
upon   opening    allows   the 
suction  of  the   piston   to 
draw  in  a  charge  of  oil  to 
the  vaporiser,  and  oil,  vapour  and  air  from  the  vaporiser  to  the 
cylinder.     The  charge  admitted  to  the  vaporiser  is  thus  heated 
during  the  period  of  an  entire  forward  stroke.     The  air-inlet  ^^aive 
is  opened  by  the  vacuum  caused  by  the  piston,  and  part  of  the 
air,  on  its  way  to  the  cylinder,  passes  first  through  a  heated  coil, 
and  then   through  the   vaporiser.     The  heated  air  chaige  thus 
carries  off  the  oil  vapour  through  the  vapour  valve. 

Messrs.  Crossley  have  used  several  lamps  for  the  purpose  of 
heating,  but  the  type  of  lamp  now  used  by  them,  and  indeed  by 
many  others,  is  that  best  explained  by  a  description  of  a  small 
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lamp  sold  as  the  Etna  lamp.     This  lamp  is  shown  in  section  and 
plan  at  fig.  206,  and  its  action  and  construction  are  as  follows  : 

The  lamp  comprises  3  stout  brass  oil-  and  air-containing  vessel 
A,  having  fitted  in  it  a  small  air  pump  b.  This  pump  projects 
within  the  vessel  a,  and  has  at  its  lower  end  a  pump  valve  opening 
inwards,  which  allows  the  air  to  pass  from  the  pump  into  the 
vessel,  but  prevents  it  leaking  back  into  the  pump.  The  pump 
leathers  cup  downwards,  to  close  tight  when  the  air  is  compressed  ; 
but  when  the  piston  is  withdrawn  the  air  passes  the  leathers  on 


Fig.  aoj.— Croasley  Oil  Engine. 

the  up-stroke,  so  that  no  second  valve  is  required.  The  piston 
leathers  act  as  a  valve  in  the  manner  so  well  known  in  connection 
with  pneumatic  tyre  inflating  pumps.  The  vessel  a  has  also  an 
oil  filter  c,  an  air-relief  pin  d,  and  above  it  carries  the  lamp  proper, 
consisting  of  a  continuous  arrangement  of  tubes  and  passages, 
E,  F,  G,  H,  which  communicate  with  the  oil  in  the  vessel  a  by  the 
pipe  E,  which  dips  to  nearly  the  bottom  of  the  vessel.  The  tube 
E  leads  from  the  oil  vessel  to  the  square  coil  f,  seen  more  clearly 
in  dotted  lines  on  the  plan.  The  tube  o  leads  from  v  into  a  pas- 
sage shown  in  the  casting  h.     The  casting  is  drilled  out  to  carry  a 
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To  sWrt  the  lamp,  the  vessel  a  is  partly  filled  with  petroleum 
by  way  of  the  oil  cup  c,  the  cap  is  screwed  on,  and  the  saucer- 
shaped  depression  in  the  top  of  the  vessel  a  is  filled  with  spirit 
and  ignited.  The  flame  produced  heats  up  the  tube  arrangement 
and  the  futmel  or  hood.  About  one  minute  suffices  to  heat  It  to 
a  high  enough  temperature  for  starting.  The  air  pump  B  is  now 
operated,  and  air  is  forced  into  the  vessel  a  under  pressure,  and 
it  presses  upon  the  surface  of  the  oil  and  forces  it  up  the  tube  E. 
It  rises  in  the  tube  till  it  reaches  the  hot  part,  when  the  oil  is 
caused  to  boil  and  vapour  is  generated  ;  this  vapour  issues  at  the 
small  jet  i,  and  as  this  jet  is  small  the  pressure  rises.  The  vapour 
jet  ignites  at  the  external  flame,  and  a  powerful  flame  shoots  into 
the  hood  j,  and  by  its  motion  sucks  in  a  charge  of  air  by  way 
of  the  slots.  The  flame  leaving  the  hood  j  is  thus  mixed 
with  air,  and  a  powerful  blue  smokeless  flame  leaves  the  hood, 
which  flame  is  capable  of  heating  up  metal  surfaces  to  incan- 
descence without  depositing  soot  The  flame  plays  on  the  tubes 
E,  F,  G,  and  so  supplies  heat  to  the  oil.  A  small  pressure  of  air  is 
required,  and  if  excess  has  been  pumped  in,  it  is  discharged  by 
the  plug  D. 

If  too  great  an  air  pressure  be  given,  the  air  will  force  the  oil 
up  to  the  jet  i,  but  with  the  correct  pressure  the  air  just  keeps  the 
oil  high  enough  in  the  tube  e  to  generate  suflScient  vapour.  Pegs 
are  arranged  to  allow  the  tubes  to  be  cleaned.  A  few  strokes  of 
the  air  pump,  supply  air  sufficient  to  operate  the  lamp  for 
hours. 

Fig.  307  shows  a  vertical  section  and  a  sectional  plan  of  the 
Crossley  vaporiser  and  incandescent  tube.  The  sectional  plan  is 
taken  on  the  line  x  v  of  the  vertical  section,  through  the  vapour 
admission  and  igniting  port  of  the  engine,  and  the  sectioned  metal 
is  part  of  the  back  cover  or  end  of  the  combustion  chamber.  The 
combustion  chamber  is  thoroughly  water -jacketed  like  the  rest  of 
the  engine.  When  the  suction  stroke  of  the  engine  begins,  the 
vapour  valve  G  is  Opened  by  the  bell  crank  lever,  operated  from 
the  valve  shaft  by  a  link.  This  link  is  controlled  by  the 
governor  so  as  to  either  hit  or  miss  the  cam  by  a  knife-edge 
contrivance.  While  the  engine  is  at  work,  therefore,  the  valve  g  is 
either  entirely  opened  or  entirely  closed  on  the  charging  stroke. 
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and  the  governing  is  the  same  as  the  usual  gas  engine  goveminf 
When  the  valve  g  is  opened  considerable  suction  to  the  en^ne 
cylinder  is  caused,  as  the  air  inlet  valve  to  the  cylinder  is 
automatic,  and  is  held  to  its  seat  by  a  spnng.  The  vaporiser 
passages  communicate  with  the  vapour  valve  G,  and  a  small 
quantity  of  heated  air  passes  over  the  oil  and  carries  off  the 
vapour.     The  vaporiser  is  heated  by  the  lamp,  and  the  products 


Fig.  107. — Crossley  Vaporiser. 

of  combustion  are  dischai^ed  by  the  funnel  D.  Fig.  207  shows 
this  very  clearly.  The  lamp  produces  a  powerful  Bunsen  flaine, 
which  Urst  heats  up  the  igniter  c  to  incandescence,  then  it  pla)-s 
on  the  vaporiser  having  drilled  holes  b  b  b  b,  and  the  gases  pass 
up  the  funnel.    A  casing  surrounds  the  heated  parts. 

The  funnel  has  an  air  space  e  surrounding  it,  which  is  divided 
up  by  louvre  projections.  Small  holes  f  open  to  the  air  at  the 
top.     When  the  vapour  valve  g  is  opened,  air  is  drawn  in  by  the 
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holes  F,  passes  down  the  air  space  e,  guided  from  side  to  side  by 
the  baffle  or  louvre  projections  ;  the  air  current  reaches  the  passage 
B  and  passes  into  the  vaporiser,  above  the  oil  pipe  or  channel 
A.  The  air  there  meets  the  liquid  oil,  also  sucked  in  by  the 
partial  vacuum,  and  the  hot  air  carries  the  oil  through  the 
vaporiser  along  the  passage  b,  down  along  a  similar  passage 
under  it,  and  along  a  to  the  vapour  vaive  g.  The  oil  is  thus 
thoroughly  vaporised  and  carried  away  by  the  hot  air  current. 
One  important  point  to  insure  effective  vaporisation  is  to  heat 
the  air  thoroughly,  and  reduce  its  quantity  as  much  as  possible. 
This  is  done  by  limiting  the  dimensions  of  the  openings  f.  The 
air  and  oil  vapour  pass  by  the  valve  G  and  admission  port  to  the 
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Fig.  208.— Crossley  Oil  Measurer. 

engine  cylinder,  and  there  mix  with  the  air  entering  by  the 
automatic  air  inlet  valve  at  the  top  of  the  cylinder  ;  the  mixture  iS' 
then  compressed  and  ignited  when  compression  is  completed  by  a 
timing  valve  of  the  ordinary  Crossley  type  connected  to  the 
igniting  tube  c.  The  igniting  tube  c  communicates  with  the  ad- 
mission [)assage  by  a  small  hole  on  the  under  side  passing  through 
the  casting  of  the  vaporiser.  The  tube  c  is  surrounded  by  a  cast- 
iron  protecting  tube  to  prevent  too  rapid  oxidation. 

The  incandescent  tube  c  has  at  its  outer  end  an  inlet  suction 
valve,  which  opens  inward  at  each  suction  stroke,  and  thoroughly 
clears  out  the  burned  gases  of  the  last  explosion,  and  so  insures 
certain  explosion  when  the  compressed  mixture  is  admitted. 

The  oil  supplying  and  measuring  arrangements  are  very  perfect. 
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The  pump  does  not  measure  the  oil,  but  only  supplies  it  in  ex- 
cess to  a  very  simple  measuring  device.  Fig.  308  is  a  dii^rammatic 
section  of  that  device.  The  hole  a  is  the  oil-measuring  aperture, 
and  it  opens  to  the  small  lift  valve  b,  which  communicates  with 
the  pipe  a,  fig.  207  ;  oil  is  spirted  from  the  end  of  the  pipe  c  by 
the  pump,  and  it  fills  the  hole  a  up  to  the  top ;  the  excess  oil 
drains  away  to  the  chamber  d  and  returns  by  the  pipe  e  to  the 
reservoir  in  the  tank  in  the  base  of  the  engine.  When  the 
opening  of  the  vapour  valve  causes  suction  in  the  vaporiser,  the 
valve  b  lifb,  and  the  oil  charge  contained  in  the  hole  a  is  sucked 
in,  air  following  it  to  clear  it  all  out  into  the  vaporiser.  By  this 
device  a  constant  volume  of  oil  is  measured  into  the  vaporiser  for 
each  working  stroke  of  the  engine,  and  this  measurement  is 
accurate  and  unvarying,  even  when  the  speed  of  the  engine 
changes. 

The  oil  pump  is  large  enough  to  discharge  a  considerable 
excess  of  oil,  and  one  pump  plunger  serves  both  for  vaporiser  and 
lamp.  The  pump  discharges  through  two  Hit  valves,  one  of 
which  is  loaded  by  a  spring  to  lift  at  about  20  lbs.  per  sq.  in.,  and 
the  other  is  not  loaded  but  lifts  freely.  The  loaded  valve  dis- 
charges to  the  vaporiser  oil  measurer,  and  the  free  valve  discharges 
to  the  tamp. 

The  lamp  operates  on  the  principle  of  the  Etna  lamp,  but 
instead  of  a  coil,  a  gun-metal  chamber  is  used,  having  a  central 
aperture  for  flame,  a  jet  of  small  diameter  at  the  foot  of  the 
central  aperture,  and  a  pipe  leading  to  the  connected  space  from 
the  oil  pump.  The  jet  is  very  fine,  and  as  the  oil  finds  its  way  into 
the  chamber,  vapour  is  formed  which  issues  ftom  the  jet  and 
forms  with  air  a  Bunsen  flame  which  heats  up  the  lamp  chamber, 
and  heats  to  incandescence  the  igniting  tube  as  well  as  the 
vaporiser  and  air  heater.  The  lamp  is  started  in  the  usual 
manner  by  heating  with  flame  from  some  oil-soaked  rag  or  waste ', 
this  is  done  to  avoid  the  use  of  any  light  oils  for  starting. 

It  is  found  by  experience  that  the  vapour  jet  hole  should  be 
small  enough  to  generate  a  pressure  of  not  less  than  ao  lbs.  pCT 
sq.  in.,  and  by  the  simple  device  of  two  discharge  valves,  one 
loaded  and  one  free,  the  vaporiser  is  fed  with  oil  at  ao  lbs.  pres- 
sure.  The  vapour  generated  is  thus  kept  at  ao  lbs.  as  the  vapour  jet 


produces  sufficient  resistance.  If  the  pump  sends  too  much  oil, 
then  the  liquid  level  in  the  vaporiser  rises,  and  the  increase  in 
vapour  pressure  holds  the  lift  valve  down  and  allows  more  oil  to 
dischai^e  by  the  loaded  valve.  The  lamp  thus  }ust  gets  oil 
enough  to  generate  vapour  at  20  lbs.  By  keeping  the  lamp 
chamber  under  considerable  pressure  it  is  found  that  the  small  jet 
hole  does  not  choke  up ;  if  the  pressure  be  lowered,  however,  the 
hole  rapidly  chokes  up  with  carbon.  This  is  obviously  due  to 
the  fact  that  by  boiling  under  high  pressure  the  oil  decomposes 
into  lighter  oils  which  do  not  readily  carbonise,  as  explained  in  the 
previous  chapter.  In  stopping  the  lamp  it  should  be  stopped 
suddenly  by  dropping  the  pressure  rapidly  ;  by  doing  this  the 
hole  escapes  being  choked  up.  Every  morning  before  starting  the 
vapour  hole  should  be  pricked  out  with  a  very  fine  needle. 

The  vaporiser  should  be  cleaned  out  every  week  ;  this  is 
accomplished  by  taking  off  the  scraped  cover,  which  is  held  on  by  a 
bolt,  and  putting  in  a  steel  rimer  in  succession  to  the  four  bored- 
out  holes  of  the  vaporiser.  By  turning  round  the  rimer  the 
carbon  or  coke  which  has  formed  in  a  week's  run  is  easily  cleared 

Tals  and  Oil  Consumpiton. — A  Crossley  engine,  declared  of 
7^  brake  HP,  was  tested  at  the  Cambridge  Royal  Agricultural 
Show.  Its  dimensions  were:  Cylinder  7  ins.  diameter;  stroke 
15  ins. ;  weight  32J  cwts. ;  the  speed  per  minute  210  revolutions. 
During  the  test  the  engine  ran  admirably,  and  required  very  little 
attention ;  the  average  time  taken  to  start  was  16  minutes,  the 
maximum  time  taken  being  19  minutes,  and  the  minimum  13. 
One  attendant  only  was  required. .  As  the  result  of  the  three 
days'  test,  the  engine  developed  on  an  average  6-j8  brake  HP,  and 
consumed  90  lb-  of  Russoline  oil  per  brake  HP  per  hour.  At  a 
full-power  trial,  lasting  for  two  hours,  the  engine  developed  7'oi 
brake  HP,  and  indicated  79,  running  at  a  mean  speed  of  loo^ 
revolutions  per  minute.  The  oil  used  was  '73  lb.  per  IHP  per 
hour,  and  -Sa  lb.  per  brake  HP  per  hour.  On  a  half-power 
trial  the  engine  developed  372  brake  HP  on  a  consumption  of 
I  "33  lb,  of  Russoline  per  brake  HP  per  hour,  the  speed  being 
198-4  revolutions  per  minute.  Running  entirely  without  load 
at  190  revolutions  per  minute,  the  engine  consumed  3'53  lbs.  of 
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oil  per  hour.  Fig.  209  is  an  indicator  diagram  taken  from  this 
engine,  from  which  it  will  be  seen  that  the  maximum  pressure  of 
explosion  was  nearly  240  lbs.  absolute,  and  the  pressure  of  com- 
pression about  80  lbs.  absolute.  The  mean  available  pressure 
during  the  two  hours'  run  was  72*2  lbs.  per  square  inch,  the  mean 
number  of  cylinder  explosions  per  minute  being  j^-^.  The  oil 
consumed  by  the  Crossley  engine  is  remarkably  low,  '82  lb.  of 
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Russoline  oil  per  brake  HP  per  hour  representing  an  expenditure 
for  fuel  of  ■2^d.  Another  trial  of  the  Crossley  engine  was  made 
at  the  Show  with  Broxbourne  oil.  The  power  indicated  was 
8-4,  the  brake  power  t6$,  the  engine  running  at  a  mean  speed 
of  19984  revolutions  per  minute.  The  mean  effective  pressure 
was  636  lbs.  per  square  inch,  and  the  oil  per  IHP  per  hour, 
■72  lb, ;  and  per  brake  HP  per  hour,  -785  lb.     Although  the 


engine  runs  with  less  of  this  oil  per  HP,  yet  it  is  to  be  remem- 
bered  that  the  oil  costs  i^d.  per  gallon,  and  is  not  so  economical 
from  a  monetary  point  of  view  as  Russoline  oil. 

Tangye  Oil  Engine. — This  engine  is  made  under  Pinkney's 
patents,  and  it  resembles  Crossley's  oil  ei^ine  in  this,  that  the  oil 
is  vaporised  in  a  separate  vaporiser,  but  the  air  charge  is  wholly 
passed  through  the  vaporiser  to  carry  the  vapour  into  the  cylinder, 
and  the  air  so  used  is  not  subjected  to  any  preliminary  heating. 
The  ignition  is  effected  by  incandescent  tube.  The  construction 
and  operation  are  as  follows  r 

Fig.  zio  shows  a  vertical  section  and  plan  of  the  oil  attach- 
ment to  a  Tangye  gas  engine.  The  vaporiser  is  a  bottle-shaped 
vessel  A  always  in  direct  communication  with  the  combustion 
space  of  the  engine  by  the  passage  b.  c  is  the  inlet  valve  to  the 
engine  ;  it  is  automatic,  and  is  held  to  its  seat  by  a  spring,  d  is  the 
air  inlet  passage,  e  is  the  oil  supply  aperture  which  terminates 
in  a  small  hole  f  opening  on  the  seat  of  the  valve  c  and  conse- 
quently opened  and  closed  by  it  c  is  a  coil  lamp  of  the  Etna 
type.  I  is  the  igniting  tube  opening  to  the  vaporiser,  h  is  a  bracket 
for  supporting  the  lamp  c  in  its  successive  positions  under  the 
vaporiser  and  under  the  igniting  tube,  j  is  a  casing  sunounding 
the  igniting  tube,  and  k  a  casing  surrounding  the  vaporiser.  The 
lever  l  (plan)  operates  a  slide,  which  causes  the  hot  gases  from  the 
lamp,  to  pass  either  round  the  vaporiser  or  by  the  tube  funnel  J. 
To  start  the  engine  the  lamp  g  is  first  lit  in  the  manner  of  the  Etna 
lamp  and  the  vaporiser  a  is  sufficiently  heated.  The  lamp  is 
then  shifted  out  on  the  bracket  h,  and  the  tube  i  is  raised  to 
incandescence.  The  engine  is  then  ready  to  start  by  turning 
the  fly-wheel.  When  in  operation,  on  the  suction  stroke  air 
enters  by  the  valve  c,  and  at  the  same  time  oil  dischai^s  by  the 
aperture  p,  mixes  with  the  entering  air,  and  falls  on  the  vaporiser 
when  it  is  vaporised,  and  passes  into  the  cylinder  with  the  air. 
On  the  compression  stroke  the  inflammable  mixture  is  com- 
pressed  and  ignites  at  the  igniting  tube  i,  producing  a  working 
explosion.  When  the  valve  C  closes,  the  oil  supply  is  also 
closed. 

When  governing,  the  governor  holds  open  the  exhaust  valve 
so  that  the  exhaust  gases  are  alternately  drawn  into  and  dischai^ed 
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valve  closes  again,  the  oil  and  air  enter  the  vaporiser  and  the 
explosions  begin  again. 

The  oil  is  fed  by  gravity  from  an  oil  reservoir  mounted  above 


the  engine  by  a  pipe  to  the  passage  e  ;  adjusting  devices  are 
applied  at  the  reservoir  end. 

The  engine  is  a  very  simple  one,  but  in  the  author's  opinion 
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all  systems  of  feeding  oil  by  gravity  are  bad,  and  with  large 
engines  such  systems  are  likely  to  be  dangerous. 

The  author  is  unaware  of  any  independent  tests  of  this 
engine. 

Melding  &•  Plath  Oil  Enpne.—Y\%.  an  is  a  general  view 
of  Messrs.  Fielding  &  Piatt's  oil  engine.  Fig.  212  is  a  section 
through  the  vaporiser,  and  the  admission  port  to  the  engine 
cylinder.  In  this  engine  the  vaporiser  and  igniter  tube  are 
combined,  a  is  the  vaporiser,  b  the  combined  vaporiser  and 
igniter  tube,  c  is  an  air  heating  tube,  and  d  is  a  valve  com- 
municating between  the  vaporiser  and  the  igniter  tube.    The 


Fig.  zia.— Fielding  &  Plait's  Oil  Engine  (se 


n  tluough  vapoiisa). 


whole  system,  a,  b,  and  c,  is  inclosed  within  a  casing  e  and  heated 
up  by  means  of  a  lamp  f.  This  lamp  is  of  substantially  the  same 
construction  as  the  Etna,  described  at  page  431  of  this  work.  That 
lamp  has  an  air  reservoir  g  and  an  air  pump  h,  and  the  lamp  pan 
F  is  arranged  to  produce  a  vapour  jet  which  sucks  in  by  induction 
sufficient  air  to  form  a  strong  blue  Bunsen  flame.  In  this  engine 
the  exhaust  and  air  inlet  valves  are  situated  opposite  each  other, 
opening  into  the  same  port.  In  oil  engines  this  is  a  highly 
desirable  arrangement,  because  it  is  advisable  to  heat  the  maia 
air  supply  to  some  extent  as  it  enters  the  engine,  and  this  is  better 
done  by  causing  the  air  to  impinge  upon  the  hot  exhaust  valve 
and  pass  through  the  hot  exhaust  port  before  reaching  the  engine 


cylinder.  To  start  the  engine  the  lamp  is  ignited  and  the  igniter 
tube,  vaporiser  tube,  and  air  tube  are  heated  up.  Oil  is  then 
injected  by  means  of  a  small  suction  purop  and  discharged  by 
the  jet  a  into  the  vaporiser  a  ;  on  the  suction  stroke  of  the  engine 
the  air  valve  i  opens,  and  air  is  drawn  into  the  engine  cylinder. 
At  the  same  time  air  passes  by  means  of  a  small  air  inlet 
aperture  k  through  the  air  heating  tube  c  to  the  chamber  b,  and 
thence  to  the  vaporiser  tube  a.  The  valve  d  is  opened  by  a  cam 
during  the  suction  stroke,  and  the  air  and  vapour  pass  together 
through  the  igniter  tube  b  into  the  cylinder.  The  charge  of  oil 
is  thus  sucked  through  at  each  stroke  and  taken  into  the  engine 
cylinder  by  a  small  quantity  of  air,  there  to  mix  with  a  larger 
quantity  of  air  already  in  the  cylinder.  The  port  l  is  somewhat 
large,  and  it  becomes  hot  by  the  exhaust  gases  and  by  the 
explosion,  and  so  maintains  the  vapour  without  condensation  as 
it  enters  the  cylinder. 

An  engine  was  exhibited  by  Messrs.  Fielding  &  Piatt  at  the 
Cambridge  Show.  Its  dimensions  were— diameter  of  cylinder 
8J  ins.,  stroke  16  ins.,  weight  of  engine  53  cwts.,  declared  speed 
170  revolutions  per  minute.  In  this  engine  all  the  valves,  air 
valve,  vapour  valve,  and  exhaust  valve  are  actuated  from  one  cam, 
and  the  governor  of  the  usual  hit-and-miss  type  cuts  out  explo- 
sions when  the  engine  exceeds  its  speed  by  holding  open  the 
exhaust  valve  and  keeping  the  air  and  vapour  valves  closed.  The 
piston  thus  runs  to  and  fro,  taking  the  exhaust  gases  into  the 
cylinder  from  the  exhaust  pipe,  and  returning  them  to  it  again. 
During  the  trial  at  the  show  the  lamp  is  stated  to  have  given  too 
little  heat,  and  consequently  rendered  the  ignitions  late.  The 
engine  ran  very  steadily,  however,  and  started  very  readily  with 
one  attendant  only,  twenty-two  minutes  being  consumed  in 
heating  up.  As  the  late  ignition  could  not  be  remedied  at  once 
the  engine  was  ^thdrawn  from  the  test 

Tests  and  OH  Consumption. — Messrs.  Fielding  &  Piatt  have 
been  good  enough  to  send  the  author  particulars  of  the  results  ob- 
tained with  the  engine  (see  table,  p.  444),  t<^ether  with  a  di^^ram 
from  which  fig.  213  has  been  prepared.  The  tests  and  diagram 
show  the  engine  now  to  be  in  dioroughly  good  order. 

The  results  are  very  good  indeed  ;  a  consumption  of  080  lb. 
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at  Russoline  oil  per  brake  HP  hour  is  superior  to  that  given  b; 
the  first  prize  engine  at  the  Cambridge  Show. 


Po*er 
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4  ft. 

Brake  HP         ...         . 
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.^^1^ 

Oil  per  brake  HP  hour    . 

four  diagrams,  79  lbs. 

Fig.  213  is  a  diagram  from  a  similar  3  HP  nominal  engine 
taken  in  a  test  made  on  October  22,  1895,  which  also  shows  the 
excellent  result  of  '8  lb.  of  oil  per  brake  HP  hour.  During  that 
test  the  engine  gave  5-5  HP  on  the  brake  at  219  revolutions  per 
minute,  the  compression  was  40  lbs.  and  the  maximum  pressureot 
the  explosion  was  140  lbs.,  while  the  available  pressure  was  63  lbs. 


^I^rf^*" 


Fig.  313.— Fieldiog  &  Platt't  Oil  Engine  (diagram). 

Messrs.  Fielding  &  Piatt  state  that  ten  minutes  suffice  for  the 
heating  of  the  igniter  and  vaporiser,  and  that  having  started  the 
lamp  it  is  only  necessary  for  the  driver  to  go  round  the  engine 
and  examine  and  fill  up  lubricators  ;  after  this  the  vaporiser  will 
be  hot  enough,  and  on  giving  the  fly-wheel  a  turn  or  two  lb* 
engine  starts.  A  half  compression  cam  is  provided  to  ease  the 
starting. 
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This  engine  is  extremely  simple,  and  the  timing  valve  is 
entirely  dispensed  with,  the  igniter  tube  b  being  at  all  times  open 
to  the  cylinder.  The  engine  is  exceedingly  economical  at  light 
loads  as  well  as  at  full  load. 


Fig.  Z14.— Campbell  Oil  Engine  (section  through  vaporiser  and  igniter). 

Campbell  Oil  £>tgin€.—The  Campbell  engine  resembles  the 
Tangye  engine  in  its  vaporising  arrangements.  There  are  only 
two  valves,  inlet  and  exhaust ;  the  air  inlet  is  automatic  and  the 
exhaust  is  operated  in  the  usual  manner.  In  this  engine  also  there 
are  no  oil  pumps  ;  the  vaporiser  is  fed  by  gravity,  and  so  is  the 
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lamp.  Ignition  is  produced  by  incandescent  tube,  and  the 
vaporiser  and  tube  are  heated  by  a  lamp.  The  engine  resembles 
the  Tangyc  in  passing  the  whole  of  the  air  chaise  through  the 
vaporiser  to  carry  off  the  vapour  when  formed.  Fig.  214  is  ^ 
section  through  the  vaporiser  and  igniter  tube  of  the  Camp- 
bell oil  engine.  Fig.  215  is  a  horizontal  section  showing  the 
exhaust  valve  and  the  end  of  the  vaporiser.     Fig.  216  is  a  side 


P  Q 

!IS.— Campbell  Oil  Engine  (horizontal  si 


<n  through  «xhtiust  valve). 


elevation  of  the  end  of  the  engine,  showing  the  operation  of  the 
governor. 

An  automatic  inlet  valve  a  serves  for  admission  of  the  whole 
air  charge  to  the  cylinder  by  way  of  the  vaporiser  B  and  passage 
G.  The  oil  is  fed  by  gravity  and  passes  through  the  supply  pipe 
c  to  an  annular  channel  n  round  the  seat  of  the  valve  a,  and  is 
injected  through  perforations  e  to  mix  with  the  air  when  the  valre 


opens.  This  valve,  like  the  Tangye,  resembles  the  gas  and  air 
valve  first  introduced  by  Clerk.  On  the  suction  stroke  of  the 
engine,  air  enters  by  the  valve  a,  and  oil  entering  with  it  is  carried 
through  the  vaporiser,  and  the  mixture  of  inflammable  vapour  and 
air  passes  into  the  engine  cylinder  by  the  passage  o  ;  this  passage 
C  leads  into  the  exhaust  port,  as  clearly  seen  at  fig.  a  15,  and  thus 
one  port  serves  for  the  admission  of  the  charge  to  the  cylinder  and 
the  discharge  of  the  exhaust  products.     The  igniter  tube  h  is 


Fig,  3i6.  — Campbell  Oil  Engine  (side  elevation  of  cylinder 


screwed  into  the  bend  of  the  vaporiser  and  is  always  in  open  com- 
munication with  it  The  lamp  which  heats  the  tube  also  heats  the 
vaporiser,  but  while  at  work  the  heat  of  the  explosions  is  sufficient 
to  keep  up  the  vaporiser  temperature.  The  explosion  ensues 
upon  compression,  the  inflammable  mixture  being  forced  into  the 
hot  tube.  This  engine,  however,  is  found  to  ignite  without  the 
tube  after  running  for  some  time. 

The  governing  is  accomplished  by  a  ball  governor  i,  fig.  216, 
which  controls  the  exhaust  valve  j.     This  valve  is  opened  at  every 
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exhaust  stroke  by  the  sliding  piece  k,  which  at  one  end  of  its  stroke 
strikes  the  pin  l,  and  by  moving  the  lever  u  opens  the  exhaust 
valve.  When  the  engine  speed  rises  above  normal  the  governor 
sleeve  lises  and  moves  the  lever  N  and  link  o  ;  this  interposes  the 
small  plate  p  between  the  outer  end  of  the  lever  m  and  the  stationaiy 
bracket  Q,  The  exhaust  valve  spring  is  thus  prevented  from 
pulling  the  valve  back  to  its  seat  until  the  speed  falls  again.  The 
Ih.ja^rSa  in 
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Fig.  217.— Campbell  Oil  Engine  (diagram). 

holding  open  of  the  exhaust  valve  j  thus  prevents  the  suction 
of  a  charge  of  oil  and  air  through  the  automatic  valve  a,  TIus 
engine,  like  the  Tangye,  is  very  simple,  but  in  the  author's  opinion 
the  oil  fed  by  gravity  is  troublesome,  and  in  all  but  small  engines 
is  also  likely  to  be  dangerous. 

Tesls  and  OH  Consumption. — A  Campbell  engine  was  tested 
at  the  Cambridge  Royal  Agricultural  Show.  The  engine  was  de- 
clared as  of  6  HP  nominal,  the  diameter  of  the  cylinder  was  7^  ins.. 
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and  the  stroke  13  ins.     The  declared  revolutions  were  240  per 
minute.     The  engine  weighed  27  cwts.     In  a  three  days'  test  it 
gave  475  brake  HP  on  an  oil  consumption  of  I'ls  lb.  RussoIJne 
oil  per  brake  HP,    In  a  subsequent  full  power  test  the  engine  gave 
4-81  brake  HP, and  indicated  59  horse  on  a  consumption  of  93 
lb.  of  oil  per  IHP  per  hour,  and  112  per  brake  HP  per  hour. 
The  average  speed  during  the  trial   was   2077   revolutions  per 
minute,  and  the  average  pressure  developed  in  the  cylinder  was 
65-5  lbs.     Fig.  JI7  is  a  dia- 
gram taken  from  the    Camp- 
bell engine  during  a  two  hours' 
test.    The  Campbell  ran  with- 
out load  at  3 1 1  revolutions  per 
minute  on  a  consumption  of 
2-32  lbs.  of  oil  per  hour. 

Britannia  Oil  Engine. — 
The  Britannia  engine  is  the 
invention  of  Mr.  Roots,  and  in 
it  also  the  air  heater,  vaporiser, 
and  incandescent  tube  are 
neatly  combined  in  one  cast- 
ing. The  oil  feed  arrangement 
too  is  ingenious,  and  dis- 
penses with  a  pump  of  the 
ordinary  type.  Fig.  218  is  a 
section  showing  the  air  heater, 
vaporiser,  and  ignition  tubes, 
as  also  the  air  inlet  valve  of 
the  engine.  Fig.  219  is  an 
end  elevation  part  in  section 
showing  the  action  of  the  oil 

feed.  Oil  is  fed  to  the  oil  bath  a,  fig.  219,  and  is  kept  at  a  con- 
stant level  in  that  bath  by  the  overflow  hole  a.  A  spindle  u  is 
reciprocated  to  and  fro  by  the  levers  c,  d,  and  a  cam  e  on  the 
valve  shaft  f.  The  governor  lifts  the  lever  c,  carrying  the  trip 
piece  H,  shown  in  dotted  lines,  and  so  long  as  this  trip  piece  is 
held  opposite  the  operating  edge  of  the  lever  d,  the  spindle  is 
moved.     When  the  governor  lifts  the  trip  piece  the  spindle  b 
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remains  Stationary.  Grooves  b  are  cut  round  the  spindle  b  ; 
these  grooves  fill  with  oil,  and  on  pulling  the  spindle  b  through 
'o  the  chamber  i  the  oil  falls  off  or  is  blown  olT  b}r  the  passing  air. 
This  chamber  is  seen  at  i  in  fig.  318  as  well  as  in  the  end  elevation. 
The  upper  part  of  that  figure  shows  a  spiral  cr  louvre  deflecting 
plate  device,  forming  part  of  the  casing  K  ;  air  enters  at  the  upper 
part,  passes  over  the  deflecting  plates  which  are  heated  by  the 
flame,  serving  to  heat  the  ignition  tube  l.  The  ignition  tube  l  is 
placed  in  a  circular  casing,  the  upper  part  of  which  carries  the 


Fig.  219. — Britannia  Oil  Engine  (oil  Teed  and  goveniing). 

deflecting  plates  referred  to,  and  the  lower  part  carries  the 
vaporiser  M.  The  air  enters  the  engine  by  way  of  the  deflecting 
plates,  passes  over  them,  and  becomes  heated,  then  strikes  upon 
the  oil  supply  spindle  B  and  removes  the  oil  from  the  grooves, 
carrying  it  into  the  vaporiser,  and  then  carrying  the  oil  from  the 
vai>oriser  m  to  the  air  inlet  valve  n,  and  thence  by  the  inlet  port  0 
to  the  engine  cylinder.  Ignition  is  caused  at  the  proper  time  by 
the  compression  of  the  combustible  mixture  into  the  hot  ignition 
tube  I- 
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The  lamp  used  in  the  Roots  engine  is  shown  at  fig.  320,  which 
is  an  elevation  part  in  section.  It  is  of  the  now  standard  type 
like  the  Etna,  and  consists  of  a  lube  a  bent  round  upon  itself  to 
form  an  elongated  loop.  At  the  end  b  of  the  loop  is  arranged  a 
small  opening  c,  in  which  a  conical  pin  d  fits.  The  point  of  the 
pin  projects  through  the  small  hole  e,  and  so  forms  an  adjustable 
annular  orifice.     An  oil  vessel  f  is  connected  to  the  tube  a,  and 


BritannU  Oil  Engine  (lamp). 


has  attached  to  it  a  small  air  pump  c.     Outside  the  bent  pipe  a 
is  a  sleeve  or  hood  H  open  at  both  ends. 

To  start  the  lamp  the  tube  a  and  hood  H  are  first  heated  by 
a  piece  of  waste  soaked  in  oil  and  lighted.  Air  is  pumped  into 
the  reservoir  f  by  means  of  the  small  air  pump  c  until  the  oil  is 
forced  through  the  asbestos  1  contained  in  the  tube ;  the  oil  heats 
and  boils  off,  dischaiging  as  a  strong  jet  at  the  annular  orilice 
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made  by  the  pin  D.  The  jet  is  lit  and  the  flame  heats  the  bent 
tube  and  is  discharged  out  of  the  hood  h  as  a  fierce  blue  smoke- 
less flame. 

This  lamp  is  similar  to  the  others,  but  the  small  points  of  detail 
peculiar  to  it  are  interesting. 

The  Britannia  engine,  like  the  Tangye  and  Campbell,  takes  in 
the  whole  air  charge  through  the  vaporiser. 

Tests  and  Oil  Consumption. — One  of  the  Britannia  engines  was 
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—Britannia  Oil  Engine  (diagram). 


tested  at  the  Cambridge  Show  ;  its  dimensions  were — diameter  of 

cylinder  7^  ins.,  stroke  13  ins.,  declared  revolutions  per  minute  135, 
weight  of  engine  33  cwts.,  declared  power  7  brake  horse.  On  a 
three  days'  test  the  engine  developed  on  an  average  6-15  brake 
horse  and  consumed  1-49  lb.  of  oil  (Russoline)  per  brake 
horse  hour.  On  the  subsequent  full  power  test,  lasting  for  two 
hours,  the  engine  gave  6zi  brake  HP  and  indicated  84  HP. 
Running  at  240  revolutions  per  minute  and  giving  a  mean  effec- 
tive  pressure  of  47  3   lbs.   per  sq.   ia,  the  oil  consumed  was 


1-25  lb.  IHP  hour,  and  i-68  lb.  per  brake  HP  hour.  On  half 
power  the  engine  developed  ygb  brake  horse,  consuming  i'67  lb. 
per  brake  horse  hour.  Running  light  without  load  the  engine 
made  256  revolutions  per  minute,  and  consumed  1-44  lb.  of 
Russoline  oil  per  hour.  It  is  a  somewhat  remarkable  fact  that 
this  engine,  which  consumed  the  largest  amount  of  oil  per  HP 
of  any  of  the  engines  tested  at  the  Cambridge  Show,  ran  with 
no  load  at  full  speed  on  the  lowest  consumption  of  oil  of  any. 
Fig.  221  is  a  diagram  from  this  engine  taken  during  the  two 
hours'  trial.  In  the  trials  this  engine  was  found  to  require  izand 
13  minutes  to  start ;  on  one  occasion  however  it  took  24J  minutes 
to  heat  up  for  starting. 

Clarke,  Chapman  &•  Co.'s  OH  Ettgine.^K  vertical  longi- 
tudinal section  of  this  engine  is  shown  at  fig.  222,  and  a 
transverse  section  at  fig.  223.  The  engine  is  peculiar  among 
petroleum  engines  in  dispensing  entirely  with  lift  valves  and 
depending  for  all  the  operations  of  the  engine  upon  a  rotating 
plug  valve.  This  valve  is  rotated  by  a  shaft  driven  at  one  fourth 
of  the  speed  of  the  crank  shaft,  and  by  its  rotation  the  whole  of 
the  operations  of  admission  and  exhaust  are  performed  ;  the 
ignition  is  obtained  by  means  of  the  electric  spark.  Although  the 
vaporising  and  valve  actions  of  this  engine  present  externally  a 
simple  appearance,  yet  internally  they  are  extremely  complex,  too 
complex  in  the  author's  opinion  to  be  suitable  for  the  rough  con- 
ditions of  public  use.  a  is  the  plug  valve  rotated  as  described  by 
the  valve  shaft  b.  The  port  a'  through  the  valve  is  the  exhaust 
port  which  connects  by  means  of  another  port  a'  with  the  exhaust 
pipe,  a'  is  one  of  the  air  and  charge  inlet  ports  communicating  by 
means  of  a  port  a"  with  the  air  supply  passage  C  opening  through 
the  throttle  valve  d  to  the  mixing  chamber  for  air  and  vapour  f_ 
The  exhaust  dischai^es  by  the  pipe  f  round  the  conical  vaporising 
chamber  g  and  out  at  the  exhaust  pipe  f'.  The  air  supply  is  also 
heated  by  the  exhaust  gases,  and  an  air  jacket  is  formed  round  the 
exhaust  pipe  at  h.  The  air,  when  heated,  passes  by  way  of  the 
f)assage  i  into  the  mixing  chamber  e,  and  the  oil,  which  is  forced 
from  the  oil  supply  reservoir  k  by  air  pressure  into  the  vaporiser, 
is  vaporised  and  passes  into  the  mixing  chamber  by  way  of  a 
similar  passage  l,  and  there  mixes  with  a  further  portion  of  hot 


byGOOQiC 


byGOOQiC 


air.  A  smalt  portion  of  air  passes  through  the  vaporiser  to 
carry  off  the  oil  vapour,  and  this  portion  of  air  is  heated  also  by 
the  exhaust  gases.  The  engine  is  governed  by  throttling  the 
charge  adreiitted  by  means  of  the  throttle  valve  d  operated  from 
the  governor  shaft  m,  and  at  the  same  time  the  oil  supply  is  varied 
with  the  air  supply.  This  method  of  governing  is  not  a  good  one, 
and  must  result  in  a  somewhat  high  consumption  at  light  loads. 
The  difficulties  too  of  maintaining  the  working  surfaces  of  a  plug 
valve  under  the  trying  conditions  operating  in  a  gas  engine  have 
prevented  plug  valves  being  used  to  any  extent  except  for  the 
very  smallest  engines.  The  author  is  somewhat  surprised  that 
the  inventor  of  this  engine  (Mr.  Butler)  should  have  attempted  to 
use  a  plug  valve  under  the  vastly  more  difficult  conditions  of  a 
petroleum  engine.  To  start  (he  engine  a  small  quantity  of 
benzoline  is  used,  which  is  supplied  until  all  the  parts  are  heated 
up  sufficiently.  An  engine  of  this  type  was  exhibited  at  the 
Cambridge  Show ;  it  was  rated  at  6  HP  brake,  the  diameter  of 
the  cylinder  was  7^  ins.,  and  the  stroke  12J  ins.  The  speed  was 
declared  to  be  350  revolutions  per  minute.  The  weight  of  the 
engine  was  35  cwts.  Owing  to  difficulties  with  the  engine  at  the 
Show,  however,  it  was  withdrawn  from  competition. 

Wcyman  &■  Hitchcock's  Oil  Engine. — This  engine  resembles 
the  Hornsby  and  Robey  engines  in  that  the  vaporiser  is  heated 
by  the  heat  of  the  explosions  and  exhaust  products  only.  In  it, 
however,  the  gases  are  ignited  by  an  incandescent  tube  raised  to 
incandescence  by  a  separate  lamp.  The  vaporiser  chamber, 
however,  communicates  with  the  cylinder  by  a  valve,  and  so  the 
engine  comes  under  this  particular  head.  The  oil  supply  is 
pumped  through  a  sight  feed  tube  d  to  the  top  of  the  vaporiser, 
as  shown  at  fig.  224,  where  n  is  a  sight  feed  tube  and  c  the 
vaporiser.  This  oil  with  a  small  proportion  of  air  passes  round 
an  annular  passage,  and  the  oil  gradually  vaporises  as  it  falls  and 
diffuses  into  the  air  accompanying  it.  The  oil  charged  with 
vapour  rises  through  a  series  of  holes  to  a  central  chamber  and 
then  passes  through  a  vapour  valve  into  the  cylinder,  where  it 
meets  with  an  additional  air  supply.  The  ignition  tube  is  heated 
by  an  external  lamp  operated  by  a  powerful  air  blast  produced 
from  an  air  pump  on  the  engine.     Fig.  225  is  an  end  elevation  of 
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this  engine  duly  lettered  with  references  printed  underneath. 
From  this  it  will  be  seen  that  the  engine  is  of  somewhat  complex 
construction . 

Tests  and  Oil  Consumption. — An  engine  exhibited  at  the 
Cambridge  Show  was  declared  as  of  5  brake  HP,  the  cylinder 
was  6j  ins.  diameter  by  13  ins.  stroke,  and  the  declared  speed 
was  250  revolutions  per  minute.  On  a  three  days'  test  the  engine 
developed  a  mean  power  of  6'2i  brake  horse  and  consumed 
113  lb.  of  oil  per  brake  horse  hour.  The  engine  took  from  14 
to  17  minutes  to  start.    At  a  full-power  test  lasting  for  two  hours 


Fig.  224 — Weyman  &  Hitchcock's  Oil  Engine  (part  section). 

A,  cylindec ;  b,  cainbuilEon  chiinber  ;  c,  dl  inlcl ;  d,  light  feed  lube ;  e,  pump  i 
e,  main  air  tupply ;  i,  lubricBior. 

the  same  engine  developed  6'S  IHP,  473  brake  horse  on  a  mean 
speed  of  a597  revolutions  per  minute,  and  consumed  ^&^  lb. 
of  oil  per  IHP  hour,  and  I'lg  lb.  per  brake  HP  hour.  At 
half  load  the  engine  developed  2  58  brake  horse  ;  the  oil 
consumed  was  157  lb.  per  brake  horse  hour.  Running  without 
load  at  207  revolutions  per  minute  the  engine  consumed  a^y?  lbs. 
of  oil  per  hour.     Fig.  226  is  a  diagram  from  the  engine. 

iVelis  Brothers'  Oil  Engine. — Fig.  227  is  an  end  elevation  of 
the  Wells  engine,  showing  the  important  parts.    Professor  CappCTj 
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in  his  report  to  the  Royal  Agricultural  Society,  describes  it  as 
follows  : 

'  There  is  but  one  rocking  lever  to  actuate  all  the  valves.  It 
is  driven  by  a  cam  on  the  lay  shaft.  In  opposition  to  a  powerful 
spiral  spring.  When  running  at  normal  speed,  the  spring  draws 
the  lever  home,  closing  the  exhaust  valve,  and  opening  the  vapour 


Fig.  225 Weyman  &  Hitchcock's  Oil  Engine  (end  elevation). 

f«l»:  I,  P«c«li. 

valve  at  the  required  moment.  When  running  too  fast,  the  hori- 
zontal catch,  which  has  been  lowered,  by  the  outward  movement 
of  the  valve  lever,  has  not  time  to  rise  clear  under  the  weight  of 
its  inner  end  Before  the  return  of  the  vertical  lever,  which  there- 
fore is  arrested,  and  no  movement  of  the  valves  takes  place. 
The  exhaust  valve  is  then  kept  open,  and  the  vapour  valve  being 
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closed,  an  idle  stroke  occurs,  the  oil  valve  at  the  same  time  emit- 
ting a  charge  from  the  vaporiser.  The  oil  valve  is  a  TOl^ting  taper 
plug,  driven  by  a  link  off  a  rocking  lever.  A  cavity  in  this  plug 
measures  out  a  charge  of  oil  at  each  vibration,  and  drops  it  upon 
a  heated  diagonal  plate,  down  which  it  runs  and  is  vaporised  An 
adjustment  is  provided  by  which  the  quantity  of  oil  at  each  charge 
can  be  regulated,  and  the  valve  box  is  filled  by  gravity  from  a 
raised  tank.  This  arrangement  is  secure  against  injury  from  dirt, 
as  anything  that  is  small  enough  to  pass  into  the  oil  plug  would 
simply  fall  to  the  bottom  of  the  vaporising  chamber,  and  there 
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Fig.  226.— Weyman  S:  Hitchcock's  Oil  Engine  (dUgiam). 

be  retained-  The  lamp  which  heats  the  vaporiser  is  completely 
inclosed  in  a  cast -iron  combustion  chamber,  the  blast  being  sup- 
plied by  an  air  pump.'  '  The  makers  claim  that  little,  if  any, 
gasification  takes  place,  as  the  vaporiser  is  water- jacketed,  and  so 
not  overheated.  This  view  is  to  some  extent  upheld  by  the  fiiet 
that  the  cylinder  works  without  lubrication,  beyond  that  of 
inclosed  oil  vapour.' 

Tests  and  Oil  Consumption. — An  engine  of  this  type  W3S 
exhibited  at  the  Cambridge  Show  of  a  declared  4  HP  nominal. 
The  cylinder  was  8^  ins.  diameter,  and  15  ins.  stroke,  the  declared 
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speed  being  165  revolutions  per  minute.  This  engine  gave  on  the 
three  days'  test  a  mean  power  of  5  96  horse,  and  consumed  i'o6 
lb.  of  oil  per  brake  horse  hour.  The  engine  was  very  easily 
started,  starting  usually  in  from  10  to  17  mins.  A  full-power  test 
of  two  hours  gave  an  indicated  power  of  7  -3,  and  a  brake  power  ot 
646  horse,  the  oil  consumption  being  93  lb.  per  IHP  per  hour 
and  I  04  per  brake  horse  hour.  The  engine  ran  at  an  average 
speed  of   184   revolutions.  - 

At  half-power    3-52    brake  TlT^ 

horse    was   given,    and    a  jm,I  II  -m- 

consumption  of  I'Sg  lb.  of  'O^ 
oil  per  brake  horse.  Run- 
ning without  load  the  en- 
gine used  I  "96  lb.  of  oil  per 
hour  at  165  revolutions  per 
minute.  Fig.  aaS  is  a  dia- 
gram taken  from  the  Wells 
engine. 

Applicatiom  of  Petro- 
leum Engines. — Petroleum 
engines  have  now  been 
applied,  in  addition  to  the 
ordinary  purposes  for  which 
stationary  engines  are  re- 
quired, to  the  propulsion 
of  launches,  and  for  ac- 
tuatingroadcarriages.  Most 
of  the  launch  engines  use 
gasoline  or  other  light  oil, 
and  so  present  no  peculia- 
rities which  need  be  studied  here. 
author  has  not  described  any  of  the  oil  engines  produced  on  the 
Continent  or  in  America.  These  engines  are  without  exception 
engines  of  the  ordinary  gas  engine  type  using  gasoline  or  other 
light  oils  which  require  no  special  precautions,  and  indeed  are  not 
interesting  as  bearing  on  the  question  of  safe  heavy  oil  engines. 
The  engines  on  the  Continent  and  in  America  which  use  heavy  oil 
are  those  already  described  in  this  chapter  or  engines  following 


supply  cock  ;  NpOiliUpplychiidbtr; 
r  pipe ;  r,  oil  luprjy  to  Uinp ;  q,  huidi 

Flo.  217. — Wells  Oil  Engine 
(end  elevation). 

It  will  be  observed  that  the 
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the  same  lines.  Many  ingenious  details  are  used  in  the  foreign 
oil  engines,  but  as  yet  British  inventors  appear  to  have  taken  the 
lead  in  the  task  of  devising  means  of  utilising  the  safe  lamp  oils 
of  commerce.  This  probably  is  due  to  the  somewhat  severe  legal 
restrictions  placed  upon  the  sale  and  storage  of  such  light  and 
inDammable  oils  as  gasoline,  benzine  or  petroleum  spirit,  restric- 
tions which  do  not  exist  in  the  laws  of  America  or  France.  The 
principal  engine  used  upon  the  Continent  for  marine  purposes  is 
that  of  Daimler. 

The  Daimler  engine  is  a  small  two-cylinder  engine ;  the  two 
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Fio.  228.  -Wells  on  Engine  [diagiuni). 


cylinders  incline  at  an  angle  of  about  30°  to  each  other,  and  the 
connecting  rods  operate  on  a  common  crank  pin.  The  front  ends 
of  the  cylinders  are  closed  in,  and  the  front  ends  act  as  air  pumps. 
The  Otto  cycle  is  performed  by  each  piston,  but  each  cylinder  is 
superchat^ed  with  air  to  a  pressure  of  a  few  pounds  above 
atmosphere,  the  air  being  supplied  from  the  frojit  of  the  piston. 
By  this  device  a  high  average  pressure  is  obtained,  but  light  oil  is 
used  so  that  no  special  vaporising  arrangements  are  required. 

The  Daimler  Motor  Carriage. — The  Daimler  motor  carrii^e  has 
come  into  considerable  prominence  in  connection  with  the  recent 
trials  of  horseless  carriages  in  France.     The  author  has  carefully 


byGOOQiC 


462  Oil  Engines 


CHAPTER  III. 

THE  DIFFICULTIES   OF  OIL  ENGINES. 

The  reader  will  have  observed  from  the  description  of  thirteen 
different  examples  of  oil  engines  given  in  the  preceding  chapter, 
and  the  details  of  oil  consumption  and  efficiency,  that  the  oil 
engine  is  not  so  economical  from  a  heat  engine  point  of  view  as  a 
gas  engine  ;  that  is,  the  oil  engine  so  fer,  for  a  given  number  of  heal 
units  entrusted  to  it  as  oil,  does  not  convert  so  large  a  proportion 
of  those  heat  units  into  indicated  work  as  a  gas  engine.  It  is  to 
be  remembered,  of  course,  that  as  yet  engineers  have  had  liltle 
experience  in  oil  engines  as  compared  with  gas  engines,  and  thai 
probably  with  further  development  of  detail  the  heat  efficiency  of 
the  oil  engine  may  yei  be  considerably  increased.  The  lower 
efficiency  at  present  obtained  is  due  to  certain  difficulties  peculiar 
to  the  oil  engine,  which  do  not  occur  in  the  gas  engine.  These 
■difficulties  are  present  to  some  extent  in  all  the  three  types  of 
engine,  but  in  some  types  to  a  greater  extent  than  in  others.  In 
the  earlier  engines  ignition  presented  a  formidable  difficulty,  which 
was  overcome  by  the  use  of  the  electric  spark.  Electric  methods 
of  ignition  are  very  objectionable  whether  used  in  gas  or  dl 
engines ;  so  objectionable,  indeed,  that  no  gas  engine  at  present 
manufactured  in  Britain  uses  an  electric  igniter. .  Electric  igniters 
require  a  battery,  an  induction  coil  and  insulated  points,  or  an 
■electro-magnetic  device,  and  insulated  points  with  a  contact- 
breaking  contrivance.  Either  of  these  forms  can  be  made  to  woik 
quite  well  in  an  engineer's  hands  or  in  the  hands  of  anyone  used 
to  batteries  and  dynamos,  and  witling  at  the  same  time  to  devote 
considerable  attention  to  keeping  the  apparatus  in  order.  The 
public  in  this  country,  however,  who  use  gas  and  oil  engines  arc 
very  liable  to  allow  electric  contrivances  to  get  out  oforder,  andit 
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has  always  been  the  author's  opinion  that  any  engine  with  an 
electric  igniting  device,  even  if  good  in  other  respects,  would  not 
attain  extended  use  in  Britain.  Curiously  enough  this  objection 
does  not  seem  to  weigh  much  with  the  Continental  public  or  with 
the  American  public,  as  many  engines  are  sold  on  the  Continent 
and  in  America  which  use  electric  igniting  devices.  The  nature 
of  safe  burning  oil  made  it  very  difficult  to  use  either  a  flame 
device  for  igniting  or  an  incandescent  tube  for  that  purpose.  It 
was  by  no  means  easy  and  evident  to  see  in  what  way  safe  heavy 
oil  could  be  treated  to  give  a  smolceless  heating  flame  of  the 
character  necessary  either  for  flame  ignition  or  incandescent  tube 
ignition.  The  production  of  the  type  of  lamp  described  at 
page  431  gave,  however,  an  easy  means  of  producing  a  smokeless 
heating  flame,  and  so  at  once  made  it  possible  to  use  that  simplest 
of  all  igniting  devices,  the  incandescent  tube.  In  the  author's 
opinion  the  incandescent  tube  igniter  is  by  far  the  best  adapted 
both  for  oil  and  gas  engines,  and  now  that  simple  lamps  have 
been  produced  to  give  a  smokeless  flame  the  incandescent  tube 
is  bound  to  displace  all  other  forms  of  ignition  for  oil  engines. 
The  type  of  lamp  referred  to  also  seems  to  the  author  to  be  the 
best  yet  proposed,  as  it  gives  a  powerful  smokeless  flame  from 
heavy  oils,  and  that  without  the  use  of  the  troublesome  air  blast. 
In  many  of  the  earlier  forms  of  the  engines  described,  an  air 
blast  was  used  somewhat  in  the  manner  shown  at  fig.  194  and 
described  as  the  Griffin  oil  sprayer  lamp.  So  far,  then,  as  the 
present  engine  is  concerned,  the  diiBcuIty  of  igniting  may  be  con- 
sidered as  thoroughly  overcome  in  a  manner  which  is  not  likely  to 
be  greatly  improved  upon,  and  so  far  as  the  ignition  is  concerned 
there  is  nothing  which  prevents  greater  economy  from  being 
obtained.  The  difficulties  which  prevent  immediate  improvement 
in  economy  are  to  be  found  in  all  cases  in  the  methods  of  vapo- 
rising. Some  inventors  claim  to  gasify  wholly  or  partly  the  oil 
which  is  sent  into  the  engine  cylinder,  and  others  claim  that  the 
oil  so  sent  in  is  merely  vaporised  and  not  gasified.  The  author 
has  examined  all  the  standard  types  of  oil  engine  now  in  use,  and 
from  his  own  experiments  he  is  convinced  that  in  not  one  of  the 
engines  does  any  real  gasification  take  place  ;  in  all  the  thirteen 
engines  referred  to  the  oil  is  vaporised,  not  gasified.     In  some  of 
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the  engines  the  oil  may  be  'cracked '  to  a  small  extent,  so  that 
the  vapours  produced  are  those  of  lighter  hydrocarbons  than  were 
present  in  the  original  oil,  but  no  cracking  which  can  take  place 
in  any  of  these  engines  is  anything  like  sufficient  to  carry  decom- 
position far  enough  to  produce  gas  instead  of  vapour. 

These  engines  have  been  classified  by  reference  to  the  method 
of  vaporisation  peculiar  to  each,  and  each  type,  although  it 
presents  a  satisfactory  solution  of  the  vaporising  difficulty,  in- 
volves additions  to  the  ordinary  gas  engine  cycle  which  are 
accompanied  by  characteristic  limitations  or  disadvantages. 
Thus  the  first  type  of  oil  engine  using  safe  oil,  'engines  in 
which  the  oil  is  subjected  to  a  spraying  operation  before 
vaporising,'  is  also  first  in  the  order  of  invention,  and  it  naturally 
presents  the  most  complex  solution  of  the  vaporising  difficulty. 
In  this  type  of  engine,  represented  by  the  engines  of  Messrs. 
Priestman  and  Samuelson,  the  whole  air  supply  of  the  engine  is 
passed  through  a  heated  chamber,  and  according  to  Professor 
Unwin,  in  one  of  his  tests,  the  air  leaving  this  heated  chamber 
before  it  enters  the  engine  cylinder  is  raised  to  a  temperature  of 
287°  F.  The  chamber  is  heated  by  the  exhaust  gases  from  the 
engine,  which  gases  in  this  experiment  were  at  a  temperature  of 
600°  F.  ;  the  oil  to  be  vaporised  is  injected  into  the  heating 
chamber,  by  means  of  a  smaller  quantity  of  air,  in  a  state  of  very 
fine  spray,  as  has  been  described  in  the  preceding  chapter.  The 
whole  of  the  oil  used  is  therefore  mixed  with  the  air  passing 
into  the  engine  in  minute  particles  of  spray,  each  of  these  minute 
particles  of  sprayed  oil  being  SL:Trounded  by  an  atmosphere  of  air 
at  a  temperature  of  nearly  290°  F.  Each  oil  particle  thus  has  an 
ample  atmosphere  of  air  surrounding  it  at  this  high  temperature, 
and  thus  each  parUcle  rapidly  evaporates  and  passes  from  the 
state  of  spray  to  the  state  of  oil  vapour  uniformly  diffused 
throughout  the  air  charge.  The  device  produces  very  perfect 
vaporisation,  but  it  has  the  great  disadvantage  that  the  whole  of 
the  inflammable  charge  entering  the  cylinder  becomes  heated  lo 
290°  F.  while  still  at  atmospheric  pressure.  From  this  it  follows 
that  upon  compressing  the  mixture  in  the  cylinder  the  tempetature 
of  compression  rises  to  a  much  higher  point  for  a  given  pressure 
than  is  the  case  with  a  gas  engine  charge  working  at  that  pressure. 


In  the  gas  engine  the  cboige  enters  the  cylinder  at  atmospheric 
temperature,  and  is  only  heated  to  a  slight  extent  by  the  inclosing 
walls.  In  the  case  of  the  oil  engine  the  entering  charge  is  heated 
to  begin  with,  and  is  likely  to  absorb  further  heat  from  the  piston 
as  it  enters.  This  has  the  effect  of  reducing  the  total  weight  of 
charge  present  in  the  engine  cylinder  at  each  stroke,  and  therefore 
it  reduces  the  average  available  pressure  to  be  obtained  from  the 
engine.  In  the  Priestman  engine,  for  example,  the  best  result 
obtained  in  Professor  Unwin's  experiments  give  only  a  mean 
available  pressure  of  45  lbs.  per  square  inch  throughout  the  stroke 
with  a  compression  pressure  of  27  lbs.  It  is  worth  noting  that  a 
compression  pressure  of  27  lbs.  was  used  in  a  Priestman  engine  at 
a  time  when  the  usual  compression  pressure  in  gas  engines  ranged 
from  40  to  50  lbs.  This  low  pressure  necessarily  involves  less 
economy  than  the  high  pressure,  and  the  reason  why  a  low  pressure 
is  adopted  is  found  in  the  fact  that  at  higher  pressures  an  oil  engine 
operating  by  the  spray  method  is  very  liable  to  premature  ignitions. 
This  ispartlybecauseof  the  ready  inflammability  of  a  mixture  of  air 
and  heavy  oil  vapour,  and  partly  because  of  the  higher  tempera- 
ture of  compression  due  to  the  preliminary  heating  of  the  whole 
charge  in  the  vaporiser.  An  oil  and  air  charge  is  much  more 
liable  to  spontaneous  ignition  during  compression  than  a  gas  and 
air  charge,  and  the  preliminary  heating  of  the  whole  charge  to 
about  80°  F.  above  the  boiling  point  of  water  necessarily  increases 
the  temperature  obtained  by  compression,  and  this  higher  tem- 
perature tends  to  make  the  charge  ignite  prematurely. 

It  is  interesting  to  note  that  with  Daylight  oil  Professor 
Unwin  found  a  pressure  of  compression  of  35  lbs.  per  square  inch 
more  suitable  than  27  lbs.  This  is  doubtless  due  to  the  fact 
that  lighter  oils  such  as  Daylight  oil  when  vaporised  approxi- 
mate more  nearly  to  the  gaseous  condition,  and  are  therefore  less 
easily  subject  to  premature  ignition  than  the  heavier  oils. 

One  difficulty,  therefore,  caused  by  the  spray  method  of 
ignition  lies  in  the  limitation  of  the  weight  of  the  charge  by  pre- 
liminary heating,  from  which  follows  the  production  of  a  lower 
average  pressure ;  another  difficulty  lies  in  the  limitation  of  the 
compression  pressure  due  to  the  property  of  spontaneous  ignition, 
which  is  made  more  marked  by  the  preliminary  heating.     These 
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difficulties  prevent  the  attainment  of  greater  economy  by  the  Rist 
method  of  vaporising. 

This  method,  however,  presents  other  difficulties  of  a  practical 
kind.  Thus  a  large  volume  of  charge  is  formed  in  the  vaporiser 
in  explosive  proportions,  and  the  whole  of  this  charge  is  liable  to 
be  ignited  in  the  event  of  a  back  explosion  from  the  engine 
cylinder  while  the  charging  stroke  is  proceeding.  This  is  a 
serious  difficulty,  and  has  caused  in  gas  engines  the  practical 
abandonment  of  all  engines  in  which  a  reservoir  of  gas  and  air 
is  used  to  feed  the  engine  cylinder. 

A  further  difficulty  occurs  in  governing  the  engine.  As  the 
exhaust  gases  are  used  to  heat  the  vaporiser,  by  means  of  a 
jacket  surrounding  the  vaporiser  chamber,  it  follows  that  the 
ordinary  method  of  governing  practised  in  the  gas  engine  is 
inapplicable.  Messrs.  Priestman  accordingly  produce  ignitions 
under  all  circumstances,  whether  their  engine  be  light  or  loaded  ; 
that  is,  instead  of  cutting  out  impulses  by  stopping  off  the  oil 
supply  completely,  they  reduce  both  oil  and  air  supply  simul- 
taneously, and  by  so  doing  reduce  the  pressure  at  which  the 
cylinder  is  Ailed  with  inflammable  mixture  before  compression 
begins.  The  proportion  of  oil  and  air  admitted  is  kept  as  nearly 
as  possible  consUnt,  but  the  compression  pressure  is  continuously 
reduced  and  produces  weaker  and  weaker  impulses.  This  is 
clearly  shown  in  the  diagram,  fig.  191,  page  417,  where  the  full-power 
diagram  is  shown  by  a  heavy  black  continuous  line,  the  half- 
power  diagram  by  a  dotted  line,  and  the  diagram  produced  when 
the  etigine  is  running  light  bya  thin  full  line.  This  method  is  by 
no  means  an  economical  one,  and  results  in  a  heavy  consumption 
of  oil  even  at  light  loads.  In  Professor  Unwin's  test,  for  example, 
it  was  found  that  the  engine  consumed  6^  lbs.  to  7  lbs.  of  oil  per 
hour  when  working  at  full  power ;  and  when  working  giving  no 
power  at  all,  only  driving  itself  at  full  speed,  the  oil  consumption 
was  still  5  lbs.  This  of  course  is  a  very  poor  result,  the  engine 
using  almost  as  much  oil  without  load  as  at  full  load  ;  in  &ct  in 
Unwin's  test  there  was  no  difference  in  oil  consumption  between 
half  power  and  no  load  at  all.  This  is  a  difficulty,  however, 
which  is  common  to  all  gas  engines  as  well  as  oil  engines  in  which  ■ 
the  charge  is  supplied  from  an  intermediate  reservoir  of  consider- 


able  capacity.  With  such  a  reservoir  it  is  evident  that  the  govern- 
ing cannot  be  effected  by  simply  cutting  off  the  gas  supply,  as 
if  the  governor  had  acted  the  engine  would  still  receive  one  or 
more  charges  and  give  one  or  more  impulses  after  the  governor 
had  signalled  that  it  was  running  Coo  fast  In  the  same  way, 
when  the  governor  put  the  gas  or  oil  supply  on  fully  again,  (he 
engine  had  to  make  several  revolutions  before  the  mixture  reached 
the  cylinder.  This  causes  serious  irregularity  as  well  as  loss  of 
gas  due  to  imperfect  mixture  at  the  time  of  governing. 

Messrs.  Samuelson  endeavourto  avoid  this  difEicutty  of  governing 
by  holding  closed  the  exhaust  valve,  and  keeping  the  inlet  valve 
closed.  In  this  way  the  piston  expands  and  compresses  the  ex- 
haust gases  without  taking  any  cha^e  from  the  vaporiser.  This 
method  of  governing,  however,  is  not  satisfactory,  because  of  the 
difficulty  of  keeping  a  constant  charge  in  the  vaporiser  while 
the  engine  is  governing.  A  further  difficulty  is  due  to  the  fact 
that  when  the  explosions  cease  exhaust  gases  no  longer  pass 
round  the  vaporiser,  and  the  temperature  rapidly  falls,  so  that  it  is 
liable  to  get  much  too  cool  for  the  effective  performance  of  its 
work.  This  difficulty  affects  the  Priestman  engine  to  a  lesser 
extent  because  of  the  continuance  of  the  explosions,  but  even 
there  the  temperature  of  the  vaporiser  falls  considerably  when 
the  engine  is  running  with  light  loads  or  no  load  at  all. 

In  the  author's  opinion  the  spray  method  of  vaporising  as 
hitherto  carried  out  is  the  least  satisfactory  of  all  the  methods  of 
vaporising,  and  the  second  and  third  methods  present  consider- 
able advantages  over  it,  both  in  simplicity  and  effective  operation. 

The  second  type  of  oil  engine  comprises  'engines  in  which 
the  oil  is  injected  into  the  cylinder  and  vaporised  within  the 
cylinder-.'  The  engines  constructed  under  this  type  repre- 
sented by  the  Homsby,  the  Rohey,  and  the  Capitaine  engines, 
distinctly  advance  upon  the  spray  method  of  vaporising,  but  they 
also  present  diificulties  of  a  somewhat  formidable  kind.  The 
Homsby -Ackroyd  engine,  for  example,  tested  at  the  Royal  Agri- 
cultural Society's  Show  gave  a  mean  available  pressure  throughout 
the  stroke  of  only  29  lbs.  per  sq.  in.  This  of  course  necessitates  a 
large  cylinder  for  a  given  power.  The  mean  pressure,  it  will  be 
observed,  is  lower  than  that  given  by  Class  1.,  and  this  although 
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the  compression  pressure  is  much  higher.  The  Homsby  engine 
gave  a  compression  pressure  of  50  lbs.  persq.  in,  and  should  have 
given  a  higher  average  pressure  than  that  of  Class  I.  bul  for 
certain  peculiarities  which  have  now  to  be  considered.  In  this 
type  of  engine  the  walls  of  the  combustion  space  are  allowed  to 
attain  a  temperature  of  neatly  800"  C,  sufficient  to  cause  effective 
vaporisation  and  also  to  allow  of  ignition  when  compression  is 
completed.  The  air  chaise  entering  the  cylinder  in  the  Homsbj- 
engine  does  not  pass  through  the  combustion  space,  but  passes 
directly  into  the  water-jacketed  cylinder.  The  air,  therefore,  is 
not  heated  up  by  passing  through  the  vaporising  chamber ;  the 
exhaust  gases  of  the  previous  explosion,  however,  are  kept  at  a  vcn 
high  temperature  in  the  combustion  chamber,  which  chamber 
is  cut  off  to  a  certain  extent  from  the  main  cylinder  by  the 
bottle  neck  seen  at  fig.  195,  page  421.  The  cause  of  the  low 
available  pressure,  however,  is  not  due  to  heating  of  the  air  while 
entering,  the  cylinder,  as  that  heating  only  occurs  to  a  slightly 
greater  extent  than  in  the  case  of  the  gas  engine.  The  real  cause 
of  the  low  average  pressure  is  imperfect  mixing  of  the  air  charge 
with  the  oil  vapour.  The  oil  is  injected  into  the  combustion 
space  A  during  the  charging  stroke  of  the  piston.  It  rapidly 
evaporates  because  of  its  contact  with  the  highly  heated  walls, 
and  it  diffuses  among  the  hot  exhaust  gases  contained  in  ihe 
combustion  space.  As  there  is,  however,  very  little  ox^en  pre- 
sent in  that  space  at  the  moment  of  vaporising,  there  is  no  danger 
of  premature  ignition.  Ignition  is  not  possible  until  air  has  been 
forced  from  the  cylinder  through  the  bottle  neck  to  supply 
oxygen  sufiScient  for  the  combustion  of  the  vaporised  oil.  As  ihe 
compression  proceeds,  more  and  more  air  mixes  with  the  vapo- 
rised oil,  and  sufficient  oxygen  is  forced  into  the  corobusiion 
chamber  to  properly  burn  the  oil  vapour  charge.  A  certain 
amount  of  oxygen,  however,  and  nitrogen  remains  outside  the 
combustion  chamber  in  the  space  between  its  limits  and  the 
piston,  and  so  the  cylinder  is  not  filled  with  a  uniform  iDflam- 
mable  mixture.  The  mixture  produced  within  the  combustion 
chamber  is  also  less  perfectly  mixed  with  the  air  than  the  chaije 
in  a  gas  engine  cylinder,  and  accordingly  to  insure  complete  com- 
bustion of  the  whole  charge,  a  much  larger  proportion  of  oxygen 
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is  necessary  than  in  the  gas  engine.  The  average  pressure  of  the 
explosion  is  thus  considerably  reduced. 

The  reduction  of  average  pressure  would  not  matter  much  if 
the  only  requirement  were  a  larger  diameter  of  cylinder ;  that  is,  an 
increased  diameter  without  corresponding  increase  of  the  strength 
of  the  crank,  connecting  rod,  and  engine  frame  ;  unfortunately, 
however,  in  the  case  of  an  oil  engine  or  a  gas  engine  the  effect  of 
a  double  charge  has  always  to  be  well  kept  in  mind.  Such  a 
double  charge  would  raise  the  maxiinuro  pressure  to  an  unsafe 
point  for  a  given  diameter  of  cylinder  unless  the  parts  were  made 
sufficiently  strong  to  resist  this  possible  contingency.  In  the  oil 
engine,  for  example,  an  explosion  might  be  missed  and  a  double 
charge  of  oil  vapour  would  be  left  in  tlie  cylinder,  and  so  the  maxi- 
mum pressure  of  the  next  explosion  greatly  increased.  Engines 
of  Class  II.  have,  therefore,  large  cylinders  and  heavy  parts  in  pro- 
portion to  the  power  developed  by  them.  Their  economy  also  is 
not  proportional  to  the  compression  pressures  used. 

The  governing  difficulty  is  also  much  felt  in  this  type  of 
engine.  Here  it  is  possible  to  stop  the  oil  supply  and  cut  out 
explosions  just  as  in  the  case  of  a  gas  engine,  but  the  effect  of  this 
is  to  cause  the  walls  of  the  combustion  space  to  be  rapidly  cooled 
down  at  light  loads.  Most  of  the  engines  of  this  kind  work  well 
at  full  or  intermediate  loads,  but  at  light  loads  the  combustion 
space  walls  may  become  so  cool  that  ignition  fails  and  the  engine 
stops,  Messrs,  Homsby  have  got  over  this  difficulty  to  a  very 
great  extent,  but  it  is  a  difficulty  which  is  quite  formidable  in  this 
type  of  engine.  If  the  combustion  chamber  be  so  arranged  and 
shaped  that  its  walls  are  sufficiently  hot  when  the  engine  is  running 
without  load,  they  are  very  apt  to  be  overheated  at  full  loads. 
The  skill  of  the  makers  of  these  engines  is  well  shown  in  pro- 
portions calculated  to  keep  the  combustion  space  walls  hot,  and 
yet  not  too  hot. 

The  fundamental  idea  of  this  typw  of  engine  is  extremely 
fascmating  and  simple,  but  considerable  complexities  arise  in 
carrying  it  into  effect,  which  greatly  detract  from  the  advantages. 

In  the  author's  opinion  this  type  of  engine  will  always  be 
somewhat  heavy  and  large  for  the  power  developed,  as-  it  is 
difficult  to  see  how  greater  average  pressures  are  to  be  obtained. 
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greater  extent  than  in  the  first  two  classes  without  danger  of 
premature  ignition,  and  so  much  higher  averse  pressures  are 
rendered  possible.  Accordingly  we  expect  to  find  a  higher 
average   pressure   in    this   engine   than    in   the  others.     Messrs. 
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Crossley  obtained  ^3  lbs.  per  sq.  in.  mean  pressure  with  an  ex- 
plosion pressure  of  325  lbs.  and  a  compression  pressure  of  65  lbs., 
while  Messrs.  Fielding  &  Piatt  obtain  a  mean  pressure  of  63  lbs. 
with  a  compression  pressure  of  40  lbs.  This  method  of  operation 
also  has  the  advantage  that  it  allows  of  the  usual  gas  engine  mode 
of  governing,  viz.  by  cutting  out  explosion?.  That  the  governing 
IS  effective  and  economical  is  seen  from  the  fact  that  a  Crossley 
engine  which  used  9*9  lbs.  of  Russoline  oil  per  hour,  running 
at  full  load,  only  used  253  lbs.  per  hour  running  at  fuU  speed 
without  toad,  both  figures  including  the  oil  for  operating  the 
heating  lamp.  The  Crossley  engine  tested  was  rated  at  7^  HP. 
A  3-horse  engine  tested  by  Messrs.  Fielding  &  Piatt,  which  con- 
sumed 4'75  lbs.  of  Russoline  oil  per  hour  at  full  load,  ran  without 
load  on  i  3  lb.  per  hour.  These  results  show  governing  almost  if 
not  quite  presenting  the  same  proportional  economy  as  a  gas 
engine. 

The  second  division  includes  the  engines  of  Messrs.  Tangye, 
Campbell,  the  Britannia  Co.,  Clarice,  Chapman  &  Co.,  Weyman 
&  Hitchcock,  and  Wells  Bros.,  and  in  these  engines  in  all  cases 
Ktcept  one  (Clarke,  Chapman  &  Co.)  the  whole  air  charge  of  the 
engine  passes  through  the  vaporiser  on  its  way  to  the  cylinder. 
This  method  of  operating  as  carried  out  by  Messrs.  Tangye  and 
Campbell  has  certainly  the  advantage  of  great  simplicity,  but  it 
appears  to  have  a  disadvantage  of  less  perfect  vaporisation  than 
is  given  in  the  first  division.  At  least  a  comparison  of  the  oil 
consumption  of  the  different  engines  seems  to  point  to  this.  For 
instance  the  Crossley  and  Fielding  &  Piatt's  oil  engines  respec- 
tively consume  82  and  '90  lb.  of  Russoline  oil  per  BHP  hour, 
while  the  Campbell,  Britannia,  Wells,  Weyman  &  Hitchcock 
engines  consume  respectively  112,  r-68,  104,  and  119  lb.  of 
oil  per  BHP  hour.  The  engines  of  the  second  division  thus 
consume  uniformly  more  oil  per  BHP  hour  than  those  of  the  first 
division. 

In  the  author's  opinion  this  is  partly  caused  by  the  fact  that 
the  whole  air  charge  is  drawn  through  the  vaporiser,  and  partly 
by  the  fact  that  in  all  of  these  engines  the  explosion  pressure  has 
fr«e  access  to  the  vaporiser  up  to  the  inlet  valve.  By  drawing 
the  whole  of  the  air  charge  through  a  vaporiser  with  no  prelimi- 
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and  reliable  machine.  It  is  idle  to  deny,  however,  that  further 
improvements  are  possible,  and  the  author's  object  is  to  point  out 
the  difficulties  as  clearly  as  possible  in  order  to  aid  inventors  in 
working  on  correct  lines.  Improvements  in  vaporisers  will  pro- 
bably take  the  form  of  obtaining  a  very  complete  cracking  of  the 
oil,  tending  to  charge  the  cylinder  with  vapours  of  lighter  oils 
than  those  introduced  into  the  vaporiser.  This  process  will 
supply  the  engine  with  oils  capable  of  withstanding  higher  com- 
pressions than  are  at  present  used  without  premature  ignitions. 
Every  effort  will  be  made  also  to  keep  all  parts  of  the  cylinder 
cool  and  water-jacketed  as  with  the  gas  engine.  The  heating 
lamp  is  also  capable  of  improvement,  and  efforts  should  be  made 
to  produce  a  flame  of  the  Bunsen  or  smokeless  type,  giving  less 
noise  than  at  present.  Oil  engine  inventors  will  pay  more  atten- 
tion to  the  now  well-understood  principles  of  gas  engine  design, 
and  will  accordingly  do  away  as  much  as  possible  with  all  long 
ports  or  increased  surfaces  in  contact  with  the  flame  of  the 
explosion 


byGOOQiC 


byGOOQiC 


byGOOQiC 


Appendix  I 


F  Natural  Gas  frou  Gas  Wells  in  Pehnstlvania. 

\\Valti  'Diet.  efCktmistry.Sufp.  3,  Parl-i.) 


»s'.sr 

w  -'"-"■c. 

b!^. 

Carbonic  add,  CO,      - 
Carbonic  oxide,  CO      . 
Hydrogen.  H        ,        .        . 
■  Maish  gas,  CH,  . 
Elhylew.  CaH^     . 

is 

voU. 
"■^ 
479 
89-65 
439 
0-56 

VDiL 
066 

byGOOQiC 


478 


The  Gas  Engine 


S  ^*1 
s     s 


1^ 


la 


ti 


fft-lEj 


.3.£^^}?5'.? 


?  .3^.s..!?a.ys  s  .8^ 


•p.f:t.%SS,  ss&a 


.S'.S.J.S.RSTi^'Rlf. 


?-8Ssi?ra  :  sz 


*.E1S.S'.&?  tS 


,3. 5 SB'S.,?  E  ,K« 


IlliiiffiJili 


byGOOQiC 


Appendix  II 


■ivS* 

Sj 

1 

g^lipjfg  iiiiiiijli 

1 

1' 

d 

^1 

1  iiH**«rj«  itutmu 

dJiiiiiiKEI  SiliEiES 

^llH 


3&i'l|^H^    4?l?l&1'|Ss 


Mil 

Hi 


iiaiiiiipiiiiiiiij 


byGOOQiC 


The  Gas  Engine 


O^gtner 

air  r»Hirtdfin- 

comtUtt 

fM^n, 

^  gaits. 

Air 

To™ 

0-3 

VoLodnducli 

nU. 

vob. 

Edinburgh       .... 

55 

7-40 

B-as 

Glasgow  . 
St.  Andrews 

44 
49 

T^   ' 

53 

Liverpool 

37 

6;i= 

rs 

Preslon    , 

aS 

Noitlngham 

30 

e-!? 

I.eeds       . 

40 

6-67 

7"47 

Sheffield  . 

36 

6*49 

7-38 

Birmingham 

%^ 

6119 

Bristol     . 

i-ag 

eiis 

London— 

Gaalighl  &  Coke  Co.       , 

576 

6S3 

'S 

5-47 

6'90 

Redhill 

S'Sa 

11 

as 

S'94 

NewcasUe'-on-Tyne '.                '. 

614 

Newcaitle-under-Lyme    . 

30. 

6-48 

Brighton.        .... 

iS 

S-6a 

63S 

5-56 

6-J9 

i^ch.'    ;    :    :    : 

18 
18 

i?^ 

ss 

3.Goc>^lc 


LIST  OF  BRITISH  GAS  AND   OIL  ENGINE 
PATENTS 

FROM   THE  YEAR    I79I    TO    1897    INCLUSIVE. 

Whatpaiaits  are  cammunicaied,  Ike  munrr  aftke  cammunicaion  arefrintei 

wtikin  farmthtses. 


1833.     John  Baiber. — Using  inflammable  air  for  the  purpose  of  producing 

motion. 

1794. 
1983.     Robert  Street. — Method  of  producing  an  inflammable  vapour  force  by 

means  of  lire,  flame,  &c. 

»797- 
3164.    James  Glazebrook. — Working  machinery  by  means  of  the  properties 
of  air. 

1801. 
3504.     James  Glazebrook. — Power  from  mixtOTes  of  air,  such  as  hydrogen, 
nilrous  oil,  &c. 

1817. 
4179-    J'  ^'  Niepce. — Propelling  vessels  by  explosive  gases. 


4874.     Samuel  Brown. — EBecting  a  vaCDum   by  flame,  and  thus  producing 

1836. 
5350.     Samuel  Brown. — Improvements  in  his  former  patent,  No.  4874. 
540Z.     E.  Haiard.-^Preparing  mixtures  of  vapours  with  air,  and  eiploding 
tbem  to  obtain  motive  power. 

.833- 

6535.     L.  W.  Wright. — Explosive  engine.    Carburetled  hydn^en  and  air  are 
tr  and  exploded. 
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1*48-     E.  J.  Scholliek,— Water  is  decomposed  by  eleclric  cuirents  into  iti 

componeal  gases,  which  gases  pass  into  acylindec,  ulil  ue  exploded 

by  another  electric  apparatus. 
1577-     Jiiseph   Webb  (piovisional   only) Impiovements  in  obtaining   and 

applying  motive  powers  (gas  and  electricity)  by  explosion. 

1648.     Fatnan  Wrede ImptOTements  in  gaa  and  air  engines. 

1671.     A.   Carosio  (provisional   only).  ^Producing  enplosive   gases  electro- 

magoetically. 

1854. 
191.     James  Anderson  (provisjonal  only) Motive  power  otiiained  by  air, 

gases,  or  vapour. 
549.    J.  C  Ediogton  (provisional  only) Mixture  of  carburelted  hydrogen 

and  air,  exploded  in  a  cylinder. 
1072.     Baisanti  &  Matleucd   (provisional   only).  —Apply   the   explosioa  of 

gases  as  a  motive  power  (atmospheric  ei^ne). 

1855. 

359.     T.  B.  Blancbard. — Motive  power  from  combtislion. 
561.     Alfred  V.  Newlon.— Improvements  in  ei^nes  worked  by  explosive 
mixtures. 

joii.     Henri    Balestrino   (provisiona)   only) Improvements    in    obtaining 

motive  power  by  aid  of  explosive  gases. 

1856. 
1807.     C  J.  B.  Torassa. — Improvements  la  obtaining  motive  power  by  aid 
of  explosive  gases. 

.8s;. 

1655.     Barsanti   &   Malteucd Improvements   in   obtaining   motive   power 

from  explosive  gases. 
1754.     J.  S.  Roiisseloi. — Improved  method  for  obtaining  motive  power,  and 

engme  for  applying  the  same. 
3406.     J.  E.  F.  Luedeke.— Motive- power  engine  (explosion). 


969.     W.  Clark.— Burnt  air  motor. 

996.     C.  D.  Archibald — Treating  air  or  gases  fta  purposes  of  motive  power. 
3648.     R.  Nelson. — Vacuum  obtained  by  ignited  hydrocarbon  fluids. 

1859. 

784.     T.  M.  Meekins. — Production  of  motive  power,  and  projectile  and  ei- 
plosive  force  (provisional  protection  rdused). 
1227.     J.  Nasmyth Improved  apparatus  for  obtaining  and  applying  mclive 
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1388.     J.  E.  Holmes  (provisional  only) — Vacuum  by  exploson. 

1291.  M.  P.  W.  Boulton.-- Improvements  ui  engines  worked  by  healed  air 
or  gases  mixed  with  steam. 

■599'     B.  F.  Stevens. — Applying  petroleum  vapour  mixed  with  att. 

1636.     M.  P.  W.  Boulton Iraprovemenis  in  obtaining  motive  power  from 

aerifomi  fluids. 

3044.  M.  P.  W.  Boulton.  ^Improvements  In  heating  aiirirorm  fluids  by  in- 
jecting some  substance  in  a  state  of  fimon  (ditorides,  See.). 


501.     M.  P.  W.  Boulton. — Impiovements  in  obtaining  motive  power  &om 

aerirorm  fluids  and  from  liquids. 
£27.     M.  P.  W.  Boulton.. — Obtaining  motive  power  fiom  aeriform  fluids  and 

905.     John  Pinchbeck   (provisional  only) — -The  connection  of  the  exhaust 

pipe  of  the  cylinder  with  a  condensing  chamber  of  engines  worked 

by  explosion  of  air  and  gas. 
9S6.     Pierre   Hugon.— Effecting  the  combustion  or  explosion  of  gases  by 

means  of  slide  valves  carrying  gas  burners  supplied  with  gas  under 

pressure. 
1915.     M.  P.  W.  Boulton Improvements  in  obtaining  motive  power  when 

heated  air  or  aiaifbrm  fluid  is  emplc^ed. 
1992.     M.  P.  W.  Boulton. — Method  for  utilising  a  larger  portion  of  heat. 
2600.     W.  E.  Gedge Expandon  engine. 

1866. 

27.     T.  T.  Macneil  (provisional  only). — Motive  power  is  produced  by  means 
of  a  receptacle  containing  incandescent   fuel  into  which  is  forced 
the  requisite  air  for  combustion. 
i8i.     W.  Clark  (provisional  only). — Motive  power,  healed  gas  or  air, 
434.     C.  D.  Abel. — The  explouon  of  a  mixture  of  air  and  gas  drives  np  a 

tight  piston. 
434.     C.  D.  Abel.— Gas  engine  in  which  theexplosionof  air  andgas,  ignited 

by  a  gas  jet  or  electric  spark,  drives  up  a  piston. 
434.     C  D.  Abel — Emulating  power  of  explosion. 

738.     M.  P.  W.  Boulton. — Generating  and  applying  heat  for  the  production 
of  motive  power  and  steam. 
3125.     R.  George.— Improvements  where  motive  power  is  obtained  by  action 

on  a  piston  traversing  to  and  Iro  within  a  vibrating  cylinder. 
3363.     J.  Anderson.— Improvement  on   Na    1767/1859,   the  connection  of 

the  piston  with  shield  shell. 
3448.     W.  Clark.— Improvements  in  manufacture  of  hydrt^en  gas  and  its 
applications  for  lighting  and  heating,  and  as  a  motive  power. 
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174^.     A.   M.  Clark   (provisional   only). —Apparatus   for  producing   t 
power  by  the  use  of  steam  or  compiessed  gases. 
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307-     "'-  >^-  i-^KC. — engines  operaiea  ay  gunpowaer,  gun-co<ion,  or  otner 

explosive  material, 

831.     M.  A.  Soul Navigable  balloon  worked  by  a  gas  engine. 

II36.     T.    N.   Palmer  (provisional  only). — An  explosive  gas  engine.      Any 

fluid  carburetted  hydrogen  gas  01  fluid,  in  Ihe  form  of  spray,  is 

introduced  into  a  cylinder,  where  by  the  access  of  atmospheric  aii 

iu  combustion  produces  motive  power. 
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142>     P.  Jensen.— The  constnictioo  oF  coke  ovens  and  nlilisatien  of  Uie 
■  ■  waste  heal  therefroni  for  generaiing  gas  for  gai  eiipne»  ind  other 

purposes. 
1594.     W.  E.  Newton.— ExploaiOQ  engine. 
3393.     J.   Voung. — Molive  power   oblained  from  vaponrE  given  off  bj  the 

volatile  hydrocacbons  obtained  from  petroleum  and  paraffin  (hUi 
33x8.     W.  R.  Lake— The  warming  of  air  (for  heated  air  motor)  ebctcd  b; 

means  of  tar,  or  other  cheap  liquid  fuel,  placed  in  a  cloaed  cjlindo' 

and  ignited. 
3481.     E.  T.  Hughes  (provisional  only). — The  use  of  any  liquid  hydraarbon, 

such  OS  naphtha  or  petroleum,  which  in  a  divided  state,  miied  with 

atmospheric  air,  is  injected  behind  a  piston  in  a  cylinder,  and  whoi 

ignited,  produces  power  by  the  explosion  or  combostiou. 
3641,     G.  Haseliine.— Utilising  the  vapour  of  hydrocarbon  oils  or  tbeimv 

ducts  thereof,  or  similar  substances,  for  obtaining  motive  power. 

1873- 

372.     W.  E.  Sudlow. — Rotary  engines  worked  by  hot  air,  gas,  explonTe  or 

otherwise,  or  by  water  pressure  or  steam. 
329.     G.  Rydili. — Steam  boilers  and  tnmaces,  heating  air  and  gases,  u>d 
producing   motive  power  from   a  mixture  of  steam  and  producu 
of  combustion  for  working  a  steam  engine,  and  for  other  purposes. 

i6j8.  J.  Imray  (provisional  only). — Method  of  and  apparatus  foe  obrsiniag 
motive  power  from  heated  air,  gas,  or  gaseous  products  of  comUit- 
tion  admitted  to  a  cylinder  at  the  pressure  of  the  atmosphere. 

1946.  J.  Imray.— Obtaining  motive.power  from  healed  air,  gas,  or  giseou 
products  of  combustion  admitted  Iq  a  cylinder  at  the  pressure  of  ibe 
atmosphere  and  cooled  therein,  so  that  their  pressure  on  one  ait 
of  the  piston  being  reduced  below  that  of  the  atmusphere,  the  ex- 
cess of  atmospheric  pressure  on  ttie  other  dde  of  the  {nslon  shall 
effect  its  propulsion. 

3848.  W.  R.  Lake.— Gas  engines  dnven  by  the  expkjsion  of  combustible 
gas  or  vapour  mixed  with  air. 

408S.  F.  W.  Turner.— Gas  engines,  in  which  a  wheel,  arranged  with  a  in- 
jecting rim  having  bevelled  grooves  on  the  in^de,  is  keyed  on  the 
main  shall. 

1874. 
35.  R.  Gottheil,  —  An  explosive  gas  ei^ne,  having  a  cylinder  open  at  00c 
end,  and  provided  with  two  pbtons,  one  of  which  may  be  termed 
the  working  piston,  and  is  connected  in  the  usual  nay  to  a  crank  aa 
the  main  shaft,  while  the  other,  which  may  be  called  the  loose  [Hstoii, 
has  a  rod  passii^  throi^h  the  cylinder  cover,  and  Ihrongh  the  two 
Miction  cheeks  mounted  on  levers,  so  as  to  admit  of  &ee  □) 
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of  tbe  piston  rod  in  one  diieclion,  while  its  movement  in  (he  other 
direction  is  checked,  owing  lo  the  cheeks  embracing  dte  rod  tightly. 
414-  CD.  Abel. — Gas  engine,  in  which  11  slide  is  anangeil  to  operate  upon 
a  single  pass^e  for  iolel  to  and  outlet  from  the  cylinder  ;  this 
engine  is  regulated  by  a  governor,  so  as  to  economise  the  expend)- 

486.     S.  Ford. — A  rotarj  gas  engine  worked  by  the  explosive  force  of  gas. 

493.  J.  Hock. — Engines  worked  by  the  combustion  of  petroleum,  naphtha, 
or  other  liquid  hydrocaibons,  such  combustion  producing  pressure 
in  B  cylinder  lo  work  a  piston  connected  to  a  crank  on  a  fly-wheel 
shaft 

509.     K.  M.  Maichant. — Combined  air,  steam  and  caloric  engine. 

^5.     C.  D.  Abel. — Improveineats  in  gas  motor  engines. 

777.  J.  D.  Ridley. — Aerial  macbine,  in  which  a  piston  actuates  the  wings  of 
the  apparatus,  causing  it  to  reciprocate  in  a  cylinder  by  alternate 
explodons  of  gunpowder,  or  other  explosive  agent,  fired  by  elec. 

961.  C.  Carobtn  &  G.  Bellini. — Locomotive  and  other  engines,  worked 
by  air  compressed  by  the  combustiMi  of  fulminating  matters,  such 
as  cotton,  bemp,  linen,  low,  or  similar  substances,  formed  into  a 
rope,  and  treated  with  a  mixture  of  concentrated  aiotic  and  sul- 
phuric acid. 

1652.  E.  Butterworth  (proriiiooB!  only),  — Prereniing  the  o«r-heaiii^  of  a 
cylinder,  cKhaust  valve,  and  adjacent  pipes. 

3309.     G.  Haseltine. — Improvements  in  gas  engines. 

2441.  F.  Jenkin. — Thermo-dynamic  ei^tie,  or  '  fuel  engine,' the  primitive 
type  of  which  is  Stirling's  air  engine. 

2795.     J.  H.  Johnson.  —  Genertuing  and  applying  the  motive  power  of  gases. 

3189.  R.  M.  Marchant  (provisiDnsl  only).— Combined  air,  steam,  and  caloric 
Clones.     Gas  used  as  fiieL 

319a  R.  M.  Marchant  (provisional  only). — Steam  and  other  motive  power 
engines,  (ud  mannlacturc  of  gas. 

3305.     F.  W.  Crossley.  - — Improvements  in  gas  motor  engines. 

3357.     C  T.  E.  lasceHes.— Gas  engines  for  propelling  tramway  cars  and 

other  vehicles. 
.4410.     Kirkwood,  Lascelles,  &  HaQ  (provisional  only). —  Gas  engines  used 
as  motors  for  tramway  cars  and  other  vehicles. 

■8;s. 

71.     C  D.  Abel Motor  engines  worked  by  gas  or  combustible  vapour  aikd 

I7S-     P.  Vera.— Gas  and  hot  air  engines. 

36^     E.  C.  Mills  and  H.  Haley.  — Explosive  gas  engines. 

744.     J.  F.  Dickson. —Improvements  in  air  and  gas  engines. 
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290,     fieper  (SchwHet)  (provisional  only).— An  improved  gas  motor. 

433.     Simon  (L.  &  R.). — Improvements  in  and  connected  with  gas  eng 

943.     Linford. — Improvements  in  gas  engines. 
1170.     Baron. — Improvements  in  motive  power  engines. 
1770.     Abel    (Otto)   (provisional  only).  —  Improvements    in    apparatus 
ignilii^  the  charges  of  gas  motor  ei^ines. 


391-     Shaw  (provisional  only]. — Impto' 

495.     Boulton,— Improvements  in  caloric  engines. 


e  of  e 


ir  hjdcocarbon 


otor  engines, 
propelling  carriages  and  in 


3245.'    Abel  (Daimler). — Improvenlenls  ii 
3467.     Dalton  &  Kenworthy.— Improvem 
the  apparatos  employed  therein. 
3561.     Picking  &  Hopkins. — Improvements  in  gas  motot  engines. 
3733.     Gtaser  f  Witt^&  Hees). — Improvements  in  gas  and  petroleum  engines. 
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3905.     Alexander  (Angele)  (provi^onal  only). — Improvements  ir 

4101.     Emmet  &  Cousins. — Improvements  in  gas  engines. 

4337.     King. — Improvements  in  and  connected  with  engines  actnaled  by  the 

explosion  or  combustion  of  a  mixture  of  gas  and  air. 
43401     Williams.— Improv):ments  in  and  relating  to  atmospheric  wi  and  ps 

4377.     Butcher.— Improvements  in  gas  motor  engines. 

4396.     Purssell.— An  improved  arrangement  of  apparatus  for  moving  tram 

cars  &C.  by  gas  engine  power. 
4483.     Graddon  (provisional  only). — An   improved  motive   power  cneiu 

actuated  by  an  explosive  fluid  or  gas,  part  of  which  nay  lie  apiilied 

to  other  gas  engines. 
4485.     Wigham  (provisioiml  only). — Improvements  in  gas  motor  engino. 
4493.      Shaw  (proviaonal  only). — Improvements  in  gas  motor  engines. 
4499.     Holt  &  Crossiey.  ^Improvements  in  machinery  &c.  lor  stopping  &c 

the  direction  of  motion  of  vehicles  on  rails,  &c,  more  panicuhrlj 

applicable  to  gas  engines,  but  also  suitable  for  other  motiH  en^ncs. 
4501.     Robson. — 'Improvements  in  gas  engines. 
4755.     Foulis. — 'Improvements  in  gas  engines. 
4820^     Edmonds  (Francois). — A  new  or  improved  gas  motor  or  engine  lod 

new  arrangements  of  mechanism  employed  with  the  same. 
5051.     Mills  &  Haley. — Improvements  in  gas  motor  engines. 


9.     Pottle. — Improvements  in  govemon   for   steam   engines  and  (^bo' 

117.  Robinson. — Improvements  in  gai  motor  ei^nes. 

330.  Unford. — Improvements  in  and  connected  with  gas  engines. 

343.  Abel  (Daimler). — Improvements  in  gas  motor  engines. 

473.  Newton. — Improvements  in  crossheads  for  motive  power  engines. 

474.  Batcher. — Improvements  in  Iramway,  loctnnotive,  and  other  ei^iiKS, 

and  in  apparatus  connected  therewith. 
533.     Thompson  (Gelsenbergcr). — Improvements    in    and  appertaining  10 

gas  engines,  or  engines  actuated  by  the  explosion  or  combustioa  u( 

mixed  gas  or  vapour  and  air. 
760.     Edwards.— Improvements  in  motive  power  engines  actuated  hy  Uie 

combustion  of  a  mixture  of  gas  and  air,  or  by  the  pressure  of  stam 

or  other  elastic  fluid,  parts  of  which  invention  are  also  applicable 

to  other  purposes. 
II31.     Johnson  (provisional  only). — Improvements  in  gas  engines. 
1653.     Beechey  (provisional  only).— Improvements   in  engines  worited  t? 

gas  and  air  or  other  hydrocarbons. 
1693.     Williams  &  Makm.— Improvements  in  and  relating  to  al 

ail  and  gas  motor  engines. 
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1 736.     Sombart  (pcoriaoiul  only). — ImpTOTements  in  gas  engines. 
1969.     Haigh  &  Nuttall. — Improvements  in  gas  engines. 
ai8i.     Wotdswoith  (provisional  only).— Improvements  in  gas  motor  engines. 
Z1S2.     Lake  (Lay). — Improvements  in  apparatus  for  bciliCating  the  control 

and  operation  of  torpedo  boats. 
2290.      Hardaker.— Improvements  in  road  vehicles  or  velocipedes. 
3299.     Livesey  (Uvesey). — Impiovements  in  gas  motor  engines. 
2344.     Robinion. — Improvements  in  gas  motor  engines. 
3413.      Foulis. — Improvements  in  gas  engines. 
3140.     Lake  (Breittmayei). — Improvements  in  gas  engines. 
3176.     Northcott. — Improvements  in  engines  and  apparatus  for  producing 

motive  power  (relating  to  gaseous  fuel  engines). 
31S1.     Turner. — Improvement  in  gas  motor  engines. 
3411.     Holt  &  Crossley.^ — Improvement   in  locomotives  for  tramways  and 

%ht  railways. 
3513.     Aylesbury. — Improvements  in  gas  engines  or  motors. 
3607.    Jenner. — Improvements  in  gas  engines. 
3653.    Wilson.— Improvements  in  vertical  steam  and  other  motive  power 

engines. 
3685.     Williams  &  Malam. — Improvements  in  and  relating  to  atmospheric 

air  and  gas  motor  engines. 
3869.     Puistell. — Improvements    in    the    construction,   arrangement,    and 

method  of  action  of  gas  engines. 
3913.     Lawson  (provisional  only). — Improvements  in  velocipedes  and  m  the 

application  of  motive  power  thereto,  applicable  to  other,  &c. 
4050.     Robson. ^Improvements  in  obtuning  and  applying  motive  power. 
4075.  *  Clayton. — Improvements  in  motor  engines  worked  by  gas  or  combus- 
tible vapour  and  air. 
4159.     Kesseler  (Henniges)  (provisional  only). — Improvements  in  the  Simon's 

steam  gas  motor  with  burning  flame  in  the  cylinder. 
4201.    Jensen  (provisional  only).— Improvements  in  burners  for  produdi^ 

and  burning  petroleum  ^u. 
4360.     RoUnson. — Improvements  in  gas  motor  engines. 
4370.     Beechey. — Improvements  in  gas  motor  engines. 
4397.     Crossley.^ — Improvements  in  gas  motor  engines. 
439E.      Rhodes  and  others. — Improvements  in  gas  motor  engines. 
4419.     Benson  (Rider). — Improvements  in  gas  engines. 
4547.     MacFarlane  (provisional  only).^A  new  or  improved  gas  engine. 
4633.     Bickerton  (provisional  only). — Improvements  in  gas  motor  engines. 
4819-      Muller. — ^Improvements  in  or  additions  lo  gas  engines. 
4S81.     Simon  &  Werlenbruch. —Improvements  in  gas  motor  engines. 
5014.     Home  (provisional  only). — Improvements  in  gas  engines. 
5090.     Koutis  (provisional  only). — Improvements  in  gas  engines. 
5101.     Kichardson  (provisional  only). — Improvements  in  gas  engines  and  in 

apparatus  connected  therewith  for  the  supply  of  gas  lo  them. 


5130.     Livesey  (IJvesey). — Improvements  in  compound  gas  motor  engines. 

5319.     Fiddes. — Im|m>TemeDt5  in  g>s  motor  engines. 

5*69.     Wigham  (provisional  only). — Improvements  in  locomotive  engines  for 

tramways,  &c. 
5J47.     Robinson.— Improvements  in  en^nes  to  be  worked  by  stCAin,  ur,  or 

5471.     Hutchinson. — Improvements  in  gtf  motor  en^tKs. 
5479.     Graddon.— Improvements  in  machinery  or  apparatus  for  obtaining  and 
applying  motive  power,  portly  a^licable  to  other  putposes. 

1881. 
60.     Abel  (Otto). ^Improvements  in  gas  motor  engines. 
135.     Haddan  (Nix  &  Helbig)  (provisional  only).  ^Improvements  in  gas 

iSo.  Foulis. — Improvements  in  gas  entries. 

330.  Sombart.  ^Improvements  is  gas  engines. 

370.  Holt  &  Crossley.— Improvements  in  connection  with  gas  motor 
ei^nes,  and  locomotives  worked  thereby. 

533.  Fieldii^. — Improvements  in  gas  moloi  engines. 

565.  Allcoclt. — Improvements  in  gas  engines. 

79S.  Ord  (provisional  only). — Improvements  in  gas  engines. 

799.  Graddon(proviaonalc>nly).— Animprovedconstnictionofgasengiiiea. 

811.  Haigh  &  Nuttall. — Improvements  in  the  construction  of  gas  cngiDes. 

867.  Wenham. — Improvements  in  combined  gas  and  heated  air  engines. 

1074.  Bauer  &  Lamart — Improvements  in  gas  engines. 

10S9.  Clerk. — Improvements   in   motors  worked   by  combustible  gas   or 

1303.  Boulton  (provisional  only). — Improvements  b  caloric  engines  wherrin 
the  working  fluid  is  heated  by  internal  combustion  of  gas. 

1363.     Bickerton. — Improvements  in  gas  motor  engines. 

1382.  Groth  (Schoufeldt  and  another}  (provisional  only). — A  new  or  im- 
proved reversible  rotary  engine. 

138S.     Ewins  &  Newnian.— Certain  improvements  in  gas  ei^ines. 

13S9.  Boutton.— Improvements  in  calorie  engine  whcnan  the  working  fluid 
is  heated  by  internal  combustion  of  gas. 

1409.     Gwynne  &  Ellis. — Improvements  m  gas  motor  engines. 

1541.     Benier  (provisional  only). — Improvements  in  gas  engines. 

1733.     Watson. — An  improved  method  of  exploding  gases  used  in  gas  engine 

1763.     Watson  (provisional  only). — ^Improvements  in  gas  engines. 

1765.  Edwards. — Improvements  in  motive  power  engines  actuated  by  the 
combustion  of  a  mixture  at  gas  and  air. 

2083.     Robson. — Improvements  in  motive  power  engines. 

3I3Z.  Dougill.^ImpAtvements  in  gas  motor  engines,  in  the  method  of  regn- 
lating  the  speed  thereof,  and  of  admitting  combustible  material  into 
the  q-linder  and  allowing  the  escape  of  exhausted  products,  &c. 


2227.     Ctossley.— ImprovementB  in  the  method  and  apparatus  for  supplying 

gas  to  movable  gas  motor  ei^nes. 
22S0.     Ford. — Improvements  in  gas  engines. 
2504.     Siemens. — Impiovemenls  in  gas  motors  and  producers. 
2564.     Wigham.  ^Improvements  in  locomotive  engines  for  tramwaj's,  rail- 

2645.     Pinkney. — Improvements  in  gas  engines. 

2670.     Mills. — Improvements  in  obtaining  motive  power. 

2765.      I.eVtt55or.— An  improved  n 

2919.     Watson. — An  improved  a 
engines. 

2931.     De  Pass  (Kortung).— Impiovements  in  gas  engines. 

2961.     Beechey. — Improvements  in  gas  motor  engines. 

2967.     Wastbeld  (ptovisiooal  only). — Improvements  in  gas  engines. 

2990.     Linford  &  LJnfbrd. — Improvements  in  and  connected  wriihgaset^pltM. 

3113.  Eteve  &  L^lement.~A  new  or  improved  motive  power  engine 
operated  by  hydrocaiburelted  air. 

3275.     Ord.  — Improvements  in  gas  motor  engines, 

3330.  Brydges  (Schilti).  — Improvements  in  gas,  hydrocarbon,  and  otbei 
motive  power  ei^nes. 

3367,  Boulton. — Improvements  in  engines  wherein  a  jnstoa  is  propelled  in  a 
cyLnder  by  ignition  of  in&ammabtc  gas  or  fluid. 

3415.  Justice  (Osam).— Imjwovements  in  the  utilisation  of  the  gaseous  pro- 
ducts of  combustion,  and  in  apparatus  therefor  (provisional  only). 

3450.  Crossley&  Holt  (provisional  only).— An  improved  governor  for  gas 
motor  engines. 

3537.     Lucas. — Improvements  in  gas  engines. 

3536.  Stent,  Clerk,  &  Handyside. — Improvements  in  refrigerating  machines, 
and  in  part  applicable  to  gas  motors,  &c. 

3561.  Kirkhove  &  Snyers.— A  new  or  improved  method  and  machinery  for 
direct  propulsion  of  land,  water,  and  aerial  motors  or  engines,  appli- 
cable also  to  stationary  engines. 

3715.  Williams.  —  Improvements  in  gas  engines  and  the  automatic  generation 
of  gas  therefor. 

37S6.  Butcher. ^Improvements  in  gas  motor  engines,  and  in  arrangements 
for  starling  and  re -starting  the  same. 

4086.     Atkinson. — Improvements  in  gas  engines. 

4137.  Watson. — Improvements  in  obtainii^  motive  power  by  means  of  com- 
bustible gas  or  vapour,  and  in  apparatus  therefor, 

4223.     King.  —  Improvements  in  gas  motor  engines. 

4244.  Abel  (Spiel).— Improvement  in  motor^ngines  worked  by  combustibTe 
gases  or  vapours  and  steam. 

42S8.  Simon  &  Wenenbruch. — Improvements  in  the  construction  and 
method  of  action  in  gas  engines. 

434CX     Wordsworth  and  others.  — Improvements  in  gas  motor  engines. 

K  K 


4403.     Weatherho^.— Impiovemems  in  single  and  double  actuie  compound 

air  and  gas  matoi  engines. 
4407.     Drake  &   Muirhead  (provisional  only). — Improvements  m  and  con- 
nected with  gas  engines. 
4493.     Royle.— Improvements  in  and  apparatus  for  lubricating  steam  and 

gas  engines,  and  for  other  lubiicating  purposes,  &c 
4589.     Beni*r  &  Lamait  (provisional  only). — Improvements  in  gas  engines. 
460S.     Watson. — Improvements  in  gas  engines. 
483a     Lake  (Lay).— Improvements  in  and  relating  to  boats  to  be  propelled 

by  gas,  &c. 
5178.     Shaw. — Improvements  in  gas  motor  engines. 
5*31.     Tonkin. — Improvements  in   motive  power  engines  actuated    by  the 

combustion  or  explosion  of  mixtures  of  gas  or  combustible  mpoor 

with  air.  Sec  ;  applicable  to  other  purposes. 
5359.     Rhodes  (provisional  only). — Improvements  in  and  appertaining  fo  gas 

engines  or  engines  actuated  by  the  explosion  or  combustion  of  mixed 

gas  or  vapour  and  air. 
5350.     Siemens.— Improvements  in  engines  worked  by  the  combustion   of 

gaseous  fuel. 
5456.     Williams. — Improvements  in  and  relating  to  atmospheric  air  and  gas 

motor  et^nes. 
5469.     Crossley  &  Holt.— Improvements  in  gas  motor  engines,  part  of  which 

improvements  are  applicable  [0  steam  engines,  &c. 
5483.     Griffin.— Improvements  in  gas  motor  engines. 
5534-     Becl((MontelaT).— A  gas  locomotor  lor  the  locomotion  of  carriages,  &c 

(provisional  only). 
5S7S'     Quick  and  another.- Improvements  in  tramway  locomotives  and  other 

locomotives  or  motive  power  engines. 


363.  Turner.  —Improvements  in  gasengines. 

397.  Emmet. — Improvements  in  gas  engines. 

417.  Withers. — Improvements  in  gas  engines. 

579.  Johnson  (Bisschop). — Improvements  in  gas  engines. 

614.  Haigh  &  Nultall. — Improvements  in  the  construction  of  gas  1 

659.  Wasifield  (provisional  only), —Improvements  in  gas  engines. 

678.  Watson  (provisional  only). —Improvements  in  gas  engines. 

703.  Wordsworth  &  Lindley,  —Improvements  in  gas  engines. 

994.  Fielding. — Improvements  in  and  connected  with  gas  motoi 

1036.  Niel. —Improvements  in  gas  engines. 

131!!.  Beecbey. — Improvements  in  gas  motor  engines. 

1360.  Sumner.  —Improvements  in  gas  motor  engines. 

1590.  Skene.— Improvements  in  gas  motor  engines. 

1717.  Drake  &  Muirhead. — Improvements  in  and  connected  with 


1754-     Andeisoa  &  Crossley. — Improvements  in  ihe  ignition  apparatus  of  gU 

motor  engines. 
tS68.     Dufrene,  Benier,  &  Lamarl. — Improvements  in  gas  engines. 
1S74.     Brown, — Improved  means  of,  and  apparatus  for,  the  production  of  gas 

by  the  combustion  of  carbon  compounds,  &c, 
1910.     Skinner  {provisional  only) Improvements  in  engines  which  are  driven 

by  means  of  the  explosive  force  of  gases. 
3008.     Ulasec  (Teicbmann)  (provisional  only). —Improvements  in  caloric  and 

gas  power  engines. 
1057.     Siimbarl.  ^Improvements  in  gas  engines. 
2058.      Porleous.  —  Improvements  in  gas  engines. 
3126.     Worssam. — Itnprovements  in  gas  motor  engines. 
2202.     Clayton. — Improvements  in  motor  ei^irtes  worked  by  gas  or  combus- 
tible vapour  and  aii. 
3331.     Kuss  (provisional  only). — Improvements  in  the  manufacture  of  gas  for 

lighting,  heating,  &c.,  and  for  utilising  the  same  for  motive  power. 
1257.     Nobis. — Improvements  in  gas  engines. 
2329.     Hutchinson. — Improvements  in  gas  engines. 
2337.     Uuthrie  (provi^onal  only).  —  Improvements  in  and  relating  to  engines 

an<l  apparatus  connected  therewith  for  developing  the  expansive  force 

of  air  or  gas  and  utilising  the  some  for  motive  power. 
2342.     V/atson  (provisional  only).  —  Improvements  in  gas  engines. 
3345.     Bickerton  and  another. — Improvements  in  and  applicable  togas  motor 

engines. 
2423.     Thompson   (Marcus).  ~  Improvements  in   or  appertaining  to  motors 

actuated  by  the  explosion  of  comminuted  liquids,  &c 
3527.     Davey. — Improvements  b  apparatus  for  the  production  of  inflammable 

gas  and  applying  its  combustion  for  the  production  of  motive  power, 
3751.  Braham  &  Sealon  (provisional  only).— Improvements  in  gas  engines. 
2753.  Wordsworth  &  Wolstenholme. — Improvements  in  gas  motor  engines. 
3375.     Robinson.— Improvements  in  andapparatus  for  obtaining  motive  power 

for  propelling  vessels,  pumping  fluids,  and  either  anali^ous  purposes. 
3435.     Abel  (Beissel). — Improvements  in  gas  motor  engines. 
3449.     Holt  &  Crossley   (provisional   only).— Improvements   in   gas   motor 

engines. 
3540.     Hatp'eaves. — Improvements  in  thermo- dynamic  engines. 
3787.     Davey. — Improvements  in  apparatus  for  generating  elastic  fluid  under 

pressure  :  available  for  working  engines. 
3819.     McGillivray. — Improvements  in  gas  engines. 
4363.     Clark  (Schweiier).— Improvements  in  gas  engines. 
4378.     Alkinson.^Improvements  in  gas  engines. 
438S.     Atkinson. — Improvements  in  gas  engines. 
4418.     Watts  &  Smith.  ^Improvements  in  and  connected  with  motors  worked 

by  combustible  gas,  vapour,  steam,  &c. 
4489.     Criissley. — Improvements  in  gas  motor  engines. 
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4755'     Wastlield.— Impiovements  in  and  relalii^  to  gBS  engines. 

4773'     Wastlieltl  (proviuoiul  only). — Improvements  in  and  lelating  to  ps 

4886.     Baldwin  (provisional  only). — Imptovemenu  in  gas  en^nes  and  in 

apparalus  connected  there  with. 
4948.     Cleik. — Improvements  in  motive  power  engines  worked  by  conbnt- 

lible  gas  or  vapour. 
5043.      Gedge  {Maiti  &  Quaglio). — Improvements  in  rotary  gas  et^DCS. 
JlSS.      A&hbury  and  others. — Improvements  in  gas  molor  engines. 
5371.     Russ  (provisional  only). — Improved  arrangement  of  machinery  for  the 

irunufacture  of  gas  for  lighting,  healing,  and  motive  power  parpcen. 
5506.      Mewbum  (Goubct). — An  improved  rotary  gas  or  explosion  ermine. 
5510.     Maynes.— 'Improvemenia  in  gas  motor  engines. 
5517.      Dyson    (provisional    only). — Improvements    in    or    applicable  to  gv 

engines  employed  in  connection  with  tramcars,  &c. 
5782.     Watson. — Improvements  in  gas  engines. 

5819.     Whittaker.— Improvements  in  or  applicable  lo  gas  motor  engines. 
5S35.     Odling  (provisioTuil  only). — Improvements  in  gas  motor  engines. 
5865.      Butcher  (provisional  only). — Improvement  in  gas  motor  engine*. 
6130.     Clark  (Laurent).— Improvements  ID  gas  engines. 
6136.     Bennet  &  Walker. — Improvements  in  motive  power  engines,  vhich 

improvements  are  also  applicable  to  gas  engines. 
6214.     Watson.  — Improvements  in  gas  engines. 


19.  Forest.  —An  improved  construction  of  gas  motor  engine. 

zi.  Woodhead. — Improvements  in  gas  motor  engines. 

130.  Odling.  —Improvements  in  gas  motor  engines. 

133.  Lake  (Maxim]  (provisional  only). — Improvements  in  gas  e 

300.  Williams.  — An  improvement  in  engines  for  motive  power,  c 

and  other  like  purposes. 

3i6l  Linford  fi:  Cooke. — Improvements  in  gas  engines. 

388.  Howard     &      Bousfield     (provisional    only). — Improvements    in  gas 

499.     Weatherhogg,  -  Improvements  in  air  and  gas  motors  and  apparatiulbr 

the  production  of  gas  therefor. 
638.     King  &  Cliff.— Improvements  in  gas  motor  engines. 
781.     Townsend  &  Davies. — Improvements  in  gas  molor  engines. 
83G.     Imray  (Schweiier) — An  improvement  in  gas  motor  engines. 
911.     Capell.  — Improvements  in  motors  worked  by  air,  gas,  &c.,  or  explosive 

999.     Clark  (Kabath).— Improvements  in  gas  and  other  engines. 
loio.     Andrew — Improvements  in  gas  engines. 

1019.     Handford   (Edison). — Improvements   relating    to    [he    opeiatkin  o( 
electrical  generators  by  gas  ei^oes. 
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Was! field.— Improveirenls  in  and  applicable  to  gas  engines. 

Sieel  &  Whitehead. — Improvements  in  gas  engines. 

Marchant  &  Wrigley Improvements  in  the  application  and  storage 

of  illuminaiing  or  .other  like  gas  to  motors  Tor  driving  tramcars  or 
other  vehicles,  and  for  the  purpose  of  starting  and  working  gas 
engines,  and  in  means  employed. 

Abel  (Olio). —Improvements  in  gas  motor  engines. 

Crossley  (provisional  only).— An   improvement   in  gas  motor  engine 


2491. 
2517. 
2561. 

2706. 

2937. 
3041. 
3066. 
3069- 


3079. 
3097. 
3135- 


slide  g 
Butcher.  — Improvements  in  ga 

10  pumping  purposes. 
Justice    (Hale).  ^Improvement 

and  in  the  method  and  mean 
IHcking  &  Hopkins.  ^ — Improve 

Hoigh  &  Nutlall Improveme 

Nash Improv 


>r  engines  and  in  applying  iliem 


vith   gas  ei^ine, 
ive  chaige. 


in  gas  IT 


gas  engines. 

for  operating  gas  engines. 
Piepei  (Korling  &  Lieckleld) Improvements  in  gas  motors- 
Crowe  and  others. — Improvements  in  gas  caloric  motive  engines- 
Thompson  (Marcus) — -Improvements  in  gas  motor  engbes. 
Whitehead. — A  new  or  improved  gas  motor  el^ne. 
Russom  (provisional  only).  —Improvements  in  gas  engines. 
Andrew, — Improvements  in  gas  motor  engine*. 

Williams. —Improved  means  of,  and  apparatus  for,  converting  recipro- 
catory  into  rotary  motion  in  gas  and  other  explosive  ei^nes,  and  in 
hydraulic,  steam,  air,  or  other  fluid  motors ;  also  for  effecting  and 
governing  explosions  in  gas  and  other  such  engines,  parts  of  whicb 
are  also  applicable  as  air  and  other  fluid  compressors. 
Fielding.— Improvements  in  gas  motor  engines,  in  part  applicable  to 

other  engines. 
Crossley. — Improvements  in  gas  motor  engines. 

Dougill Improvements  in  gas  motor  engines. 

Niel. —Improvements  in   the   construction  and   arrangement  of  gas 


3273.  Kirchenpauer  &  Philip[H. — Improvements  in  gas  motor  engines. 

3280.  Foulis.— Improvements  in  gas  engines. 

J336.  Holder. — Improvements  in  gas  motors. 

33S3.  Lake  (Cardie). — Improvements  in  and  relating  to  gas  engines. 

3568.  Wordsworth  &  Lindley.— Improvements  in  gas  motor  engines. 

3703.  Pickering Improvements  in  gas  engines. 

4008.  Dutton  (Spiel). —Improvements  in  gas  or  inflammable  liquid  engines 

4023.  Quack  (provisional  only). — Improvements  in  gas  engines. 

4046.  Clerk. —Improvements  in  gas  motors. 


33S-  Hargteaves.— Increasing  efficiency  of  thermodynttmic  engines, 

454.  Skene Iniptovenienls  in  gas  engines. 

560.  Steel  4  Whitehead. — Improvements  in  gas  engines. 

'373-  Sterne. — Exhaust  silencer. 


1457-  Winh  (Bemstein).~tmprovenienta  in  apparatus  Tor,  and  (he  method 
of,  producing  malive  power  by  the  explosion  of  coal  or  carbon  dust 

loSS.  Rodgerson Impiovements  ia  gas  mo 

1135.  Henderson  (Eteve  &  Braam) An   i 

carbon  engine. 

2189.  Ruckbill. — 'Improvements   in  or   relating  to  brakes  for  gas  or  other 

3715.  Woodhead. — Improvements  in  gas  motor  engines. 

2854.  Clayton.  — Improvements  in  gas  motor  engines. 

2933,  Fielding.— I mprovemen Is  in  gas  motor  engines. 

3039.  Atkinsoa—  Improvements  in  gis  engines. 

3495.  Cobham  &  Gillespie. — Improvements  in  gas  engines. 

3537.  Holt  &  Ctossley.  — An  improved  apparatus  for  starling  gas  motor  engines. 

3758.  Giifiin Improvements   in   pision-rod   stuffing- boxes   for  gas   motor 

3893.  Holt — Compressing  pumps  for  gas  motor  engines. 

39S&  Johnson  (Deboulteville  &  Malandin) Improvemefits  in  gas  engines. 

4391.  Williamson  &  others.  — Impiovements  in  gas  motor  engines. 

4591.  Munden Improvements  in  gas  motor  engines. 

4639.  Pollock Improvements  in  valves  for  gas  engines. 

4736.  Wirth  (Sohnlein) Improvements  in  gas  engines. 

4776.  .Spence.^ — Improvements  in  gas  engines. 

4777.  Crossley — Gas  motor  engines. 

4SS0.  Weatherhogg.  --  Improvements  in  gas  motor  engines. 

$007.  Hill  &  Hilt Improvements  in  engines  worked  by  gas  or  vapour. 

5302.  Johns  &  Johns.  — Improvements  in  rotary  gas  engines. 

530J.  Johns  &  Johiks Improvements  in  rotary  gas  engines  and  other  rotary 

5412.  Dewhurst.^ Improvements  in  and  connected  with  gas  engines. 

S4JS.  Park Improvements  in  rotary  engines  and  pumps. 

5641.  Butcher. — Improved  igniting  valve  for  gas  engines. 

5797.  Linford  &  Piercy Improveiiients  in  gas  engines. 

6597.  Shann.— Improvements  in  the  machinery  for  obtaining  rotary  motion 
by  the  action  of  two  forces  on  different  cranks. 

6652.  Johnson Improvements  in  apparatus  for  carburetting  air. 

6662.  Wiegand.— Improvements  in  gas  engines. 

6784.  McNeill -Improvements  in  tramway  locomotives  driven  by  gas. 

72S4.  King.  — Impiovements  in  gas  motor  engines. 

7288.  Kii^. — Improvements  in  gas  motor  engines. 
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8565-  Rogers. — Improvenients  In  gas  engines. 

8579.  Sbaw. — Impiovemenls  in  gai  motor  engines. 

S637.  Crosslej. — IiDproveineiils  in  Otto  and  other  gas  engines. 

89601  Ainsworlh Improvements  in  ga£  engine  cylinders. 

9001.  Guthrie. — Improvements  in  gas  engines. 

91 13.  Groth  (Daimler) Improvements  in  gas  or  oil  motors. 

9167.  Williamson  and  others Improvements  in  or  relating  to  valves  for  gas 

motor  er^nes. 

9544.  Magee.  —  Improvements  in  gas  engines. 

9645.  Welch  &  Rapiei.~-IiiipTOvemenls  in  gas  engines. 

9949.  Capitaine  (Beiu  &  Co.) — Improvements  in  gas  motors. 

100G2.  Norrington Improvements  in  means  for  assisting  velocipedes  and  gas 

engines  to  start. 

10J64.  Wallace.  ^Improved  apparatus   for  converting   reciprocating   recti. 

linear  motion  into  rotary  motion. 

10483.  Guthrie.— Improvements  in  caloric  engines. 

lloSfi.  Butlerworth Improvements  in  motors  worked  by  combustible  gas 

11361.  Justice  (Backeljan) — Improvements  in  and  connected  with  automaiic 

gas  motors. 

11J76.  Griffin Improvements  in  apparatus  for  lubricating  gas  and  other 

motor  engines  and  machines. 

1 1578.  Crcosley Improvements  in  gas  motor  engines. 

1175a  Douglas.— Improvemen IS  in  gas  engines. 

11837.  Clark  (Hopkins). —Improvements  in  gas  engines. 

I220I.  Griffith — Improvements  in  and  connected  with  gas  engines. 

12264.  Davy,  —Improvements  in  gas  engines. 

12313.  Urine Improvements  in  gas  engines. 

12318.  Duugill — Improvements  in  gas  motor  engines. 

I2431.  Purnell.— An  improvement  in  gas  motor  engines. 

12603.  Hill    &     Hill — Improvements     in    engines    worked    by    gas    or 

I2fi4a  Telher. — Motive  power  hf  gas,  steam,  combustible  fluids,  &C. 

13714.  Reddie  (Murray).- Improvements  in  gas  engines. 

12776.  Wilson — Improvements  in   the  construction   of  tramway    engines 

driven  by  gas. 

13121.  Andrew — Improvements  in  gas  motor  engines. 

132S3.  Redfem  (McDonough) — Improi-ements  in  gas  engines. 

^3573-  FairCix — Improvements  in  rotary  and  reciprocating  engines. 

13776.  Parker — Improvements  in  gas  motor  engines. 

*3935-  Lawson — Improvements  in  gas  engines  for  pumping  water  and  for 

14311.  Griffin.  -Improvements  in  gas  motor  engines. 

14341.  Browetc — Improvements  in  gas  motor  engines. 


1451^  Prentice  &  Prentice. — Appaiaius  for  ignitii^  gas  engine  eludes  at 

starting. 

14765.  McGillivray.— Impriwcments  in  gas  engines. 

15248.  Johnson  (I}ebouttevilie&  Malandin).— Improvements  in  caiburelters. 

1 531 1.  Holt  &  Crossley Compound  gas  motoi  engine. 

1531Z.  Holt Gas  motor  engine. 

15633.  Newton.— Improvements  in  gas  motor  engines. 

16131.  Benier Improvements  in  hoi  air  engines. 

16404.  Atkinson Improvements  in  gas  engines. 

16634.  Mullet  and  others Improvements  in  gas  engines. 

16698.  Turner. — Im]Hovements  in  gas  motor  engines. 

16890^  Regan. — Improvements  in  or  connected  with  electric  ignitil^  appa- 
ratus for  gas  engines. 

J6947.  Imray  (Barnes  &  Danks) Gas  motor  Tor  tramcar. 

1885. 

610.     Johnson  (Lenoir) Improvements  in  or  connected  with  gas  engines. 

84S.     Myers Improvements  in  gas  motor  engines. 

IZ18.     Pinkney. — Improvements  in  governors  for  gas  engines,  sleam  engines, 

and  com  pressed -ait  engines. 
1363.      Simon. — An  improved  construction  and  arrangement  of  gas  engine, 
1414.      Ashet  &  Buttress. — A  new  or  improved  method  of  obtaining  motive 

power  by  the  explosive  combination  of  substances. 
1478.     Williamson,  Kii^  &  Ireland.  —  Improsements  in  ignition  apparatus 

1581.  Kempsier,  jun — An  improved  motor  driven  by  the  eiplosion  of 
hydrocarbon  vapour. 

1700.     King. — Improvements  in  gas  motor  engines. 

1703.  Wright  &  Charlton Improvements  in  heal  motors,  sudi  improve- 
ments  relating   to   petroleum   and   other    hydrocarbon   explo^ve 

a7i2.  Atkinson Improvements  in  gas  engines, 

3199.  Beechey Improvements  in  gas  motor  engines. 

3414.  5 piet.  ^Improvements  in  petroleum  and  gas  engines. 

3471.  Pope. — Improvements  in  gas  engines. 

3747.  Holt RegalatoT  lor  supply  of  gas  to  motor  engines. 

37S5.  Atkinson. — Improvements  in  gas  engines. 

3971.  Mackenzie. — Improvements  in  gas  engines. 

-4315.  Daimler. — Improvements  in  motor  engines  worked  by  combustible 

gases,  or  petroleum  vapour,  or  spray. 

4684.  Garrett. — Improvements  in  motors  worked   by  combustible  gas  or 

5519.  Bickerton.—  Improvements  in  gas  regulators  for  supplying  gns  to  gn.<i 
motors. 
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5f6i.     Andrew.  — Improvemenls  in  gas  motor  engines. 
■    5971.     Mills Improvements  in  gas  motor  ei^ines. 

6047-  Rigg.— ImpTOvemenls  in  engines  worked  by  elastic  oi  non-eliflit 
fluids,  or  by  the  explosion  of  mixed  gases  ;  applicable  alw  to  app- 
rntus  for  pumping. 

6565.     Weathethc^j.— Improvements  in  gas  motor  engines. 

6763.     McGhee  &  Magee Improvements  in  gas  motor  engines. 

6SS0.     Macgeorge.  — Improvements  in  and  relating  to  gas  engines. 

6990.     Campbell.  ^-Improvements  in  gas  engines. 

7104.  Warsop  &  Hill.— An  improved  apparatus  for  igniting  the  gas  or  ei- 
plosive  mixture  in  gas  motor  engines. 

7500.     Capitaine  &.  liitlnler. — Improvements  in  gas  engines. 

7581.  Captaine  &  Brllnler. — Improvements  in  the  production  of  a  com- 
pressed gaseous  compound  for  use  in  gas  motors  and  for  olhei 
purposes,  and  apparatus  therefor. 

79J0.     Dawson, —Improvements  in  gas  engines. 

7939.     Newton. — Improvements  in  gas  motor  ei^ines. 

8134.     Crossley,— An  improved  gas  engine. 

8160.     Wordsworth  &  Wulstenholme.  ^Improvements  in  gas  engines. 

8411.     Humes Improvements  in  hydro -carburetted  air  el^nes. 

8583.  Newton Improvements  in  gas  motor  engines. 

8584.  Treeton Improvements  in  or  relating  to  gas  engines. 

8897.     Stuigeon. — Improvements  in  gas  engines, 

9801.     Collon  (Harlig). — An  improved  gas  ei^ne. 
1M»7-      Priestman    &    Priestman,— Improvements    in    the   constmetioil  and 

working  of  motor  ei^nes  operated  by  the  combustion  ofbeoioliiK 

or  other  liquid  hydrocarbons. 
10401.     Justice  (Hale).  — Improvements  in  gas  ei^nes. 
107SS.     Daimler.  — Improved  vehicle  propelled  by  a  gas  or  petrolenm  nioI>« 

11Z90.     Redfem  (Smyers) Improvements  in  gas  engines  or  engines  actoitcd 

by  the  explosion  or  combustion  of  mixed  gas  or  vapour  and  >ii. 
11394.     Clark  (The  Kconomic   Motor   Company,  Incorporated). — Iniprot- 

menls  in  gas  engines. 
11432.     Magee.  — Improvements  in  gas  engines. 

I1555.     Caltrall  &  Storel. — Improvements  in  regulators  for  gas  er^ncs. 
I1558      Gillott.  — Improvements  in  gas  motors. 
II933-     Abel  (Gas-Mototen-Fabrik  Deuti).- An  improi-ement  in  the  slidf* 

and  ]«ssages  of  gas  motor  engines. 
13424.     Soulliall.  —  An  improvement  in  gas  motor  engines. 
13483.     Clark  (The   Economic  Motor  Company,   Incorporated) Imfovt- 

ments  in  gas  engines. 
11896.     Schilli — Improvements  in  gas  and  petroleum  engines. 
I3ifij<     Groth(l'>aimler).  —  Improvemenisingasand  oil  motive  poivet  engine- 


byGOOQiC 


l2?oct.     Dinsniore.  —  Iniptovemenu  in  roury  air  and  gas  motor  engines. 
13633.     Royslon. —Improvements  in,  and  in  connection  with,  motive  power 

engines  actuated  by  the  combustion  of  a  mixture  of  gas  or  vspcmr 

and  atmospheric  air. 
14394.     Nash.— Improvements  in  liquid  fuel  vapour  engines  and  method  of 

operating  the  same. 
14574.     Black Improvements  in  the  construction  of  steam  and  other  motive 

power  engines  of  the  horizontal  and  incline  and  vertical  table  class. 
15194.      Bui^h  and  Gray — Improvements  in  motors  actuated  by  the  expansion 

of  gases  resulting  from  the  combustion  of  fuel  in  the  motor. 
15143.     Atkinson — Self-starting  *-alve  for  gas  engines. 
15475.     Von  Ruckleschell. — An  improved  explosion  engine. 

15525.     Ashby Improvements  in  gas  engines. 

15710.     Johnson  (Deboulteville  &  Malandin).  —  Improvements  in  governors  or 

regulators  for  gas  and  other  motive  power  engines. 
15737.     Ri^rs. — Improvements  in  gas  engines. 
15845.     Bickerton Improvements  in  gas  motor  engines. 

15874.  WilcoK — Improvements  in  gas  engines. 

15875.  Wilcox Improvements  in  gas  engines. 

15876.  Wilcoi.— Improvements  in  gas  engines. 

<593^'     WimshursI An  improved  method  of  equalising  the  power  given  off 

by  gas  or  other  engines  or  motors. 


II.     Johnson  (Deboulteville  &  Malandin).— Improvements  in  gas  engines. 
307.     Butler  worth.— Improvements  in  motors  worked  by  combustible  gas 

478.     Fairweather  (Babcock).  — Improvements  in  air  or  gas  engines. 
493.     Nash. — Improvements  in  gas  engines. 

665.     Magee Improvements  in  gas  motor  engines. 

94a.     Brine.—  Improvements  in  gas  engines. 
1394.     Priestman  &  Priestman.  — Improvements  in  motor  engines  operated  by 

the  combustion  of  liquid  hydrocarbon. 
1433.      McChee.— Improvements  in  gas  engines. 

1464.     Humes.  — Improved    means    for    mixing  and   igniting    combustible 
charges  operating  liquid  hydrocarbon  engines. 

1696.     Welch  &  Rook An  improved  gas  engine. 

1797.     Shillito  (Capilaine). — An  improved  method  and  means  for  cooling  the 

cylinders  of  gas,  petroleum,  hot  air,  and  similar  motors. 
1958.     Haddan  ( J onasen).— Improvements  in  gas  motors. 
3140.     Capitaine  &  Brilnler.  — Improvements  in  oil,  petroleum,  naphtha,  and 

2174.     Skene Improvements  in  gas  engines. 
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a447. 
a653- 
2993- 


3402. 
3473- 
3SM- 
4*34- 
446a 
4785. 

4881. 
5597- 

5«S- 
5789. 


8436. 
9563- 
9598. 


10J32. 
t04Scx 


Ldgh  (Spiel) Improved  supply  valve  geai  for   pelroleum  oc  gas 

Shaw.  —  Imi^ovemeiits  in  the  constmction  of  gas  engines. 

Boulton  &  PerrcH Combined  sleam  and  gas  engines. 

Milbum  &  Hannan .Improvemeolsin  motors  worked  by  combustible 

gas  or  vapour. 

Deicon — Improvements  in  and  in  connection  with  motive  power 
engines  actuuled  by  pressure  due  to  heat  of  combustion. 

Fielding.-.  A  gas  motor  engine. 

Davy.^ — An  improvement  in  gas  engines. 

Atkinson Improvements  in  gas  engines. 

Niel Improvements  in  gas  engines. 

Dawson Improvemenls  in  gas  engines. 

Hutchinson Improvements  in  engines  actuated  by  the  thermo- 
dynamic energy  of  petroleum  and  similar  combustible  fluids. 

Justice  (Taylor) Improved  combined  gas  engine  and  fluid  pump. 

Humes. — Improved  means  for  preventing  '  back  ignition '  in  hydro- 
carbon ei^nes. 

Bemardi ^Improvements  in  and  relating  to  gas  engines  or  motors. 

Benz Improvements  in  gas  motors  for  wheeled  vehicles  and  in  their 

application  thereto. 

Abel. — Improvements  in  gas  motor  engines. 

Redfem  (Gardie).  -  An  improved  motor,  and  apparatus  for  generating 
gas  therefor. 

Leigh  (Spiel).  — Improvemenls  in  pelroleum  and  gas  engines. 

Wright  &  Charlton  Wright Improvements  in  pelroleum  and  such 

like  engines. 

Gillespie. — Improvements  in  gas  motor  engines. 

Nash. — Improvements  in  construction  and  method  of  opeialiag  gas 
engines. 

Rollason.  —  Improvemenls  in  gas  engines. 

Nixon.— Improvements  in  gas  engines  having  two  pistons  in  the 
same  cylinder. 

Butterworth. — Improvements  in  motors  worked  by  combustible  gas. 

Roots.— A  petroleum  engine. 

Weatherhogg.  — Improvements  in  pelroleum  and  dmilar  engines. 

Fielding.  —  Ignition  apparatus  for  gas  motor  or  oil  motor  engine- 
Johnson  (Deboutteville  &  Malandin).— Improvements  in  apparatus 
for  carburetling  air. 

Stuart. — Improvements  in  petroleum  and  other  explosive  engines. 

Boys  &  Cunynghame. — Reducing  or  preventii^  noise  of  escaping  gas 

Schiltz. — Improvements  in  or  connected  with  petroleum  motors  or 
engines  worked  with  liquid  liieL 


II369.  Humes. ^ImpiovemenU  in  or  applicable  to  motoi  engines  operated 
by  the  combustion  of  fluid  hydrocarbon. 

11285.     Ctossley.— Improvements  in  valves  for  gas  and  oi!  motor  engines. 

11576.     Bolt.— Improvements  in  gas  engines. 

IZ068.  Hutchinson  and  I^ndon  Economic  Motor  and  Gas  Engine  Co.  — Im- 
provements in  motor  engines  worked  by  conibustit>le  gases  or 
petroleum  vapour  or  spray. 

13134.  Biilterworth&Butterworlh.  — Improvements  in  engines  in  which  power 
is  obtained  by  the  ignition  and  expansion  of  a  combustible  mixture. 

1236S.     Rollason. — Improvements  in  gas  or  vapour  engines. 

11640.  SutcliSe. — Improvements  in  utilising  the  waste  heat  of  gas  and  com' 
bustion  explosive  motor  engines  for  heating  water. 

13912.     Clerk. — Improvements  in  gas  motors. 

13339.  Humes. — Improvements  in  and  connected  with  motor  engines 
operated  by  the  combustion  of  fluid  hydrocarbon. 

13517.  MaccflJlum.— Improvements  in  and  relating  to  the  propulsion  of  navi- 
gable vessels. 

13655.     Rockhill. — Improvements  relating  to  flywheel  guards. 

13727.     Newton  (Murray) Im|irovements  in  the  construction  of  gas  engines. 

14034.  Daimler.--Appaiatus  for  effecting  marine  propul^on  by  gas  or 
petroleum  motor  engines. 

14578.  McGhee. — An  improved  gas  motor  engine,  specially  applicable  for 
use  with  mangling  machines. 

15307.     Robson.  — Improvements  in  gas  engines. 

15319.  StuaitS  Binney.— Improvements  in  gas,  petroleum,  and  other  hydro- 
carbon explosive  engines  or  motors. 

15327.     Taylor. — An  improved  gus  motor  engine. 

15472.     Soulhall.— An  improvement  in  gas  motor  engines. 

15507.  Wordsworth  &  Wolstenholme.- Improvements  in  gas  or  other 
hydrocarbon  motors. 

1 5507  A.  Wordsworth  &  Wolstenholme.  —Improvements  in  gas  or  other  hydro- 

15764.  Griffin.— Improvements  in  apparatus  for  automatically  shutting  off  the 
gas  supply  of  gas  motor  engines. 

15955-  Hearson. — Improvements  in  arrangements  for  utilising  the  vapour  of 
volatile  liquid  hydrocarbons  for  actuating  motive  power  engines. 

16779.  Priestman  &  Friestman.  ^Improvements  in  the  construction  and 
working  of  hydro-carburelied  air  engines,  and  in  apparatus  ap- 
plicable thereto. 
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125-     Sterry  &  Slerry.— Improvemenls  in  explosive  gas  engines. 

516.     Newhall  &   BIylh. — Improvements  in   gas    and  othei  hydrocaibott 

engines. 
847.     Abel  (Tlie  Gas-Mataien-Fabiik  Deuli).-^ Igniting  appaistus  for  gas 

engines. 
888.     Hosack.— Improvementub  internal  combustion  '  heat '  engines. 
ii68.     Charier,  Gait  &  Tracy. — Impiovemenls  in  gas  engines. 
1189.     Aliel  (The  Gas-Mototen-Fatmk  DeuU).  -  Improvements  in  gas  mouu 

engines. 
ll6x.     Beniec. — Improvenients  in  hot  sir  engines. 
1166.     Adam. — Improvements  in  gas  and  other  hydrocarbon  engines. 
I4S4'      Prieslman  &  Piiestman. — Improvements  in  the  construction  and  work- 

ing  of  hydro- carbu retted  ait  engines. 

1986.     Pinkney Improvements   in   honimering,   stamping,   punching,   and 

other  like  machioeiy  actuated  by  explosive  gaseous  mixture, 
2194.     Haddan  (Gavillet  &  Martaresche).—  Improvements  in  gas  engine. 
33j6.     Bamfotd.— Improvements  in  lubricators  used  for  gas  engines  and  other 

purposes. 
2368.     Thomas.  — Improvements  in  engines  driven  by  gas,  steam,  petroleum, 

and  the  like. 
2530.     Btowett  &  Lindley. — Improvements  in  motor  engines  worked  1:^  gas 

or  hydrocarbon. 
2631.     Tellier.— Improvements  in  tramway  and  railway  locomotives. 
3783.     Knight. — Improvements  in   er^nes   worked   by  the  heavier  hydro- 
carbons. 
3109.     Spiel,  — Improvements  relating  to  engines  or  motors  chiefly  dewgned 

to  be  driven  by  means  of  carburclted  air. 
3934.     Gri  Hi  n, -•  Improvements  in  the  arrangement  and  construction  of  gas 

motor  engines. 
4160.     Beechey. — Improvements  in  gas-bags  or  apparatus  for  r^ulating  the 

supply  of  gas  to  gas  engines. 
4403.     Koss  &  McDowall.— Improvements  in  rotary  ei^;ines  and  pomps. 
451 1.     Ridealgh. — Improvements  in  gas  engines. 
4564.     Sington. — Improvements  in  and  relating  to  the  traclinn  01  propulsion 

of  traracars  and  rood  vehicles  by  means  of  gas  and  similar  engines  or 

4757.     Casper  (Tavemicr). — Improvements  in  gas  and  other  engines  operated 

hy  explosive  mixtures, 
4S43.     Stevens Improvements    in    combined     gas    and    compressed    air 

engines. 
4923.     Sliirgeon.  —  Improvemerts  in  certain  gas  engines. 
4940.     Wallwork. — Improvements  in  self-acting  mechanism  or  apparatus  for 

supplying  lubricant  to  perls  of  gas  engines  and  other  machineiy. 
5095.     Johnson  (La   Soci^te  des  Tissages  el  Ateliers  de  Construction   Diede- 

ricbs}. — Improvements  in  gas  engines. 


S336-     Bemhardl.— Improvements  in  regulating  apparatus   for  gas   motor 

5485.  Hargreaves. — Improvemenls  in  and  connected  with  internal  combus- 
tion itiermo-dynamic  engines. 

5833.  Crossley. — A  combined  gas  motor  engine  and  dynamo  electric 
machine. 

5951.  Frieslman  &  Prieslman. —Improvemenls  in  motor  engines  operated 
by  the  combustion  of  liquid  hydrocarbon. 

5981.      Kiirlir^.— Improvements  in  gas  motors. 

6501.     Dawson.— Improvements  in  engines  worked  by  explosive  mixtureE 

7350.     Fiber.— Improvements  in  gas  motors 

^f>^^.     Davy.— An  improved  gas  engine. 

7771.     Wastfield.— Improvements  in  and  relating  to  gas  engines. 

79J5.     Wallwork  &  Sturgeon. ^Improvements  in  gas  engines. 

8818.     Beechey.— Improvements  in  gas  motor  engines. 

9111.  Haddan  (Archat). — Improvements  in  gas,  petroleum,  and  other 
hydrocarbon  engines. 

9717.     I>ucretet. — Improvements  relating  to  apparatus  for  filteringor  purify- 
ing oil  in  connection  with  gas  and  petroleum  engines. 
10176.     Hahn.^ Improvemenls  in  gas  motors. 
10176A.  Hahn.— Improvements  in  caiburettors  for  gas  motors  and  other  pur- 

IOZ03.     H.  C.  Bull  &  Co.  and  H.  C.  Bull. — Improvemenls  in  and  connected 

10360.     Doitgill.  —  Improvements  in  gas  motor  engines. 

10460.     Griffin.  —  Improvemenls  in  double  cylinder  gas  motor  engines. 

11155.     Justice  (Hale).  — Improvements  in  gas  and  pumpii^  engines.  ' 

1 1345.     Lindley  &  Browett.  —  Improvements  in  gas  motor  engines. 

11444.  Abel  (The  Gas-Motoren.Fabtik  Deutz).— Improvements  in  ^ilirg 
apparatus  for  gas  motor  engines. 

1 1466.      Wordsworth.  — Improvements  in  gas  or  other  hydrocarbon  motor!. 

11503.  Abel  (The  Gas-Motoren-Fabriit  Deuti).— Improvements  in  motor 
engines  worked  by  combusliblf  gas,  vapour,  or  spray  and  air. 

11567.     Niel  &  Bennett. — Improvements  in  hydrocarbon  engines. 

11678.  McGhee&Burt.— A  new  or  improved  com bineJ  mincing  machine  and 
gas  motor  engine. 

11717.     Emble ton.— Improvements  in  gas  motor  engines. 

11911.     Atkinson. — Improvements  in  gas  engines. 

12187.  Abel  (The  Gis-Moloren-Fabrik  Deutz).- Improvementsingasmolot 
engines. 

1243Z.  Priestman  &  Priestman.— Improvements  in  or  applicaljle  to  motet 
engines  operated  by  the  combustion  of  hydrocarbon  vapour. 

1:1591.  Lane. — Improved  method  of  applying  or  utilising  compressed  com- 
bustible gases  for  Ihe  production  of  motive  power. 
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1I593-  Heaison.—  Improvement  in  and  connected  with  the  ^'apniisatkni  of 
volatile  liquid  hydrocarbons,  and  the  utilisation  of  the  vapoiu 
thereof  for  actuating  motive  power  engines,  and  apparatus  or 
airangements  for  those  purposes. 

1x696.     List,  List,  &  Kosakoff. — Improvements  in  petroleum  engines. 

13749-     Charter,  Gall,  &  Tracy Improvements  in  gas  ei^;iites. 

12863,     Korting.— Improvements  in  gas  engines. 

J3436.     Lea.— Improvements  in  gas  engines. 

'3SSS-     Knight. —Improvements  in  engines  worked  by  miner*l  oils. 

13916.     Davy,  -Improvements  in  gas  engines. 

14027.     Barliei -Improvements  in  gas  engines. 

14048.     Middleton A  new  or  improved  gas  motor  engine. 

14369.     Hutchinson Improvements  in  and  relating  to  utilising  the  chamber 

or  space  between  the  cylinder  and  jackets  of  engines  or  motors  for 
the  purpose  of  vaporising  oil  in  connection  with  steam,  gas,  oil,  or 
other  engines  or  motors  using  heal  as  a  source  of  power. 

14951.     Schmid  &  Bechfeld. — Improvements  in  gas  engines. 

15010.     Crossley  &  Anderson.— Ignition  apparatus  fin  gas  m  oil  motor. 

15598.  Butler. — Improvements  in  hydrocarbon  motors,  and  jo  the  method 
of  their  application  for  the  propulsion  of  tricycles  and  other  light 

15658.     Davy Improvements  in  gas  and  other  engines. 

16039.     Williams Improvements  in  gas  motor  engines. 

16144.     Williams.— Improvements  in  gas  motor  engines. 

16357.     Ravel  &  Breiltmayer. — Improvements  in  and  relating  to  gas  engines. 

16309.     Sturgeoa — Improvements  in  gas  er^nes. 

17108.     Abel  (The  Gas-Motoren-Fabrik  Deutz) Improvements   in   motor 

engines  worked  by  combustible  gas. 

17353-  Wailwork  &Siui^eon.— Improvements  in  apparatus  for  governing  the 
speed  of  gas  engines. 

17686.  Bickerton.^ Improvements  in  the  method  of,  and  apparatus  for,  start- 
ing gas  engines. 

17896.     Abel  (The  Gas-Mctoren-Fabrik  Deutz) Apparatus  for  heating  the 

igniting  tubes  of  gas  motor  engines. 


370.     Priestman  and  another.  — Improved  means  for  fiicilitating  thestartin;; 

of  hydrocarbon  engines,  and  for  regulating  the  ignition  of  the  in- 

tlammable  chaises  whereby  same  are  operated. 
513.     Sington — Improvements  in  gas,  petroleum,  and  similar  engines. 
688.     Abel   (The  Gas-Motoren-Fabrik  Dcuti) Improvements  in  igniting 

apparatus  for  gas  motor  engines. 
1336.     Imray. — Improvements  in  apparatus  for  slaitii^  tramway  cars. 


1381,     BlesaDg. — Improvements  in  gas  and  alhei  hydrocaibon  engines. 
1705.     Ctossley.— Compound  gas  or  oil  molor  engine. 

1780.  Butler. — Improvements  in  hydrocarbon  motors. 

1781.  Butlei.^ — Improvements  in  hydrocarbon  motors. 

2466.  Quack. — Improvemenls  in  motor  engines  worked  by  combustible 
gas  or  vapour  and  air. 

3804.  Johnson  (La  Soci^t^  Salomon).— Improvements  in  gas  engines. 

3805.  Johnson   (DeboutieviUe   &   Molandin). — Improvements    in   starting 

gear  for  gas  engines. 

3913.     Oechelhaeusei. —Improvements  relating  to  gas  engines. 

3020.  Abel  (The  Gas.Motoren.Fabrilt  Deuiz).— Improvements  in  motor 
engines  worked  by  combustible  gas  or  vapour  and  air. 

3095.  Abel  (The  Gas-Motoren-Fahrik  Deuti). — Improvements  in  igniting 
apparatus  for  gas  or  oil  motor  engines. 

3427.      McGhee  fi:  Buit-^Impiovcmenls  in  gas  molor  engines. 

3546.  Rollason  &  Hamilton.— Improvements  in  and  connected  with  gas 
and  vapour  engbes. 

3756.  Crossley.  — Improvement!  in  filing  apparatus  for  gas  and  oil  motor 
engines, 

3964.     Gtse. — Improvements  in  the  mode  of  workii^  gas  engines. 

4057.  Turner  &  Brightmore Improvements  in  the  application  of  com- 
pressed atmospheric  air  to  motors. 

4624.     Crossley.  — An  improvement  in  valve  and  governing  gear  for  gas  or 

4944.     Wilsoo. — Improvements  in  or  pertaining  (o  combined  arrai^ments 

of  gas  engines  and  gas  producers. 
5204.     Lake  (Beuger). — Improvements  in  and  relating  to  ignition  apparatos 

for  gas,  petroleum,  or  other  engines  or  molars. 
5628.     Tavemier  S;  Casper.— Improvements  in  and  relating  to  gas  and  other 

engines. 
5632.     Humes.— Improvements  in  or  applicable  to  molor  engines  operated 

by  the  combustion  of  hydrocarbon  vapour. 
5724.     Abel  (The  Gas-Motoren.Fabrik  DeuliJ.— An  improvement  in  motor 

engines  worked  by  the  combustion  of  spray  of  petroleum  or  other 

combustible  liquids 
5774.     Rowden. —  Improvements  in  motors  worked  by  gas  or  other  com- 
bustible bodies. 
5914.     Lake    (Spiel). — Improvements   in    and     relating    to    hydrocarbon 

6036.     Case. — Improvements  in  gas  engines. 

6088.  Thompson  (Durand).  — Improvements  in  and  relating  to  engines  or 
motors,  and  to  the  production  of  carburetled  air  for  driving  the 
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514  The  Gas  Engine 

6468.     Koiytfnski. — Improvements  in  engines  designed  to  produce  matin 

power  Ihrough  ihe  consumptioQ  of  inflammable  vapours  or  gas. 
6794.     Stilt.  —  Improvemenls  io  or  connected  with  mechaniiall)'  piopdled 

lifelxiats,  applicable  also  to  other  crafl. 
7S11.     Wordsworth.  —  Improvements  in  gas  or  liquid  hydrocarbon  motors. 
7547.     Browett  &  Lindley. — Improvements  in   motor  engines  worked  by 

gas  or  hydrocarbon. 
7893.     Schnell. — Improvemenls  in  motor  engines  actuated  by  a  mixture  <i 

gas,  or  the  vapour  of  a  hydrocarbon  or  hydrocarbons,  and  stmo- 

7927.  Stubbs.— Improvements  in  molor  engines  actuated  by  (he  combio- 
tion  of  mixtures  of  combustible  gas  and  air  and  the  vapour  of  > 
hydrocarbon  or  hydrocarbons,  or  olher  combustible  miituresL 

7934.     Southall.^ — Improvemenls  in  gas  motor  engines. 

8009.      Nelson. — Improvements  in  hydrocarbon  engines, 

8353.     Johnston.  —  Improvements  in  motors  to  vrork  with  combostible  ^  « 

8173.     Kostoviti.— Improvements  in  and  relatii^  to  giis  and  hydrocvboo 

engines. 
830a     Deboultevi'le  &  Malandin. — Improvements  in  startii^  gear  lor  gas 

engines. 

S317.     Altmann .Improvements  in  petroleum  motors. 

9x49.     Debouttevitle  M   Malandin. — Improvements    in   governors  foi  gu 

engines  and  other  like  motors. 

9310.  Roots. — Improvemenls  in  gas  engines. 

9311.  Roots. — Improvements  in  hydrocarbon  citrines. 

934Z.     Aria  &  Chemin.  — Process  for  treating  leather  pistons  to  render  same 

impervious  to  action  of  petroleum  and  heavy  oils. 
9578.     DougOI. — Improvements  in  gas  motor  engines. 
9602.     Abel  (Gas-Motoren-Fabrik   Deuli).  ^Improvements  in  valve  appa- 
ratus for  gas  and  oil  motor  engines. 
9691.     Knight. — Improvements  in  engines  worked  by  mineral  oAi. 
9705.     Rowden. — An  improved  molor  actuated  by  the  eKploaons  of  miiuuB 

of  inHammable  gases  or  vapours  and  atmospheric  air. 
9715.     ^liddletnn.  ^Improvements  in   flying   machines,  and  apparatus  l« 

[Hopelling  Ihe  same. 
10165.     Purnell.— An  improved  gas  motor  engine. 
10350.     Nash. — Improvements  in  gas  engines. 
1046Z.     Williams.— Improvements  in  mechanism  for  regulMing  the  wpfiyol 

gas  01  other  Suld  to  gas  or  similar  engines, 
10494.     Hall.— Improvemenls  in  motor  engines  operated  by  the  combustion 

of  exploave  mixtures  of  fluids. 
10667.     Binney  &  Sluart.  —Improvemenls  in  petroleum  and  other  hydiocaibon 
explosive  engines  and  motors. 
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1074^-     Campbell. — Im(MDvenients  in  gas  motor  engines. 

l09Sa     Hargreaves.  ^Improvements  in  internal  combustion  Ihermo-moton. 

I09E3.     Piers. — An  improved  fonn  of  ei^ne  adapted  to  tramcars  and  lucth 

motives. 
10984.     Kers.— An  improved  method  for  starting  gas   engines  and  hot  air 

and  petroleum  engines,  parlicularl)'  when  such  engines  are  applied 

to  tramcars  or  locomotives. 
11067.     Roots. — Improvements  in  hydrocarbon  or  petroleum  engines. 
11161.     Morris  &  Wilson.  —  Improvements  in  apparatus  for  the  generation  or 

gas  from  hydrocarbon  oils. 
1124Z.     Barker. — Improvements  in  gas  ei^nes. 
11614.      PuTchas  &  Friend.  ^Improvements  in  hydrocarbon  motors. 
12361.     Ha^ireaves.  —  Improvements  in  internal  combustion  thermo-nuXor. 
I'399-      Charon.  —  Improvements  in  gas  motors  with  variable  expansion. 
13414.     Boull  (Larrivet  &  Aeugenheyster). — Improvements  in  gas  motor. 
14076,      Stuart  &  Binney, — Improvements  in  hydrocarbon  explosive  engines. 
14248.      Crossiey,  Holl  &  Anderson.— .\n  improvement  in  gas  motor  engines. 
14349.      Abel  (The  Gaa-Motoren-Fabrilt  Deuti}.  — Igniting  apparatus  for  gas 

and  oil  motor  engines. 
14401.     Hearson. — Improvements  in  motive  power  engines  actuated  by  the 

lirii^  of  inflammable  gas  or  vapour  in  admixture  with  air. 
14614.     Royston. .— Improvements  in  and  connected  vrith  internal  combustion 

heat  engines. 
14831.     Williams. — ^Improvements  in  mechanism  fur  governing  the  speed  of 

gas  and  similar  motor  engines. 
15158.     Richards. — Improvements  in  hydrocarbon  ei^nes,  partly  applicable 

to  other  motor  engines. 
15448.     Thompson  (Regan).— Improvements  in  or  relating  to  gas  engines. 
1584OL     Boull  (Capitaine).  — Improvements  in  or  relating  10  gas  motors. 
15841,     Boult  {Capitaine). — Improvements  in  or  relating  to  igniting  apparatus 

15845.  Boull  {Capitaine). — Improvements  in  gas  motors. 

15846.  Boult  (Capitaine). — -An  improved  friction  clutch  or  coupling  specially 

applicable  to  gas  motors. 

15858.  Jensen  (Weilbach).— Improvements  in  apparatus  for  braking  and  re- 
starting of  rotating  axles  or  shafts  of  tramcars,  gas  engines,  and 
other  machinery. 

15881.     Roots.— Improvements  in  or  connected  with  petroleum  engines. 

16057.  Lindley  &  Browett. —Improvements  in  liquid  hydrocarbon  motor 
ei^nes. 

16183.     Simon. — An  improvement  in  or  connected  with  gas  engines. 

16220.     Roots. — Improvements  in  gas  engines. 

16268.     Lalbin.— Improvements  in  and  relating  to  gas  engines. 

16605.     Menzies.- Improvements  in  and  relating  lo  piston  packing  rings. 
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5l6  Tke  Gas  Engine 

17167.  Korting Improvements  in  gas  and  petroleum  engines. 

17413.  Ctossley  &  Anderson. — Improvements  in  igniting  apparatus  for  gu  or 

oil  motor  engines. 

18377.  Sbaw. — Impa'ovements  in  gas  and  other  explo^ve  engines. 

18761.  Hargreaves. — Improvements  in  internal  combustion  thermo-oiolon. 

19013.  Finkney Improvements  in  gas  motor  engines. 


131.     Boult   (Capitaine). — Improvements   in  or   relating    lo   distiibndDg 

mechanism  for  gas  motors. 
441.     Paton. — Improvemenls  in   appliances   for  starting  gas  and  sjmilu' 

engines. 
708.     Taylor. — An  improved  gas  motor  ei^ne. 
875.     Repland  (Niel). — Improvements  in  gas  engines. 
1603.      Taveniier. — Improvements  in  and  relatii^  to  engines. 
1957.     Publis. — Improvements  in  gas  motors. 
2144.     Piers. — The  application  of  gas  and  petroleum  and  like  engine&to 

locomotive  and  other  intermittent  work. 
3637.     Miller. — Improvements  in  and  relating  lo  petroleum,  oil,  vapour, 

gas,  and  other  explosive  power  engines. 
2649.     Gardie. — An  improved  gas  engine  artd  gas  generator  tberelnr. 
2760.     Hartley.  —  Improvements  in  apparatus  for  measuring  liquids. 
2773.     Smith. — Improvements  in  or  relating  to  the  starting  of  motive  power 

3331.     Adams.— Improvements  in  ei^es  and  molars  actuated  by  ptodnels 

of  combustion. 
3525.     Pinkney.  — Improvements  in  gas  engines. 
3820.     Williams.  —Improvements  in  gas  motor  engines. 
3SS7.     Immy  (Weitbach). —Improvements  in  brake  apparatus  for  revolvir^ 

axles  or  shafts. 
3972.      Roots. —Improvements  in  gas  engines. 

4710.     Oechelhaeuser. — Improvements  in  and  relating  to  gas  engines. 
4796.     Schimming. — Improvements  in,  and  apparatus  for,  snpeihealing  steao 

and  applying  the  same  to  steam  engines. 
507Z.      Southall.— Improvements  In  gas  or  oil  motor  engines. 
5165.     Lake. — Improvemenls  in  and  relating  to  gas  or  vapour  et^oes  lor 

the  propulsion  of  ships  and  other  purposes.     (The  Secor  Marine 

Propeller  Company. ) 
5199.     Millet.  —  Improvements  in  gas  and  other  fluid  pressure   engines  for 

terrestrial  and  aiirial  propulsion. 
5301.     Theerman.— Improvements  in  motor  engines  operated  i>y  the  ignition 

of  explosive  mixtures  of  air  and  petroleum,  or  other   hydrocarbon, 

or  gas. 
5397-     Nelson  &  McMillan.  ^Improvements  in  gas  motor  engines. 
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5616.     Abel  (Gas-MotoTcn'Fabrik  E>eutz). — Improved  n 

lag  the  motion  derived  fram  a  motor  shaft,  applicable  to  the  motor 
engines  of  vessels  and  vehicles,  and  for  other  purposes. 
6161.     Partridge  &  Bnitton.  —Improvements  in  means  or  apparatus  for  start- 
ing gaa  and  other  engines  and  machines. 
6296.     Binki  &  Csonka.  —Improved  valve  motion  for  gas  engines. 
668i.     Prieslman  and  another.— Improvements   in   or   applicable  to  motor 

engines  operated  by  the  combustion  of  hydrocarbon  vapour. 
6748.     Coldenons.— Improvements  in  rotary  engines. 
6831.     Knight.— Improvements  in  engines  worked  by  mineral  oils. 

7069.     Tavemiet  &  Casper Improveoients  in   and    relating   to  engines 

worked  by  explo^ve  mixtures. 
7140.     Tellier,— Improvements  in  the  production  of  motive  power  by  the 
employment  of  gas,  steam,  and  vapour,  and  in  apparatus  employed 
therefor,  and  for  its  utilisation. 
7J22.     Sumner.— ^An  electric  ignition  apparatus  for  gas,   petroleum,  oil,  or 

combustible  vapour  engines. 
7533-     SumiKr.  —An  Ignition  apparatus  for  gas,  petroleum,  oil,  or  combusti- 
ble vapour  engines. 
7594-     Crowe  &.   Crowe. ^Improvements  in  gas  and  hydrocarbon   motive 
engines. 

7640.     Lawson Improvements  in  gas  engines. 

8013.     Weatherhogg. —Improvements    in  and   relating   to   petroleum   and 
^milar  engines. 

8778.     Imray  (Glaser) Improvements  in  petroleum  motor  engines. 

8805.     Clerk. — Improvements  in  gas  engines. 

9Z03.     Butler  and  others — Improvements  in  and  connected  with  motors  in 

which  an  explosive  mixture  of  air  and  petroleum  is  used. 
9685.     Hunt  &  Ho wden.— Improvements  in  motors  actuated  by  combusti- 

ble  gas  or  vapour. 
9834.     Roots. — Improvements  in  petroleum  or  hydrocarbon  engines. 
10007.     Daimler.—  Improvements  in  gas  and  petroleum  motor  engines. 
10186.     Rogers  &  Wharry. — Improvements  in  gas  engines. 
10634.     Bull.  -  Improvements  in  petroleum  and  olhet  explosive  vapour  or  gas 

engines. 
10669.     Ro wden.— Improvements  in  gas  motors, 

10831.     Leigh  (Forest  &  Gallice).  —  Improvements  in  compound  gas  or  petro- 
leum engines. 
10S50.     Wastlield.— Improvements  in   or  relating   to   petroleum  or  hydro- 
carbon engines. 
II03S.     While  &  Midd I elon.  — Improvement!  in  gas  engines. 
1 1162.     Williams. — An  improved  incandescent  tube  for  firing  the  explosive 

charges  of  gas  and  other  similar  motor  engines. 
I1395.     Hartley.— Improvements  in  hydrocarbon  or  petroleum  engines. 
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5l8  The  Gas  Engine 

1 1926.    Bull  —Improvements  in  vapoor  gu  engiDes. 

12045.     Allison   (McNett). — Improvements  In   combined   gas  ei^n>«  "x^ 

caiburelters. 
11447.     Hoelljes. — Tmprovemenis  in,  and  in  the  method  of  operatiiie,  gu 

12473.     Thompson  (Covert).— ImprOTcraents  in  or  relating  to  gu  engints  or 

13502.     Lanchester Improvements  in  apparatus  for  governing  gas  and  otba 

motive  power  ci^ines. 

13573.     McAllen Improvements  in  gas  or  oil  motor  er^nes. 

14593.     Huntington. — Improvements  in  vehicles. 

14789.     Hargreavei.— Improvements    in    internal   combustion    regenenlin 

thermo- motors,  some  of  which  said  improvements  are  applicable  W 

gas  and  hot  air  engines. 

14868.     Binney  &  Stuart Improvements  in  hydrocarbon  ei^incs. 

14926.     Diederidis.— Iroprovemenu  in  or  connected  with  combusiible  npcnt 

16302.     Green Improvements  in  gas  engines. 

16391.     Lindemann Improvements  in  gas  and  petroleum  engines. 

1639J.     Giiardel.  — Impiovementi  in  means  for  generating  and  utilising  gu 

or  vapour,  and  in  apparatus  therefor. 
16434.     Hanullon  &  Roilason Improvements  in  and  connected  with  gu  of 

vapour  engines. 
17008.     Haedicke.— A  combined  gas  and  steam  motor  engine. 

170Z4.     Boull  (Ratten) Improvements  in  petroleum  or  aimilai  molots. 

17395.     Niel  &  Janiot.—  Improvements  in  gas  motors. 

17344.     Lowne. ^Improvements  in  atmospheric  Clones,  partly  ap|4kiUc  I" 

other  motive  power  engines. 
18746.     Abel  (The  Gas-Motoren-Fabrik  Deau). — Improvements  in  ignitins 

apparatus  for  gas  and  nil  motor  engines. 
18847.     Baroett  &  Daly.  ^Improvements  in  gas  or  vapour  erkgines,  and  io 

electric  exploding  devices,  or  apparatus  for  such  engines. 

19868.     I^anchester Improvements  in  gas  motor  engines. 

30033.     I.Jndley  &  Browett Improvements  in  hydrocarbon  motor  et^ines- 

20:15.     Ford Improvements  in  rotary  gas  engines,  parts  of  which  imr«ore- 

ments  are  applicable  to  other  engines. 
20161.     Duerr. — Improvements  in  gas  and  petroleum  motors 
30166.     Frederking  and  another.-  Improvements  in  positive  motica  gear  fa 

lift  1,-alves. 
30349.     Crist  &  Covert. —Improvements  in  gas  engines  and  igniters  for  the 

30482.     Atkinson Improvements  in  inlemal  combustion  heat  engines. 

30703.     Snelhng Improvements  in  rolaiy  engines  to  work  with  steam,  air, 

gas  and  other  fluids. 
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30892.  Abe  [The  Gas-Moioten-Fabrik  Deuu).— Improved  «pp«mas  far 
tegulating  the  speed  of  gas  and  oil  motoi  engines. 

1890. 
II5(X     Lindner. — ImprovemenU  in  or  connected  with  petroleum  engines. 
1586.     Tavetniei  &  C^per.— Im^Hovements  m  or  reUlii^  to  the  cylindos 

and  pistons  of  ei^nei  operated  'itf  explosive  muclareK. 
1943.     Abel   (The  Gas-Motoren-Fabnk  Deutz) Improverooits   in   motor 

engines  worked  bf  oil  vapour. 
3307.     Scolby. — Improved  means  for  r^ulating  the  admission  of  gas  and 

air  in  atmospheric  bumers,  and  for  supplying  gas  engines. 
2184.     La  Tou(^.  — Improvements  rekting  to  hot  air  engines. 
2647.     Lake  (Beckiield  &  Schmid).—  Improvements  in  gas  engines. 
3919.     Grob  and  others. — Improvements  in  petroleum  engines. 
4164.      Abel  (Gas-Motoren-Rabrik    Deutz).  — Improvements    in    the    means 

and  apparatus  for  governing  gas  and  petroleum  engines. 

4362.      Binns Improvements  in  gas  motor  engines. 

4574.     Kaselowsky. — Improvements  in  gas  and  pelroleum  motors. 
4823.     Otto. — Improvements  in  gas  or  oil  motor  engines. 
5005.      Banter  (Hoist).— Improvemenls  in  gas  engines. 
51Q2,      Melhulsh — Improvemenls  b  gas  and  petroleum  motors. 

5373.     Otto Improvements  in  gas  or  oil  motor  engines. 

5375.     Otlo, — Improvements  in  pelioieum  or  oil  motor  engine 

5479.      Laochester.— Improvements  in  gas  rnotor  engines. 

5631.     King  (ConneUy). — Improvements  in  or  connected  with  driving  gear 

for  givii^  motion  to  tramcars  and   other  vehicles   propelled   by 

5933.     Dheyne  and  otiieis Improvements  in  gas  ei^nes  operated  by  pa 

generated  liom  petroleum  or  other  Uquid  hydrocarbons. 
5972.      Otto.  — Improvements  In  gas  and  oil  motor  engines. 
6015.     Hamilton Improvements    in    gas    or    combustible    vapour  motM 

6113.      Otto. — ImiHovements  in  gas  and  oil  motor  engines. 

6317.  Griffin. — Improvements  in  apparatus  for  producing  combustible  ^8 
foe  gas  motor  engines  or  other  purposes. 

6407.     Dawson -Improvements  in  gas  engines. 

691a     Dorrington  &  Coates Improvements  in  gas  engines. 

6912.     Fielding — Improvements  in  gas  motor  engines. 

£990.  Butler Improvements  in  motive  engines  operated  by  explosive  mix- 
tures of  petroleum  and  air. 

7146.  Stuart  &  Binney. — Improvements  in  engines  operated  by  the  explosicNa 
of  mixtures  of  combustible  vapour  or  gas  and  air. 

7177.     Mewburn  (Proetl  and  others). — Combined   gas  and  compressed  air 
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7626.     Johnson  (LaaUky}.— Improvements  in  engines  or  motois  actuated  by 
prodnctB  of  exfjosion  or  combustion. 

8431.      Seage  &  Seage.— Improvements  in  gas  mirtoc  engines. 
9496.     Robson. — Improvements  in  gas  or  other  motive  power  engines. 
10051.     Wilkinson.  ^Improvements    in    apparatus    for     producing    hydro- 

carburetled  oii  for  motive  power  purposes- 

10089.      Beechey Improvements  in  gas  motor  engines. 

10643.     Vogelsang  &  Hillc. — Imjnuvemenls  in  valve  gear  of  gas  engines  and 

petroleum  engines. 
I0718.     Grab  and  others. — Improved  means  for  eOecting  the  ignition  of  vapour 

in  gas  and  petroleum  motors. 
1095Z.     Grilfin. — Improvements  in  apparatus  for  r^ulating  and  governing 

the  admission  of  gas  and  air  into  gas  motor  engines. 

1106Z.     Lake  (BrajFton) Improvements  in  hydrocarbon  et^ines. 

11755.     Richardson  &  Norris. — Improvements  in  gas  c*  vapour  engines. 
11834.     Schiersand.— An  improved  spring  governor  or  regulator  for  gas  and 

other  engines  and  motors. 
12314.     Holt. — An  improvement  in  supply,  exhaust,  and  governing  apparatus 

for  oil  motor  engines. 
12472.      Stuart.  —Improvements  in  compound  hydrocarbon  explosive  engines. 

1267E.    Justice  (Baldwin) Improvements  in  tramcars  and  motors. 

1269a     McGhee  &  Burt Improvements  in  and    relating    to   gas    motor 

12760.     Stallaert.— Improvements  in  motors  adapted  to  be  operated  by  ex- 

13019.  Vennand Improvements  relating  to  gas  engines. 

13051.  Stuart.— Improvements  in  rotary  motors. 

13352.  Ovens  &  Ovens. —Improvcroents  in  gas  engines. 

13594.  Offen Improverocnts  in  gas  and  other  explosive  engines. 

14382.  HalL  -Improvements  in  igniting  arrangements  for  gas  or  oil  motor 

14549.     Roots. ^Improvements  in  gas  engines. 

14787.     Robinson. ^Improvements  in  gas  or  combustible  vapour  engines. 

14900.     Debouttevitle  &  Malandin Improvements  in  or  connected  with  gas 

engines. 
15309.     Hartley.  ^Improvements  in  hydrocarbon  or  petroleum  engines. 

15525.  Dheyne  and  others Improvements  in  apparatus  for  use  in  connection 

with  engines  operated  by  gas  generated  from   petroleum  or  other 
liquid  hydrocarbon. 

15526.  Dheyne. — Improvements  in  engines  operated  by  gas  generated  from 

petroleum  or  other  liquid  hydrocarbon. 
'5994-     Stuart    &    Binney — Improvements  in  or  connected   with  engines 
operated  liy  the  explosion  of  mixtures  of  combustible  vapour,  or  ^3 


16301.     Cniik^Lank  (While  &  Middleton).— Improvements  in  gas  engines. 

17167.     Pinkney Impiovements  in  and  connected  with  engines  operated  bjr 

gas  generated  from  petroleum  or  otiiei  liquid  hydrocarbons. 
17299.     Mottershead — Improvements  in  or  connected  with  gas  engines. 
17371-     Higginson.     Improvements  in  gas  engines. 
18161.      Sayer. — Improvements  in  gaseous  pressure  apparatus  for  producing 

18401.     Griffin,     Improvements    in    apparatus   for   ignitiDg  (he  chaige  in 

petroleum  and  other  hydrocarbon  motors. 
18645.     Boult  (Sharpneck).—  Improvements  in  gas  engine  governors. 
19171.     Kaseiowsky. — Improvements  in  ignition  devices  for  gas  motors. 
19513.      Lanchester Improvements  in  the  igniting  and  starting  arrangements 

of  gas  and  hydrocajbon  engines. 
19559.      Knots. —  Improvements  in  petroleum  or  liquid  hydrocarbon  engines. 
19775.     L&nchester An   improved   ignition   device  for  starting  gas  motor 

I979I.     Lobel Improvements  in  gas  and  other  motive  power  engines. 

19846.     Lanchester Improvements  in   uniting  and   starting  gear  for  gas 

etkgines. 
19962.     GrilBn.— Improvements  in  petroleum  atid  other  liquid  hydrocarbon 

loSSS.     Holt. —Improvements  in  motor  engines  worked  by  gas,  or  by  oil  or 

other  vapour. 
SI  165.     Lentz  and  others A  siixgle^acting  gas  motor  engine. 

189 1. 
103.      Pinkney. — Improvements  in  and  connected  with  engines  operated  by 

.    gas  generated  from  petruleum  or  other  liquid  hydrocarbon. 
no.     Carling. — An  improvement  in  gas  engines  and  other  like  motors. 
191.     Gray — Improving  engines  actuated  by  the  explosion  of  a  mixture  of 
air  with  the  vapour  of  petroleum  or  other  hydrocarbons,  or  of  tar, 
creosote,  or  other  liquid,  which  when  heated  are  more  or  less  vola- 
tile, and  the  vapour  of  which,  when  mixed  with  air,  forms  an  ex- 

227.     Bickerton.  -Improvements  in  gas  engines. 

297.      Bickerton. — Improvements  in  governors  for  gas  engines. 

383.     Boult  (Berliner  Maschinenbau  Actien  Cesellschaft).— Improvements 

in  or  relating  to  the  valve  gear  of  gas,  petroleum,  and  other  similar 

engines. 
J41,     Adams.  -Improvements  in  engines,  motors,  and  pumps. 
816.     MacCallum.  ^Improvements  in  gas,  petroleum,  and  like  engines, 
834.     Miller Improvements   in   petroleum,  oil,   vapour,  gas,  and  other 

explosive  power  engines. 
970.     Williams.  —  Improvements  in  gas  motor  and  similar  engines 
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loSj.  Robinson. — Improvements  in  gas  or  combustibte  vapour  engines. 

1399.  Williams. — ImproremenU  in  gas  motoi  engines. 

1447.  Westhethogg. — Improveoicots  in  gas  and  hydrocaibon  motoi  engines. 

1903.  Abel    (Gu-Moloren-Fabcik  Detiti). — Improvements  in  gas  and  cnl 

3053.     Gray. — Improvements  in  vaporisers   for  generating  pctrolenm  aod 

other  hydrocarbon  vapours  for  use  in  motors  and  engines. 
aSiS.     Rouiay.  —  Imjaovements  in  gas  w  petroleum  engines. 

3976.     Htighes  (Cordenons) Improvements  in  gas  engines. 

3361.     Weiss. — Improvements  in  petroleum  or  oil  motor  engines. 

3350.     Coffey.— An  improved  gas  engine. 

3669.     RockhilL  — An  improved  gas  engine. 

36S1.     Wertcnbnich. — Improvements  in  or  connected  with  gas  and  other 

hydrocarbon  engines  and  the  pistons  (or  rings)  thereof. 
3830.     Priest  man  &  Priestman.  ^Improvements  in  or  applicable  to  hydro- 

caiburelted  uii  engines. 
394S.     Trewhello. — Improvements  in  apparatus  for  condensing  and  utilising 

the  residue  of  gases  exploded  to  form  a  vacuum  in  engines  propelled 

by  gas  or  other  explosive  material. 
4004.     Dawes.— A  new  or  improve*!  apparatus  to  be  used  tor  the  startii^  of 

gas  or  other  engines. 
4143.      Priestman   &    Piiestman, — Improvements   in    hydro-caiburctted    air 

engines. 
4333.     Lanchester. — Improvements  in  gas  engines. 
4355,     Campbell.- Improvements  in  gas  motor  engines. 
4535-     Griffin. — Improvements  in  governing  gas  motor  engines  and  in  am' 

nection  therewith. 
4771.     Cooper. — Improvements  in  gas  and  vi^raur  engines. 
4S6Z.     Lindemann. — Improvements  in  gas  and  petndeum  engines. 
5158.     Vanduzen. — Improvements  in  gas  and  gasoline  engines. 
535a     Love  &  Priestman  Bros.,   Ltd Improvements  in  or  applicable  to 

motor  Clones  operated  by  the  combustion  of  hydrocarbon  vapour 

or  gas  and  by  the  expansion  of  readily  liquefying  gases. 

5490.     Higginson Improvements  in  gas  mgines. 

5663.     Fachris.— An  improved  motive  power  engine,  actuated  by  explosives. 
5747.     Skene. — An  improved  fluid  pressure  regulator. 

609a     Bickerton Improvements  in  gas  motor  engines. 

6410.     Day. — Improvements  in  gas  engines. 

6578,     Barclay.— Improvements  in  and  relaiirtg  to  gas  engines. 

6598.     Ridealgh  &  Welford.  ^Improvements  in  gas  or  vapour  ermines. 

6717.     Abel  [The  Gas-Motoren.Fabrik  Deuu). — Improvements  in  apparatus 

for  supplyii^  oil  or  other  liquids  under  a  constant  head  or  pressure 
6737.     Van  Rennes.— Improvements  in  petroleum  eogines. 


6949-  Key. — Improvemenis  in  and  lelaiing  to  the  [teatment  Ot  the  discharge 
gasti  from  gas  en^ne  cylinders. 

7047.  Paniell A  goveiuM  for  gas  and  oil  motor  engines. 

7157.  Allmaon. — Improvements  in  governors  for  gasand  petroleum motora. 

7313.  Knkney. — Improvemenis  in  clones  worked  by  the  explosion  of  gas. 

803Z.  Horn  (Vandiuen  &  Vonduzen). — An  improved  gas  engine. 

8069.  Capitaine. — Improveinents  in  gas  molors. 

8351.  Barren  &  TicehursL— Improvements  in  motor  engines  actuated  by 

8189.     Hardingham  (Cleland).— An  improved  rotary  engine. 

8469.     Abel   (Gas.Moloren-Fabrik   Deuls). — Improvements  in  gas  and  oU 

8831.     Shillitto  (Grob,  Schultze  &  Niemciik).— Igniting  lubes  for  gas  and 

petroleum  motors. 
9006.     Boult  (Levasseur) — Improvements  in  gas,  petroleum,  and  carburetted 

9038.     Southall. — Improvements  in  gas  and  oil  motor  engines. 
9247.     Day. —  Impiovements  in  gas  or  vapour  engines. 

936S.     Bosshaidt   (Huntington) Im[trovements    in   govemoia   and   valve 

movements  for  gas  en^nes. 
9313,     Huelser  (J.   M.  Urob  &  Co.). — A  newer  improved  gasifying  con- 
trivance for  petroleum  motors. 
9S05.     Hawkins. — Impiovements  relating  to  vibrating  engines,  applicable  to 

pumps  or  blowers 
9865.     Dawson. — Improvements  in  gas  engines. 
9931.     Withers  &  Covert. — Improvements  in  or  relating  to  vibrating  gas 

engines. 
10398.   '  Crossley  &  Hoi  I.— Improvements  in  oil  motor  engines. 
10333.     'iddes  &  Fiddes.— Improvemenis  in  gas  motor  engines. 
11133.     Irgens.' — Improvemenis  in  and  relating  to  gas  or  petroleum  engines 

11138.  Pinkney.— Improvements  in  or  connected  with  engines  worked  by 
gas  generated  from  petroleum  or  other  liquid  hydrocarbon. 

Ii6z8.     Held A  new  or  improved  pressure  regulator  for  gas  engines. 

116S0.     Kasclowsky.  — Improvements  in  gas  and  petroleum  engines. 

11851.     Wellington.^ An  improved  igiiition  tube  for  gas  and  like  engines. 

nS6l.     Lanchestei. — Impiovements  in  gas  engine  starling  arrangements, 

12330.  Settle.— Improved  means  for  actualing  toad  or  tram  cars  and  lake  or 
01  her  boats. 

11413.      Clerk. — Improvements  in  gas  engines, 

139S1.     Menard. —Improved  method  and  means  for  firing  the  chafes  of  gas 

14001.     King  (Connelly).— Improvements  in  gas  motors. 
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14133-     Wejrman  &  Drake.— Improvements  in  governing  and  regulating  Ibe 

supply  of  oil  to  petroleum  01  hydro-caibon  motors. 
14134.     Wntkinson. — Improvements   in   thertno-dynamjc   machines    and   in 

apparatus  and  appliances  connected  therewith. 
14309.     Johnson  (Genty).— Improvements  in  non-return  valves. 
14369.     Hueber  (Grob  Ik  Co.). ^Improvements  in  gas  and  petroleum  motors. 
14457.     Waller. — An  improved  apparatus  for  exhausting  gas. 
14519.     Abel  (Gaa-Motoren-Fabrilt  Deutz).— Improvenienls  in  igniting  afpa- 

ratus  for  gas  and  oil  motor  engines. 
14945.     Lanch ester.— Improvements  in  gas  governors. 
15078.     Williams. — Improvements  in  gas  and  similar  motor  engines. 
16404.     Clerk. —Improvements  in  gas  engines. 

17033.     ShJeK —Improvements  in  apparatus  for  automatically  regulating  the 
temperature  of  the  water  used  in  cooling  the  cylinders  of  gas  and 
oil  engines. 
17073.     Homsby  &  Edwards.— Improvements  in  explosion  engines. 
17364.     Evets.^Improvements  in  gas  motor  engines. 

17714.     Abel  (Gas-Motoren-Fabrik  Deuti).— Improvements   in  valve   appa- 
ratus for  gas  and  petroleum  motor  engines. 
17815.     Evans. — Improvements  in  gas  engines. 

17955.  Pinkney.— An  improved  metallic  alloy  more  espedallf  blended  for 
use  for  gas  or  petroleum  engine  igniters,  ot  like  articles  subjected 
to  great  heat 

180IO.     Shaw  &  Ashworih Improvements  in  gas  engines. 

18176.     Walch  (Dorrii^on  &  Coates) Improvements  in  valve  gears  for  gas 

engine*. 
18424.     Lee. '—Improvements  in  gas  and  hydrocarbon  motor  engines. 
1S631.     Roots  &  Seal.— Improvements  in  or  connected  with  internal  com- 

bastion  engines. 
1S640.     Weyman,  Hitchcock  &  Drake.  —Improvements  in  gas  and  oil  hydro- 
carbon engines. 
18715.     E^mshaw  4  Oldfield — Improvements  in  and  connected  with  valves 

of  gas  engines. 
187S8.     Clerk. — Improvements  in  starting  gear  for  gas  engines. 

19086.     McGhee    &    Burt Improvements   in   and   relating   10  gas  motor 

engines. 
19375.     Roots — Improvements  in  petroleum  or  liquid  hydrocarbon  enf^nes. 
19318.     Barron.  — Improvements  in  or  appertaining  to  gas  engines. 
19517.     Fielding.— An  improved  method  of  starting  gas  engines. 
19773.     Johnson    (Pieper).  —  Improvements   in   feed   pumps    for    petroleum 

engines. 
•9773'     Johnson   (Pieper).  —Improvements  in  the  means  for  rqpilatiiig  the 

temperature  of  evapoiators  of  petroleum  engines. 
19S11.     Rideaigh Improvements  in  gas  and  petroleum  ei^nes. 


2026i,  Robinion.— ImprovemeDts  in  gas  or  combustible  vapour  engines. 

2074s.  Robinson. —Improvements  in  gas  or  combustible  vapour  engines. 

20845.  Perroliaz Improvemenls  in  lubricators. 

20926.  Kn^ht.— Improvements  in  engines  worked  by  heavier  hydrocarbons. 

2101J.  Weyman,   Hitchcock   &   Drake. — Improvements  in   oil   or   hydio- 

21339.     Weyman,  Hitchcock,  &  Drake.— Improvements  relating  to  oil  or 

hydrocarbon  motors. 
31406.     Lanchesler.— Improvements  in  gas  engines. 
31496.     Hartley  &  Kerr.  -  Improvements  in  gas  engines. 
31529.     Miller.  — Improvements  in  valve  gear  for  gas  and  other  engines. 
22559.     Leigh  (Forrest  &   Gall  ice}.— Improvements  in  gas  and   petroleum 

engines. 
22578.     Burt. — New  or  improved  starting,  stopping,  and  reversing  gear  for 

machinery  driven  by  gas  or  vapour  engines. 

228 J4.     Seek Improvements  in  gas  and  hydrocarbon  engines. 

22S47.     Abel  (The  Gas-Moloren-Fabiik  Deuti).  —Improvements  in  petroleum 

or  oil  motor  engines. 

1892. 
III.     Richardson.  — Improvements    in    the    details   of   gas    and    vapour 

26a     Edwards  (Petit  &  Blanc). — Improvements  in  the  means  of  heating 

the  charge  in  gas  and  like  engines. 
52a     Hi^nson,  —  Improvements  in  gas  engines, 
524.      Wilkinson. — Improvements  in  the  working  of  gas  engines. 
S26.     Rankin  &   Rankin. —Improvements  in  petroleum  and  other  hydro- 

919.     Noble  &  Brice, — Improvements  in  lulaicators  for  use  in  connection 

with  gas,  oil,  or  other  explosive  er^nes. 
936.     Simon. — Improvements  connected  with  gas  and  like  engines. 
I20j.     Southall.  —  Improvements  in  supply  and  discharge  valves  for  gas  or 

1246.     Brooks  &  Holt  —Improvements  in  or  additions  to  gas  and  vapour 

engines  or  motors. 
1768.     Richardson  &  Noms  — Improvements  in  gas  engines. 
1814.     Schwan.— An  impro\ement  m  or  connected  with  gas  engines. 
1879.     Barker  &  Rollason  — Impro^ements  in  and  appertaining  10  gas-liags 

for  gas  engines 
21 81.     Atkinson.  — Improvements  in  self-starting  apparatus  for  gas  and  other 

internal  combustion  motors. 
Z492.     Atkinson. — Improvements  in  internal  combustion  engines. 
2495.      Swiderski.^An  improved  oil  or  gas  motor. 
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2718.  Abel(Gas-Motoren-FabrikDeuti).— Improvements  in gasoTCTlmofor 
engines. 

st8S4.     Leigh  (Spiel). — Improvements  in  liquid  hfdrocaibon  engines. 

aS63.  Crossley  &  Bradley. —Improvements  in  starting  and  igniting  appa- 
ratus for  gu  OT  oil  motor  engines. 

3047.     Instone. — An  improved  oil  or  gas  engine. 

3156.     Bradford. — Improvements  in  fluid  pressure  motive  power  ei^ines. 

3165.  Harris.— Improvements  in  tubes  amt  apparatus  for  igniting  gas, 
petroleum  and  vapour  engines  by  intermolecular  combustion. 

3203.     Pi nkney.— Improvements  in  or  cojinecled  with  gas  engines. 

3192.     Czermak,  Be^l,  &  Hutter Improvements  in  gas  motor  engines. 

3417.      Hurapidge,    Humpidge,    &    Snoxell.-  ImprovemenL"!    in  gas  molor 

3574.     Robert.  —Improvements  in  and  relating  to  gas  engines. 

3909.      Stuart  &  Binney. —improvements  in  hydrocarbon  engines. 

4078.     Bickerton. -Improvements  in  governors  for  gas  engines. 

41S9.     Hamilton Improvements  in  gas  motor  engines. 

41ta     I^nchester.— Improvements  in  gas  ei^ine  details. 

4347.  Bell  &  Richardson.— Improvements  in  portable  petroleum  or  liquid 
fuel  engines. 

4352.  Richardson  &  Norris.- tmprovementsinand  appettaiaii^  to  combus- 
tion chambers  of  petroleum  or  hydrocarbon  engines. 

4374.  Lanchesler.  -  -  Improvements  in  gas  and  petroleum  engines. 

4375.  Richardson  &  Norris.  —  Improvements  in  (he  oil-supplying  arrange- 

ments of  petroleum  and  other  hydrocarbqn  or  liquid  fuel  engines. 
5445.     Clerk.  ^Improvements  in  gas  engine  governors  and  valve  gear. 
5740.     Bilboall. — Improvements  in   and   relating    to   gas   and   pelroleum 

engines. 
5819.     Michels  (Grob  &  Co.)— Improvements  in  feeding  devices  for  petroleum 

5972.     Bell  &  Richardson.— Improvements  in  semi-portable  petroleum  or 

liquid  fuel  engines. 
6340.     Owen Improvements  in  motors  (o  be  operated  by  either  gas  or  liquid 

hydrocarbons. 
63S4.     Chatterton. ^Method  according  to  which  steam  and  afterwards  ga» 

are  used  as  working  fluids  in  the  same  cylinder  for  the  generation 

of  power. 


6655. 


Morani.— Improvements  in  gas  motors. 

Adams. — Improvements  in  rotary  engines,  motors  and  pumps. 

Shillito  (Swiderski  &  tiipitaine].  —An  improved  petroleum  motor. 

Dawson Improvements  in  gas  engines. 

Courtney  (Brllenler) Improvements  in  petroleum  engines- 
Diesel.   -  A  process  for  producing  motii'e  work  from  the  combustion 
ofliieL 


7943-     Sennett  &  Dune Improvements  in  the  methods  connected  with  the 

production  of  supply  of  steam  and  gases,  and  in  the  ulilisHlioO  there- 
of in  engines  for  producing  motive  power,  and  in  the  apparatus 
therefor. 

8ij8.  Homsby  4  Edsrards.  Improvements  in  engines  actuated  bj'  the 
explosion  of  comlxistible  miictures. 

8401.     Pollock.— Improvements  in  gas  engines. 

8538.  Beugger. — ImprovemenEs  in  or  applicable  to  gas  and  hydrocarbon 
engines. 

S678.     Johnson  (Genty).— Improvements  in   furnace  gas  engines  or  a¥ro. 

S733.  GrifEn. — Tmpiovements  in  or  in  connection  with  heating  the  igniting 
apparatus  of  petroleum  or  other  liquid  hydrocarbon  engines. 

9121,      Guilleiy.— An  improved  rotary  motor,  applicable  also  for  use  as  a 

pump,  ventilator,  at  the  like. 
9161.     Robinson.— Improvements  in  gas  or  combustible  vapour  engines. 
9439.     Beugger. — Improvements  in  petroleum  and  gas  motors. 
9448.      Ogle.   -Improvements  in  the  means  for  igniting  the  charges  in  the 

cylinders  of  explosion  engines. 
9674.     Magee. —Improvements  in  gas  motor  engines. 

10091.     Seek.  — Improvement'  in  or  connected  with  hydrocarbon  motors. 

10354.  Hamilton.- Improvements  in  valve  operating  and  governing  me- 
chanism of  gas  and  oil  motor  engines. 

10437.  Holt.— An  improvement  in  igniting  apparatus  for  gas  and  oil  motor 
engines. 

III41.  Weyman,  Hitchcock,  &  Drake,— Improvements  in  hydrocarbon 
motors  and  in  apparatus  and  appliances  connected  therewith. 

11596.  Thompson  (O'Kelly).— Impovemems  in  or  relating  to  Iramcars  and 
in  motors  therefor. 

11708.  Hitchcock  &  Drake.- Improvements  in  oil  engines  and  the  like 
hydrocarbon  motors. 

11933.     Webb. — Improvements  in  gas  engines. 

1 1 936.     Clerk.  —  Improvements  in  startii^  gear  for  gas  and  like  engines. 

11963.  Hornsby,  Edwards  &  Gibbon.— Improvements  in  engines  actuated 
by  the  explosion  or  burning  of  combustible  mixtures. 

IZ165.     Anderson. — Improvements  in  gas  and  oil  motor  engines. 

IZ183.     Boult  (Charter). — ^Improvements  in  gas  01  similar  engines. 

'3077-     Davy.. — Improvements  in  gas  engines. 

1308S.     Johnson  (Hillc).— Improved  mixing  valve  for  petroleum   and   like 

13117.     Cierk An  improved  method  of  operating,  and  improvements  in, 

gas  or  petroleum  hammers,  gas  pumps,  gas  punching,  riveting 
or  cutting   machines,   in   port   applicable  to  gas    or    pettuleum 
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13859. 

13939- 

14317- 


16365. 
•6379- 


16380. 
16381. 


Abel  (Gas-Motoren-Fabrik  Deuti). — ImprovemcDts   in  gss  ana  olt 

Binns. — ImpiDVcments  in  gas  engines. 

Sayer.  — A  gas  or  similHi  molor  for  stationarj  ot  locomotive  purposes. 

Von  Oechelhausec  &  Junkers. — Improvements  in  and  relating  10  gas 

Hogg  &  Forbes,  — Improvemcnis  in  hydiocatbon  engines. 

De  Susini.  — Improvements  in  motor  engines  worked  by  either  vapooi 

01  other  volatile  fluids  in  combiiration  with  ■  gas  motor  ei^ne  fo> 

the  utilisation  of  the  waste  heat  thereof. 
Piers. — Improvements  in  gas  engines. 
Weyman. —Improvements  in  and  connected  with  petioleum  and  like 

Maybach.  —  Improvements  in  the  method  of,  and  the  apparatus  for, 
effecting  a  continuous  circulation  and  cocking  of  liquids  employed 
in  motors  and  compressois. 

Griffin.  —  Improvemi 

Briars  &  Sanborn.  - 

pressing  the  petroleum  into 
intioduce<l  for  the  Ibnna- 


I   liquid   hydrocarbon    and    other    motor 
m  proved  lubri[:atiiig  c 


n  rotating  petroleum  motors. 

n  evaporating  devices  for  cooling  gas  anil 


1773*. 
18OM. 


Brttnler.— Petroleum  m 

the  gasificator  bymei 

tion  of  the  mixture. 
Bril  nler.  — Im  provemer 

BrUnler Petroleum  n: 

BrUnler.  — Improvemen 

petroleum  motors,  the  cylinders  and  piston 

round  a  stationary  crank. 
Redfem  (La  Sociite  Anonyme  des  Moteurs  Thermiques  Gardie).^ 

Improvements  in  and  connected  with  gas  engines  or  motors. 
Whitlaker. — Improvements  in  and  connected  with  ignition  tube  for 

gas  engines. 
Andrew,  Bellamy  AGflTside.— Improvements  in  apparatus  for  govern- 
ing the  speed  of  gas,  oil  and  other  similar  motor  engines. 
Fairfax  (Siihnlein).  — Improvements  in  petroleum  motors. 
Hartley  &  Kerr.  —Improvements  in  compound  et^nes,  and  in  part 

applicable  to  other  gas  engines. 
Held. — Improvements  in  petroleum  and  like  engines,  applicable  to 

lire  extinguishing  and  other  purposes. 
Paton.—  Improvements  in  gas  engines. 
Southall.— Improvements  in  gas  and  oil  molor  engines. 
Southall — Improvements  in  gas  and  oil  motor  engines. 
Gilbert-Russell.  ^Improvements  in  explosion  engines. 
Cock. — An  improvement  in  gas  engine.^ 


tSSoS.     Stroch. — Improvement}  in  or  connected  with   petroleum  oi  othei 

bfdiocarbon  motors. 
2008S.     Dowie  &  Handyside. — A  gai  engine  governor  gear. 

30413.     Ryland IroprovemenU  in  explosion  engines. 

30660.  Weyman  &  Ellis.— Improvements  in  utilising  the  beat  taken  up  by 
the  water  employed  for  cooling  the  cylinders  of  gas,  oil,  or  other 
hydrocarbon  motors. 

30683.     Pinkney Improvements  in  gas  engines. 

30S01.     Andrew  &  Bellamy. — Improvements  in  gas,  ml,  and  dmikr  motor 

engines. 
30803.     Andrew  &  Bellamy.— Improvements  in  gas,  oil,  and  similar  motor 

en^nes. 
31343.     Friesunan  &  Priestman.— Improved  means  for  ladlitatji^  the  start- 
ing of  hydro.carbutetted  air  engines. 
31475.     Enger. — Improvements  in  gas  engines  or  motors. 
31534.     Allmann..— Improvements  in  and  connected  with  spray  sppatatusfor 

hf  dro-carburetted  air  engines. 
11857.     Wiockler    (Jastrvm). — An    improved  arrangement    for  feeding  Ml 
engines  wi,th  oil  in  a  duly  r^ulated  manner. 

31858.     Winckler  Qasuam) An  improved   revering  gear  for  a   propeller 

worked  by  engine  power,  with  a  revetsii^  counler.shaft  revolvii^j 
in  an  opposite  direction  to  the  main  shaft. 
I1917.     Wetter  (Rademacher). — Process  and  apparatus  for  igniting  the  com-  - 

btistible  charges  or  gas  mixtures  of  gas  and  oil  motcrs. 

31953.      DUrr.  —  Improvements  in  hydrocarbon  engines. 

13664.     Stuart  Jb  Binney — Self-starting  mechanism  for  hydrocarbon  engines. 

33797.     Weyman,   Hitchcock,  &  Drake — Gear  for  ttansmilling  and  Kven< 

ing  the  power  given  off  by  gas  and  oil  motor  engines. 

33333.     Knight Improvements  in  oil  and  gas  engines, 

33786.  RxMts.— Improvements  in  or  connected  with  btemal  combustion 
engines. 

33800.     Sennett  &  Durie Improvements  in   the  methods  and   means   of 

coolii^,  heating,  and  lubricatii^  cylinders,  such  as  those  of  gas 
and  steam  engines,  air  compressors,  and  the  like,  and  of  equalising 
tbe  motion  of  the  piston  therein. 
34065.     Best.- Improvementsin  gas  engines  and  in  their  application  lo  motor 
vehicles. 

1893. 

108.     Fielding.— An  improved  double-cylinder  gas  or  oil  motor  engine. 
•S3-     Welter  (Gerson  S:  Sachse). — Method  of  varying  the  strength  of  the 

enplosion  charge  01  the  ratio  between  the  constituents  of  the  gas 

and  air  mixture  in  gas  engines. 
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S30  The  Gas  Engine 

531.     Sbuttleworth  and  others. — Improvements  in  furnace  hmpa  fix  ofl 

and  gai  engines. 
608.     Sabatier  and  others.  ^Improvemenls  in  gu  and  petioleuni  ei^ina. 
735.     Abel  (Gas-Moloren-Fabrik  Deuti).— Improvements  in   ^s  and  <»1 

ntoloc  engines. 
779.     ShieU. — ImpTOvemenU  in  appantns  for  automaticalljr  icsuhtiDg  the 

tempentuie  of  the  water  used  in  codii^  the  cylinders  of  gu  and 

oilengines. 
1070.     Dawson. — Improyements  in  gas  engines. 
1377.     Burt  &   McGhee. — Improveinents  in  and   relating  to  gas  cr   ei- 

plosive  vapour  motor  engines. 

Ilio.     Dixon An  improvement  or  improvements  in  gas  engines. 

1533.     Mellin  &  Reid Appanuns  for  deodorising  the  exhaust  of  gu  or 

oUnvMoT  engines. 

2596.     Lanyon  (Martin) -An  improved  hydrocarbon  motor. 

3788.     Evans Improvements  in  gas  ei^nes. 

xSji.     Bellamy. — Improvements  in  gas  and  similar  motor  engines. 

3913.     Weyman. — Improvements  in  or  connected  with  lamps  and  Taparisos 

for  oil  engines. 

3333.     Hartley  &  Kerr Imfn'ovements  in  gas  engines. 

3401,     Davy — ImprovemeDts  in  gas  engines  or  other  intanal  ctxnbustiaa 

engines. 
3971.     Hartley  &  Kerr— Improvements  in  compound  gas  and  like  engines. 
4317.     Heys  (Lai^ensiepen) A  new  or  imjvoved  admismon  valve  fa*  gu 

01  oil'eagiues 
4564.     Bellamy. — Improvements  in  gas  and  umilar  motor  ermines. 

4696.     Davy Improvements  in  gas  and  other  internal  corobustimi  en{^Des. 

51:105.     RolUson,^A  device  for  pteventjng  the  bursting  of  gas  et^^  and 

other   water-jacketed   cylinden  or  pipes  by  the  freecng  of  the 

5356.     Lake  (Bockeljau) — Improvements  in  explosive  gas  actuated  pumpt 
5456.     Trewhella. — Combated  cylinders  Ibr  internal  combustion  engines. 
6093.     Bellamy. — Improvements  in  gas  and  siinibi'  motor  engines. 
6304.     Sayer. — Improvements   in  explosive  and   pressure  elastic  and  noa- 

elastic  turbine  engines. 

6453.     Okes Improvements  in  internal  combustion  engines. 

6534.     Berk Improvements  in  or  connected  with  gas  and  ml  engjines. 

7033.     Owen Improvements    in    or  in    connection   with   lelf-gcneraliiig 

vapour  burners,  or  apparatus  for  vaporising  liquid  hydrocarbons 

for  heatii^,  l^htii^,  or  other  purposes. 
7064.     Bellamy. — Improvements  in  gas  and  similar  motor  engines. 
7393.     Walker. — Exhaust  scrubber  for  petroleum  and  other  motcn  having 

offensive  or  injurious  exhaust. 
7436.     Dawson. — Improvements  in  gas  en^nes. 
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7433-  I^  ^"^  others,  —  Improvements  in  and  connected  with  what  are 
commonly  known  as  petroleum  or  oil  engines, 

7466.  Burt. — Improvements  in  variable  speed  and  reversing  mechanism  for 
gas  or  vapour  or  other  motors. 

-8095.  Morcom. — Improvements  in  working  motive  power  engines,  and  in 
apparatus  actuated  by  combustible  gases  to  be  employed  for  that 
purpose,  and  for  other  purposes. 

^158.  Lindahl Improvements  in  or  relating  to  admisdoa  valves  for  petro- 
leum or  slmilai  rnotors. 

.8409.     Wilkinson.— Improvements  in    and    relating  to  gas,  oil,  and   like 

8639.     Drake.^Iroprovements  in  hydrocarbon  engines. 

S864.     Robinson,  A.  E.  &  1 1,  ^Improvements  in  oil  or  gas  ei^gines. 

8967.     Crouan Improvements  in  gas  and  other  motive  power  engines. 

^iSi.     Abel  (Gas-Motoren-Fabrik  Deutz). — Im|:vovements  in  gas  and   oil 

motor  engines. 
9216.     Okes. — Improvements  in  internal  combustion  engines. 

9549.     BrUckert  &  Delattre Improvements  in   rotary  motors  applicable 

also  as  pumps. 
9618.     Roots. — Improvements  in  internal  combustion  engines. 
10140.     Gessner.  — Improvements  in  steam  and  other  engines  and  pumps. 

10374.     Abel  (Gas-Motoren-Kabrik  Deutx) Improvements  in  valve  gear  for 

gas  and  pelmleum  motor  engines, 
10310.     Hartley  &  Kerr. — Improvements  in  gas  and  like  engines. 
loSoi.     PeeUes. — Improvements  in  or  connected  with  gas  or  vapour  motors. 
1333a     Grove. — Improvements  in  heaiii^  Lamps  applicable  to  hydrocarbon 
engines,  and  apparatus  therefor. 

12388.     List  and  othen Improvements  in  what  are  commonly  known  as 

petroleum  or  oil  engines. 
12437.     Doi^ll. — Improvements  in  gas  and  explouve  vapour  motors. 
13600.     Dry sdale.— Improvements   in  valves   and   atomising  apparatus  for 

hydrocarbon  engines. 
13733.     Morgan, — Improvements   in   combustible  vapour  engines,  and    in 

(heir  accessories. 
13843.     Priestman,  W,  D.  &  S.— Improvements  in  or  applicable  10  btemal 

combustion  er^nes. 
13917.     Pullen.— An  improved  oil,  spirit,  gas,  or  steam  motor. 
13183.     Fumeaux  &  Butler. — Improvements  in  starting  apparatus  for  gas  and 

13518.  Fiddes,  A.  &  F.  A,— Improvements  in  gas  and  vapour  motor  engines 
and  (be  like. 

14212.  Smethurst  and  others,— Improvements  in  methods  of,  and  apparatus 
for,  applying  combustible  mixtures  of  air  and  gas  or  inflammaUe 
vapour  to  drivir^  motive  power  engines. 
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14454-     Bickerton. — Iin[sx]vements  in  suiting  ftppuxtns  for  gu  engines. 

14546.  Boult  (TheC.D.M.  Niel).~ Improvements  in  ot  relating  to  automatic 
staxtbg  gear  for  motors  operated  by  explosion. 

14558.  liomsby  &  Edwards.— Improvements  id  etigines  operated  by  the 
eiplosioD  of  miilores  of  comboitibte  vapour  oc  gas  and  air. 

14S7>.     Thompson  (Diirr). — New  or  improved  vaporisers  for  petroleum  motors. 

14891.  Boult  (La  S.  F.  des  M.  C).— Improvements  in  or  lelatiiig  to  petro- 
leum, gai,  or  oil  engines. 

15199.     Campbell Improvements  in  oil  and  gas  motor  engines. 

15359.     Bellamf. — Improvements  in  travelling  cranes. 

15405.  Flyer. — Improvements  in  valve  geailbr  the  'Oerlc'  and  like  type  of 
gas  engine  in  .which  a  separate  air  and  gas  pump  is  employed. 

15900.     Boult  (Biauer  &  Windnitz). — tmprovemenls  in  rotary  engines  and 

15947.     Simms. ^Improvements  in  or  connected  with  irtustles  or  the  like  for 

explosion  engines. 
16073.     Maybach.' — Improvements  in  the  method  of  producing  the  eiplo^ve 

mixluie  in  hydrocarbon  engines. 
16079.     Tipping.— Improvements  in   rotary  pumps,   blowers,   and  engines, 

also  applicable  for  measuring  fluids. 
16390.     Qurin.— Adjustable  cam. 

16410.     Spiel  &  Spiel. — Improvements  in  hydrocarbon  engines. 
16575.     DrBke.—Improvements  in  the  vaporisers  and  ignition  tubes  of  wl 

engines. 

16751.  Brtlnler. — Device  in  gas  or  petroleum  engines  ivith  slow  comboslJOD 

for  insuring  the  maintenance  of  the  combustion. 

16752.  BrUnler Process  for  insuring  the  commencement  of  the  %liition  in 

gas  and  petroleum  engines. 
1690a.     Crossley  &  Atkinson. ^Improvements  in  internal  combustion  engines. 
16985.     May  bach. —Improvements  in  the  method  of  filing  the  exploovc 

mixture  of  hydrocarbons. 
17784.     Shutileworth    and    others Improvements  in   and   for   cMinectii^; 

together  lamps  aiid  vaporisers. 
18152      Shenin  &  Gamer. — Improvements  in  cylinders  and  pistons  for  gas 

and  other  heat  engines. 
30007.     RyUnd. — Improvements  in  explosive  engines. 
20808.      Priestman,  W.  D,  &  S. — Improved  means  applicable  for  use  in  mixing 

liquids  with  gases  in  the  manu&dure  of  vapour. 
21120.  Hamilton. — Improvements  in  gas  motor  engines. 
31775.     BrUnler. — Process  for  obtaining  a  compression  in  gas  and  petroleum 

engines  with  slow  combustion. 
31908.      Barclay.— Improvements  in  and  relating  to  sight-feed  lubricators. 
3Zl8l.     Roots.' — Improvements  in  internal  combustion  engines. 
22753.     Pinkne)'.  — Improvements  in  internal  combustion  engines. 


.33075>     Cxoaalej  &  Alkinson. — IraprovemenU  in  gas  or  inlernal  combustion 

33175.  Sloke. — Outlet  valve  motion  for  gas  and  petroleum  ei^ines. 

33379.  Wattles. — ImpTovements  in  gas  engines. 

33571.  Roots. — Improvements  in  internal  combustion  en(^es. 

■23735-  Sinu  and  lOtheis.— Improvements  in  gas  and  other  explodve  engine*. 

24358.  Dunmd,— Improvements  in  or  relating  10  explosion  engines. 

243S4.  Hamilton. — Improvements  in  gas  motor  engines. 

34584.  Crossley  &  Hulle;. — Improvements  in  internal  combustion  <nl  enginet. 

^6l3.  Sitton. — Improvements  In  oil  engines. 

24666.  CampbelL — Improvements  in  gas  motor  engines. 

1894. 
263.     Lindemann. — Improvements  in  gas  or  petroleum  motors. 
408.     Abel  (The  Gas-Motoren-Fahcik  Deuti).— Improvements  in  gas  and 

oil  motor  engines. 
573.     Duller. — 'A  method  of  and  apparatus  for  generating  elastic  fluid  for 

working  engines. 
752.     Lake  (Die  Firmn  Fried.  Krupp). — Improvements  relating  to  distri- 
buting B.nd  igniting  devices  for  gas,  peiioleum,  and  like  engines. 
778.     CampbelL — Improvements  in  oil  and  gas  motor  ei^nes. 
1 121.     Meacock. — Improvements  in  engine  starters. 
1581.     Bonier. — Improvements  in  and  relating  to  gas  engines. 
2064.     Foster. — Improvements  in  gas  and  other  internal  combustion  engines. 
3540.     Fidler. — The  utilisation  of  exhaust  heat  Irom  gas,  oil,  tor,  or  spirit 

engines. 
3593.     Lake  (Grant). — Improvements  in  gas  engines. 
3656.     Bellamy.— Improvements  in  gas  and  similar  motor  engines. 
J132.     Weyland.— Improvements  in  vaporisers  for  petroleum  motors. 
3303.     Dteombe  and  Lamena. — Improvements  in  acIUBting  or  operating  the 

valves  of  steam  and  other  motive  power  engines. 
3485.      Davy. — Improvements  in  gas  and  other  internal  Combustion  engines. 
.4301.     Holt. — A   method   of  working  vslves  of  gas  and  oil  motors,  and 

appHjutus  for  that  purpose. 
4311.     A.  &  F.  A.  Fiddes. — Improvertients  in  01  connected  with  btemal 

combustion  motors. 
.4959.     Singer. — Improvements  in  gas  engine  valves. 
.4960.     Singer. — Improvements  in  double  acting  compression  gas  engines  or 

oil  engines. 
5218.     Rollason. — Improvements  in  the  governing  and  construction  of  ^s 

engines. 
5493.     Snuthall. — Improvements  in  gas  and  nil  motor  engines. 
5577.     Capitaine. — An  improved  petroleum  motor. 
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568a     BrUnlei. — Device  for  injecting  the  pelroleum  in  rour-uroke  petio- 

leum  enpne*  with  two  air  inlet  vdves. 
5681.     Mitchelmore. — Improvcmcnls  in  hydrocsibon  engines. 
5S43.     Thoro-wn,  Vates,  j.  P.  Binns,  &  H.  G.  Binns.— iDiproTcmnits  in 

gai  and  (Hi  engines. 
6112.     Honubf  &  Edwards. — Improvements  in  explosion  engines. 
6138.     Reid  (Ibayton). — Improvements  in  oil  snd  gu  engines. 

6364.     Adams Improvements  in  gas,  oil,  and  steam  engines. 

6647.     Eaton. — An  improved  combined  steam  and  gas  generator  and  <!!^ae> 

6755.      Low.  ^Improvements  in  gas  engines. 

7023.     Skene. — Improvements  in  gu  and  oil  v«pour  engines. 

7394.     Fanner. — Improvements  in  gas  and  like  engines. 

7357.     Schwart— A  new  or  improved  explouon  engine. 

7485.     Merryweather  &  Jakeman. — Improvements  in  motor  engines  to  be 

worked  with  gas  or  vapour  sudi  as  petroleum  vapour. 
753S.     Roots. —Improvements  in  oil  engines. 
7S41.     Wolfmuller  and  Geisenhol  (amended). —Improvements  in  and  relal- 

ing  to  motor-propelled  velocipedes. 
7630.     Butter.— Improvements  in  means  Ibi  operating  and  conttollir^  the 

valves  of  Ueam,  gas,  or  <hI  engines. 
8041.     Adams. — Improvements  in  exploding  chambeis  or  receptacles,  and 

apparatus  connected   therewith,  for  oil,  gas,  or  »milar  en^ites,. 

motors,  or  pumps. 
8195.     Holt. — Improvements  in  gas  motor  or  oil  motor  cars. 
8668.     Hogg  &  Grove.- Improvements  in  oil  or  gas  engines. 
9305.     Dickinsoiu — Improvements  in  or  retatbg  to  gas  or  vapour  engines. 
9403.     Scott. — Improvements  in  pumps  for  oil  engines  or  other  pnrpcces. 
9723.    Sondermaon. — Improvements  in  and  connected  with  the  cylinders  of 

engines,  motors,  and  coropressers. 
97S8.     BrUnler. — Improvements  in  petroleum  engines. 
9S89.     J.,  S.,   F.,  &  E.  Carter.— Improvements   in   and   connected  with 

petroleum  oil  engines. 
10034.     Haddan  (I^guet  &  Company). ^An  improved  method  of  and  appara- 
tus for  obtaining  motive  power  hy  means  of  explosions. 
10113.     Holt.— Improvements  in  gas  motor  engines. 
10451.     I^ers. — Improvements  in  or  connected  with  locomolh'e  engines,  ot 

other  engines  subject  to  intermittent  work  or  varying  loads,  &c. 
10453.     Piers Improvements  in  or  connected  with  locomotive  engioes,  or 

other  engines  subject  to  intermittent  work  or  varying  loads,  &c. 
10511.     Thompson  (Schoenner). — Improvements  in  toy  motors. 
10623.     Gibbon.— Improvements  in  petroleum  or  hydrocarbon  engines. 
10788.     Henriod-Schweizer.  ^Improvements  in  gas  and  hydrocarbon  engioa- 

Iiioi.     Howard,  Bouslield  &  Bastin. — Improvements  in  explosion  engines. 


1 1  io8.     Davis. — Improved  starting  device  for  gas  and  hydiocaibon  engines. 
11119.     Lazar,  Banki,  &  Csonka. — A  new  oi  improved  mixing  chamber  foi 

petroleum  and  similar  engines. 
Ita6l.     Hamilton. — Improvements  in  oil  engines. 
11369.     Weisman  &   Holroyd  (amended).— Improvements  in   hydrocarbon 

motors. 
11526.     Redfern   (Nordeofelt  &  Christophe).— An  improved   explosion   en- 
gine, also  adapted  to  be  driven  by  steam. 
11593.     Haddan  (Pons  y  Curet). — Improvements  in  or  relating  to  the  con- 

stmctioD  of  pistons  and  their  packings. 
I1726.     lamena. — A  vapour  spring,  and  improvements  in  connection  with 

the  ntiliiation  of  the  same. 
1 1803.     Dawson. — Improvements  in  gas  engines. 
11S04.     Ganswindt. — Improvements   in   mechanism   for   producing  rotatory 

motion  from  reciprocating  motion. 
11997.     fielding. — Improvements  in  explosive  engines. 
11510.     Ewins. — A  piston  for  ermines. 
12810.     Tyler  &  De   Vesian. — Improvements  in  apparatus  for  mixing  and 

burning  inflammable  anil  explosive  gases  and  vapoors. 
13840.     Teny. — Improvements  in  apparatus  for  cooling  circulating  water  in 

gas  and  oil  and  other  engines  working  by  explosion,  &•:, 
12917.     Boalt  (lAusmann).— Improvements  in  or  relating  to  reversing  gear 

for  steam  and  other  inotors. 
1339S.     Griffin. —Improvements  in  gas  and  oil  motor  engines. 
13333.     Marks  (Hirsch).  ^Improvements  in  gas  engines. 
13524.      Veimeisch. — Improvements  in  gas  engines. 
13546.     Burt, — Improvements  in  apparatus  or  arrangements  for  transmitting 

and  conlrolUng  the  power  of  gas  or  vapour  or  other  motors. 
13835.      Arschauloff. — Improvements  in  caloric  engines. 
13996.     Thompson  (De  Palacios  &  Goetjes).  — Improvements  in  the  art  of 

aerostation  and  apparatus  therefor. 
14003.     Holt. — Improvements  in  gas  motor  cars. 
14476.     Bryant. — A  new  or  improved  vapour  or  gas  motor  engine. 
15061.     Schumacher,   Pickering,  Whitlam,  &   Platls. —Improvements  in  or 

relating  to  hydraulic  and  other  engines. 
15109.     Schimming.— Improvements  in  or  relating  to  gas  and  similar  molont. 
15:53.     Faure.— Improvements  in  the  propulsion  and  construction  of  veloci- 
pedes and  other  vehicles. 
15373.     Weyman.— Improvements  in  oil  or  hydrocarbon  engines. 
15721.     W.  D,  S:  S.  Priest  man. —Improvements  in  hydrocarbon  engines. 
16330.     Saurer-Hauser.— Improvements  in  heating  and  igniting  devices  for 

ga*  engines. 
17333.     Knight.— Improvements  in  oil  or  hydrocarbon  engines. 
17308.     Roots. — Improvements  in  internal  combustion  engines. 


byGOOQiC 


I7549>     MbccbIIuid. — Improvements  in  intenul  uKobustion  engines. 

18443.     Teny.— ImpTovements  rebuing  to  the  um  of  liquid  foci,  uid  appa- 

ntttti  for  thftt  purpoM. 
18451.     BedtM)  &  Ilunilton. — Improvements  a.pplic&ble  to  oil  engines. 
19S94.     HwTlt. — Improvements  in  h^h-speed  gu  engines. 
30133.     Sbillito  (The  Leipiiger  Dampfowschinen-  und  M(<toren-Fabril[). — An 

improved  gu  mm!  petroleum  motor. 
30191.     Grove  &  Hogg. — Improvements  in  hTdrocarbon  engineib 
20538.     Nonis  &  Hentf.' — Improveinents  in  hot  nil  engines. 
21033.     Duke. — ImpTovements  in  ibe  means  foe  sutomalioUly  lighting  gu. 
31819.     Abel  (The  Gas-Motaren-F>biik  Deuti] Improved  method  of  and 

apparatus  foi  working  gas  or  oil  motor  engiiKS  operating  with  slow 

eombnstion. 
33S53.     Amulrcxig.— Hand  starting  gear  for  gas,  oil,  and  other  internal  com- 
bustion ei^nes. 
31891.     Tamer. — Disengaging  starting  handle  for  gas  and  oil  engines  and 

other  motors  that  are  not  self-starting. 
33946.     Qeik  &  lAncheater. — Improvements  in  gas  and  like  engines. 
33028.     Rolnnson. — Improvements  in  gas  and  vapour  engines. 
33S03.    Pollock  &  Whyte. — Improvements  in  oil  engines. 
34089.     Maries  (Hirtch). — Improvements  in  gis  engines. 
24133.     Heyi  (Iictorobe). — Improvements  in  gu  and  similar  enj^nes. 
34339.     Withers. —An  improved  gas  ei^oe. 
34898.     HBwkins.~An  improved  explosive  foe  producing  motive  power,  and 

apparatus  to  be  used  in  connection  therewith 
14949.     lindtejr. — Improvements  in  and  connected  with  fluid -pressure  motors. 
35375.     I.  &  T.  W.   Cordingley.— Improvements  in  apparatus  for  igniting 

the  gases  in  gas  engines  and  the  like. 
35334.     Goddard.— Improvements  in  threshing  madiines. 

■895. 

347.     Humphrey.  ^Improvements  in  gas  or  oil  motor  engines. 

546.     Niemczik. — Ignition-  and  gas-generating-body  for  eiploBve  engines 

rendered  incandescent  by  an  eiectiic  current. 
644.     Pinkney. — Improvements  in  internal  combustion  engines. 
749.     Karavodin. — Improvements  in  ftuid-pretsure  beat  engines. 
946.     Marks  (Hirsch). — Improvements  in  gas  ei^ines. 
973.     Wane  &  Horsey. — Improved  arrangement  of  appliances  connected 
with  internal  combustion  engines. 
1046.     Lones.— Improvements  in  gas  sieam  and  compressed-air  er^nes. 
IO71,     Bonlt  (Karger). — Improvements  in  or  relating  to  the  qrlinden  of 

heat  engines. 
t3ia     Hailing  &  LindahL — Improvements  in  or  relating  to  apparatus  for 
controlling  the  valves  of  engines. 


158a     Millet. —ImpfovemenU  in  velocipedes. 

1623.     IMeis. — ImprovoDeDts  in  connection  wiih  motive  power  engines  for 

driving  tnmway  cars  and  other  vehicles. 
1SS4.     SerreL — Improvements  in  sppuatui   for  diminishing   the   noise  of 

gases  escapii^  from  the  exhaust  of  gas  engiikes  and  the  like. 
1933.     Niemcdk.^Arrajigement  for  starting  gas  and  petroleum  engines. 
3327.     Clarke.— Improvements  in  gas  and  oil  motor  valve  motion. 
3550.     Ctastin. — Improvements  in  or  applicable  lo  gas  engines. 
3565.     FerrantL — Improvements  in  steam,  hoc-aii,  and  other  engines. 
3594.     Pennink. — A  new  or  improved  high  and  lowpressure  gas  generatra. 
2638.    James. — Improvements  in  or  appertaining  to  gas  aitd  ml  engines. 
289a     Clerk.— Improvements  in  pneumatic- pressure  power  hammers. 
3357.     Stanley.— Improvements  in  and  relating  to  explo^on  engines. 
3638.     Crossley.  ^Improvements  in  internal  combustion  oil  engines. 
3783.     Wuaer  &  Kackham.— Improvements  in  gas  motor  engines. 
3S06.     Collis. —Improvements  in  oil,  gas,  01  vapour  engines. 
3933.     Wallmann. — Improvements  in  petroleum  and  gas  motors. 
4116.    J.  P.  &  H.  C  Binns.— Improvements  in  gas  and  oil  engines. 
4343.     Diesel.- Improvements  in  regulating  fuel  supply  for  slow  combustion 

motors,  and  a[^)aratus  for  that  purpose. 
4604.     Fumeaux  &  Butler.  ^Imfvovements  in  or  relating  to  apparatus  for 

starting  hydrocarbon  and  like  motor  engines. 
47S6.     Tangyes  Limited  &  Rofaaon. ^Improvements  in  internal  combustion 

4973.     Kolbe. — Improvements  in  fluid- pressure  heat  engines. 

J373.     Johnson  (Tower). — Improvements  in  vehicle  motors. 

6151.     Wildt. — An  improved  gas  engine. 

6383.     Soulhall.  ^Improvements  in  gas  and  oil  motor  engines. 

6533.  The  Brayton  Petroleum  Motor  Co.  Ld.  &  To wnsend.— Improve- 
ments in  governing  af^wraius  for  engines. 

6800.     Mackenzie  (Crouan).— Improvements  in  gas  engines  and  the  like. 

6971.     Donaldson. — Improvements  in  gas  motors. 

6974.     Southwell. — Improvements  in  eicplosion  engines. 

7197,     Weatherley.— Improvements  in  petroleum  engines. 

7747.     Weatherley. — Improvements  in  petroleum  engines. 

8130.  Merichenski  &  MofStt. — A  new  or  improved  apparatus  for  the  pro- 
duction of  gas  from  oiL 

8197.  Turner  &  Harding.— A  comliined  exhaust  silencer  and  circulating 
pump  for  gas  engines. 

-8355.     Kluiuinger. — Ignition  apparatus  for  gas  and  oil  engines. 

.S815.  Kolbe. — An  improved  method  and  means  for  transmitting  or  convert- 
il^  power  or  movement,  &c. 

SS17.  Kolbe.  Improvements  in  or  connected  with  fluid -pressure  heat 
engines. 
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9038.     Melhuish.— Improvements  in  and  connected  with  intenul  CMnbastion 

engines. 
91S8.     Fraser.— System  or  process  of  heat  regeneration  and  gas  manubctuicr 

for  iatemal  combmiioo  engines. 
9912.     Berrenberg  &  K»uss. — Improvements  in  wheel  motors  Ibrqrclesun) 

other  simitar  vehiclo. 
9964.     Mex. — Improvements  in  and  relating  lo  petroleum  motors. 
10245.     Williams. — Improvements  in  blow-lunps. 
10631.     Pool. — Improvements  in  oil  engines. 
1071a     Bell  &  Clerk. — Improvements  in  hydrocarbon  motots. 
10758.     Abel  (The  Gas-Moloren-Fabrik  DeuCz).— A  combined  locomotive  gas 

engine  with  car. 
lllSl.     Howard  &  Bouslield. — Improumenti  in  or  connected  M'ith  eiplosioD 

engines. 
1141x1.     Duryea- ^Improvements  in  or  relating  to  motor  vehicles. 
II493.     Green. — Improvements  in  gas  motor  engines. 
J1709.     Hewitt. — Improvements  in  steam,  air,  and  gas  rotary  en^nes,  and  in 

exhaust  and  compression  pumps. 
11935.     Melhuish  &  Beaumont. --An   improved   high   speed   gas  or  hydro- 
carbon engine. . 
11955.     Atkinson.— Improvements  in  intenul  combustbn  ei^nes. 
1 1095.     Holt.  — Improvements  in  valve  gear  for  gas  or  oil  motor  engines. 
12097.     Dawson. — Improvements  in  oil  engines. 
12131.     Pennink. — Improvements  in  or  relating  to  high  and  tow  pressure  gas 

12287.     Brayion  Pettoleum   Motor  Co.   Ld.  &  Withers. —Improvements  in 

petroleum  and  like  engines. 
12306.     Diesel. — Improvements  in  direct  combustion  motor  engines  wuking 

with  multiple  compression  of  the  air  required  for  combustion. 
IZ409.     Macdonald. — Improvements    in    motors,    especially    applicable    to 

tramways. 
13047.     Compagnon  &  Guibert. —-Improvements  in  gas  or  petroleum  motors. 
13675.     Lorenz.  ^Improvements  in  and  relating  lo  upright  or  vertical  petm- 

13975.     Spiel. — An  improved  conttnned  vaporiser  and  Jgniter  for  ail  motors. 
14009.     Spiel.' — Improvements  in  and  cortnected  with  the  vaporising   and 

igniting  devices  of  gas,  petroleum,  and  similar  motors. 
14076.     Durand. — Improvements  in  and  connected  with  the  inlet  valres  of 

pet  roleum -motots. 
1424a.     Ladd. —Improvements    relating  to  explosion  engines   and  to  gas 

generators  lo  be  used  in  connection  therewith. 
14361.     Lorenz. — Improvements  in  and    relalii^  to   hydrocarbon    cranes 

working  in  a  four-stroke  cycle. 
14385.     DUrr. — Imptovements  in  gas  and  oil  engines. 


I5045-     Lanchester. — Improvements  in  gRS  and  oil  motor  engines. 

15310.     A.   &  ¥.  Shultlcworth  &  Deed. — Improred  means  for  igniting  the 

combustible  chaigcs  in  gas,  oil,  and  like  engines. 
15411.     Hinchlifle. — Improvements  in  and  connected  with  vaporisers  oT  oil 

and  other  similar  engines. 
15514.     Day. — Improvements  in  oil  engine*. 
15694.     Clubbe   Si  Southey. — Improvements    in    locomotive    carriages    for 

1606S.     Smith.— Improvements  in  connection  with  the  propulsion  of  road  or 

other  vehicles. 
16079.     Brig^. — Improvements  in  gas  and  oil  ei^nes  or  motors. 
16096.     Grist. — Improvements  in  apparatus  for  vaporising  hydrocarbons  or 

other  volatile  liquids,  and  mixing  the  vapour  with  air  for  use  in 

mototl. 
16157.     Chibbe  &  Southey.— Improvements  in  Internal  combustion  engines. 
16362.     Roger.— Improvements  in  self- propelling  vehicles. 
16556.     Gass. — Improvements  in  gas  engines. 
16609.     Campbell. — Improvements  in  gas  and  oil  motor  en^nes. 
■6703.     Weetherhi^g. — ^Improvements  in  petrolenm  and  simibr  engines. 
16891.     White  &  Middleton. — Improvements  in  and  relating  to  gas  engines. 
17182.     Fiince. — Improvements  in  means  for  propelling  vehicles  by  internal 

combustion  motors. 
17315.     Duncan,    Suberbie,    &    Micbaux.  —  Improvements    in    petroleum 

motois  adapted  for  propelling  vehicles  and  for  other  purposes. 
17560.     Hoyte. — A  new  furnace-gas  or  heat  motor. 
1S070.     Norris  &  Heniy. — Improvements  in  valve  gears  for  gas,  oil,  or  other 

engines. 
1^379'     Johnston.— Improvements  in  gas  and  petroleum  ei^nes. 
18706.     K.   D.,  W.   D.,  a  H.  C.   Cundall.— Improvements   In   oil  motor 

engines. 
18794.     Tumock. — 'Inprovements  in  and  connected  with  means  for  supplying 

and  utilising  compressed  air  for  motive  powerand  other  purposes. 
18908.     lanchester.— Improvements'  in  gas  and  oil  motor  engines. 
■8995-     Soutball. — Improvements  in  operating  the  valves  of  gas  and  oil 

■9143.     Grove. — Improvements  in  oil  01  gas  engines. 

1916a.     Betheli. — An  improved  plough. 

19267.     Gans. — An  improved  lighting  apparatus  for  exjrfosive  gas  mixtures. 

more  especially  for  motors. 
19391.     Cumming,  —Improvements  in  refrigerating  machinery. 
19568.     BiUnler. — Improvements  in  explosion  engines. 
19700.     Gautier  &  Wehtl6.— Improvements  in  rotary  engines  and  pumps. 
19734.      De  Dion  &  Bouton.- — Improved  means  or  apparatus  for  electrically 

igniting  and  governing  petroleum  and  other  like  motors. 
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S40  The  Gas  Engine 

19735-     "^  ^iort  k  Bouton. — Inprovemeolt  in  motors  worked  by 


19744.     Barker — ImpiovementE    in  or  connected   with    vaporiseit    Ibc   0)1 

19980.     DeUluye. — ImproTemenls  in  motois  worked  bj  petroleum  or  other 

liqaid  hydrocarbon- 
30189.     Johnston. — tt^ulating  or  adjusting  the  transmi&9>on  of  power  and 

speed  of  prime  moven. 
30305.     Kane. — Improvementi  in  gas  and  like  engines,  and  in  the  method  tt 

mixing  and  volalilinng  ihe  gases  in  the  same. 
30411.     Erben. — Improvementi  relating  to  mechanically  propelled  vehicks. 
30666.     Nunn.  — A  gai  or  oil  motor  mowing  machine. 
30703.     lister. — ImjHOTcmentB  in  gas  and  like  motor  ei^nes. 
10705.    Bickerton. — Improvements  in  gas  ei^nes. 
30914.     Boult  (La  Sod^j  Franjaiie  des  Cycles  Gladiator).— Improremaiti 

in  or  relating  to  motor  vehicles. 
31315.     Allen  &  Barker. — Improvements  in  oil  and  gas  engines. 
114S4.     Enger.— An   improved  method   of  and  apparatus  for  governing  or 

regulating  motors. 
11531.     Pinckney. — Improvements  in  and  connected  with  generating  steam 

and  furnace  gases,  and  for  utilising  the  same  for  motive  purpose*. 
31568.     Conrad. — Improvements  in  or  relating  to  explosion  engines. 
31574.     Feisard. — Improvements  in  gas  and  tnl  engines. 
31594.     Green. — Im]Mtivemeats  in  means  fbr  starlit^  explosion  engines. 
31774.     Magee. — Improvements  in  and  relatii^  to  gas  engines. 
31913.     White. — Improvements  in  and  connected  with  governors  fbr  gas  and 

oil  engines. 
31993.     Washburn. —Improvements  in  comtnned  motive  power  and  electric 

generating  and  storing  apparatus  lor  the  propulsion  of  movaUc 

conveyances  and  analogous  power  purposes. 
33161.     Prestwick  &  The   Protector   Lamp   and   Lighting  Co.,  Ld.— In- 

provements  in  velocipedes  and  other  vehicles. 
33347.     Gubbe  &  Soutbey. — Improvements  in  engines  fbr  the  propaUon  of 

road  carriages. 
33401.     De  Dion  &  Bouton. — Improvements  in  motors  wcsked  by  exphsite 


33533.  Heeley,  Graves,  ftCoates. — An  apparatus  forthe  immediate  stoppage 
of  gas  or  steam  engines  from  any  room  of  the  works  or  bctoiy. 

33690.     Marks. — Improvements  in  gas,  oil,  and  like  engines 

22793'  Row botham. ^Improvements  in  and  relating  to  motor  engines,  bt 
vehicles  and  launch  propulsion  in  particular. 

33113.     Wise  (Buckeye  Manufacturing  Co.). — Improvements  in  gascn^nes. 

33413.  Tcntii^;. — Improvements  in  self-propelling  or  horseless  velucles,  and 
in  petroleum  motors  employed  fbr  driving  Ihe  same. 
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33417-     De  Sales. — Impiuvemcntfi  in  gas  and  other  like  engines. 

S3706.     Boull  (L«  Sociiti  Fran^aise  des  Cycles  Gladiilor).— Improvemenis 

in  or  rel&ting  in  motoi  vehicles. 
S3740.     ThoropMjn  &  Webb. — A  lotaiy  gas  or  ca\  motor  for  driving  tiicyles 

or  other  light  vehicles. 
3377I-     Femungton. — Improvements  in  self. propelling  rood  vehicles. 
33879.     WoTsop. — Improvements  in  oil  ei^Dcs  and  the  like. 
34101.     Cooper. — Improvements  in  driving  gear  for  locomotive  cairiages. 
34335.     Brindley,  Naylor,  &  Wilson. — Improvements  in  or  in  and  relating  to 

self-propelled  road  vehicles. 
34411-     WocdswQith,    Wiseroan,    &    Holroyd. — Improvements    in    motors 

worked  by  hydrocarbon  01  other  gases,   and  in  means   for  con. 

[rolling  same. 
3479Z.      Rogers. — Improvements  in  gas  and  explosive  vapour  engines. 
35034.     IJvingston. — Improvement  in  engine  stops. 
35050^     Pennit^on. — Improvements  in  and  relating  to  aerial  vessels  and  to 

methods  of  propelling  and  controlling  the  same. 


313.     Gautier. — Improvements  in  petroleum  motors  and  Ihe  like. 

634.     New. — Improvements  in  gas  and  oil  ei^[ines. 

731.     Hamilton  &  Rollason. — Improvements  in  self-propelled  vehicles. 

786-     .Smith. — Improvements  in  gas  and  oil  engines,  part  of  the  same  being 

applicable  to  steam  engines  and  the  like. 
795.     Abel  (The  Gas-Motoren-Fabrik  Deutz). —Means  for  cooling  the  inlet 

vavie  of  gas  and  oil  motor  engines. 
884,     Capilaine. — An  improved  mode  and  mechanism  for  r^ulation  of  the 

tcmpeiature  of  the  combustion  chamber  and  vaporiser  in  petro- 

996.     Pennington.  —  Improvements  in  explosion  engines. 

1095.     Beverley-— Improvements  in  hydrocarbon  and  petroleum  engines. 

1337.  Dougill  &  Marks.— Improvemenis  in  governing-apparslusforengines 
in  which  gas  or  vapour  and  air  are  used. 

1404.  Maxim. — Improvements  in  the  conversion  of  heat  energy  into  mechani- 
cal energy,  and  in  apparatus  therefor. 

1789.     Siihnlein.- Improvements   in   oil,   gas,  and   oth;r   motive    power 

3014.     Crowden.^ Improvemenis  in  or  relating  to  explosion  motors. 

3113.     Howardi:  Bousfield.— Improvements  in  gear  for  transmitting  rotary 

1138.     Roots. — Improvements  in  internal  combustion  engines. 

3171.  Lewis. — Improvements  in  gas  and  other  such  like  engine  cylinders, 
and  in  the  mode  and  means  for  keej»ng  such  cylinders  from  be- 
coming unduly  hoi. 
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2394- 

*753- 

2874. 
3895- 


338". 
3503- 


3798. 
4067. 

4069. 
4IS3- 
4184. 

4*45- 
449*- 
4618. 
4634- 

4766. 
49*4- 
4938- 


Lane. — Impiovementa  in  gasor  pelToleum  engines,  especially  applic- 
able to  such  engines  when  used  for  propuUion  of  vehicles,  &c. 
Stunney. — Improvements  in  or  relating  to  velocipedes  and  othe^ 

vehicles,  and  self-contained  motors  Iherefor. 
Maxim. — ^Infprovemenls  in. process  and  in  means  or  apparatus  for  pn>- 

dudng  motive  power  from  combustible  liquids,  gases  or  vapourE. 
Bamford   &    Wadsworth.  —  Improvements   in    gaa   engines,  in  part 

applicable  lo  oil  and  similar  engines. 
Marcbant.— Pumps  driven  by  vaporised  oil  motors. 
Crossley  &  Atkinson. — Improweraenls  in  igniting  apparatus  for  iotct- 

nal  combustion  motors. 
Taylor. — Improvements  in  oil  vaporisers. 
Abel  (The  Gas-Moioren-Fabrik  Deutz).— Improvements  in  Ufxighi 

gas  and  oil  motor  engines. 
Reynolds  &  Astley. — An  improved  automatic  feed  for  supplying  oO 

or  other  liquids  in  regulated  quantities  for  burning,  lubricating, 

or  other  purposes. 
Baker.  — Imprm'ements  in  or  relating  (o  explosion  engines. 
A   &   F.   Shutllewoith  &   Deed. — Improvements   in   the    ignilii^ 

amngements  of  gas  and  hydrocarbon  engines. 
W.   B.  &  C.  S.  Brough.— Improvements  in  motive  power  en^Dcs 

actuated  by  the  explosive  force  of  gases  or  vapours. 
Carpenter  &  Allen.— Improvements  in  cultivators 
Bume.— Improvements   in  motive  power  engines  actuated   by  the 

explosive  force  of  gases  or  vapours. 
Clubbe  &  Soulhey. — An  electric  vapniser  for  oil  engines. 
Bromhead  (Niel).  —A  double-actii^  gas  engine. 
Rowbothun. — Improvements  in   gas  and  like  engines,  and  in  the 

method  of  mixing  and  volatilising  the  gases  in  the  same. 
Holt. — Improvements  in  gas  01  ml  traction  cars. 
Martineau.  — Improvements  in  internal  combustion  engines. 
I  petroleum  and  like  motors, 
gas,  petroleum,  and  other  iniernal  com- 


Mallet.  —  Improi 
Crow. — Improveme 

buscion  engines. 
A1  ston. — Improvem 
Simpson. — I  m  prove 

Wenham. — F 


ind  relating  to  compound  gas  engines. 
I  gas  and  other  hydrocarbon  engines. 
1  engines  worked  by  combustible  gases  or 
vapours,  more  espedally  intended  fca-  propelling  \-cbides. 
Donaldson.— 'Imfrovemenis  in  the  gai  control  of  an  explodve  gas 

559S.  Thompson. — Improvements  in  or  relalii^  to  apparatus  applicable  for 
biskii^  and  starting  oil,  gas,  and  other  engines,  also  madiineiry, 
tiamcars,  and  other  vehicles. 

5814.     Lanchestcr.— Improvements  in  gas  aitd  oil  motors. 


.5860.  Ledin. — Iinpt)veineiiu  in  and  reUting  to  molois  actuated  by  pro- 
ducts of  combustion  mixed  with  steam. 

■6067.  Brif^s. — ImprovemenCs  in  or  connected  with  gas  and  ml  ei^ines  or 
motois  and  carriages  propelled  thereb)'. 

'6073.  Cook. — Improvements  in  and  connected  with  means  for  generating 
combustion  products  under  preisnie,  and  utilising  the  same  f(x 
operating  heat  enginei  and  for  propelling  ships. 

'637S.  Adorjan. — Improved  valve  motion  and  ei^ine  for  highly  superheated 
slearo  or  gas. 

457J.  Dowsing  &  Keating. — An  improvanetit  in  engines  worked  by  gas  or 
combustiUe  vapour. 

'6590.  HalL— Im[Hovements  in  or  relating  10  variable  speed  apparatus  for 
transmitting  power. 

4718.  Prince.— Improvemenls  in  aitd  connected  with  internal  combustioa 
moton. 

4738.  W.  D.  &  S.  Priestnuw  &  fUchardson.— Improved  means  applicable 
for  use  in   igniting  the  working  chai^  in  hydrocarburetted-air 

4740.     Ibbelt,— Improvements  in  gas,  oil,  or  hydrocarbon  vapour  engines. 

4834.     Cascoine  &  Conrtois. — Improvements  in  horseless  carriages. 

687*.     Pinkert,— New  or  improved  motor  for  propelling  and  manceuvring 

^15.     Hilderbrand.— Improvements  in   or  relating   to  motor  cycles  and 

the  Uke 
6933.    Homsl^,  Edwards,  Roberts,  M  Voung. — Improvemeats  in  explouon 

engines. 

6974.  J.  S.,  R.  D.,  W.  D.,  &  H.  C.  Cundall.— Improvements  in  motor 
engines  operated  by  oil,  gas,  and  other  explosive  matter. 

7036.     I>uryea,~Iroprovemems  in  or  relating  to  gas  and  like  motors, 

7147.     Auriol.— Improvements  in  gas  and  oil  engines. 

7350.  Bousfield  (La  Snci^tj  des  Pzocidis  Desgoffe  et  de  Geo^es).-Im- 
provements  in  centrifugal  pumps  and  motors, 

7454.  Berrenbe^. — Improvements  in  the  construction  of  motor  engines,  and 
their  application  in  the  propulsion  of  autocars  and  road -carriages. 

7543,     Best. — Improvements  in  petroleum  engines. 

7549.     Pennington. — Improvements  in  starting  devices  for  motors. 

7566.     Rub. — Impravements  in  molot-driven  velocipedes. 

7603.     Lanchester. — Improvements  in  gas  and  other  motive  power  engines. 

7609.     Tavemier.— A  new  or  improved  motor  actuated  by  explosions. 

7821,     Bickerton. — Improvements  in  oil  engines, 

781$.     Clark. —  Improvements  in  apparatus  for  compressing  air. 

7940.  Simms  (Maybach). — Improvements  in  or  in  connection  with  petro- 
leum burners  for  heating  purposes. 

8089.     Seek. — Improved  outlet-valve  motion  for  gas  and  oil  engines. 
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8355-  I)>)e. — Improvements  in  mechanical  motora  dnren  hf  (team,  com- 
pressed ail,  mixtures  of  gas  and  air,  petroleum  and  aii,  or  other 
explosive  miKtures. 

8306.     Bollfe. — Iropcovements  in  or  relating  to  MlT-propelled  vehicles. 

8359.  MacDooald. — tmprovemenls  in  and  connected  with  mMor  power 
apparatus  foi  propelling  vehicles  and  twats. 

8St  J.     Bickerton. — Improvements  in  gas  and  oil  engines. 

8918.     Your^  (Gardner). — Imj^ovemenls  in  explonon  engines. 

9052.     Loyal. — Improvements  in  petroleum  and  like  motors. 

9093.  Tubb  &  Mondey. — Improvements  in  and  relating  to  oil,  gas,  and 
vapour  engines. 

9143.     Caise.— Improvemenls  relatit^  to  motor-diiven  vehicles. 

9199.  McGhee.— Improvemenis  in  the  valves  and  valve  gear  of  gas  or 
internal  combnslion  motor  engines. 

9156.  Pellet.  ^Improvements  in  or  relating  to  the  arrangements  of  the  sir 
and  exhaust  valves  of  internal  combustion  engines. 

9159.     Boult  (I^ndiy  &  Beyronx}. — Improvanents  in  or  relatii^  to  expto- 

9336.  De  Dion  &  Bouton. — Improvements  in  explosion  motors. 

9337.  De  Mon  &  Bouton. — Improvements  b  the  valvular  arrangement  of 

petroleum  and  like  engines. 
95x6.     Maxim.— Improvements  in  and  relating  to  oil  and  ^s  engines. 
9571.     De   Chasseloup-Laubat. — Improvements  in   steam,   gas,  and  other 

engines. 
9732.     De  Dion  &  Bouton.— Improvement  in  ot  connected  with  cxplositKi 

,   oil,   or  other  internal   combustion 

IO018.     Lane. ^Improvements  in  or  connected  with  motive  power  appatalus 

consuming  liquid  fuel,  such  as  petroleum  and  heavy  oils. 

1OI4I-     Mors. — Improvements  in  and  relating  to  self-propelled  vehicles. 

loi  64.     Duncan. — Improvements  in  and  relating  to  the  driving  of  light  vehicles. 

10307.    J.  P.  &  H.  G.  Binns.  ^Improvements  in  gas  and  oil  engines. 

10399.     Bennett  &  Thomas. — Improvements  in  gas,  oil,  and  spirit  engines. 

10434.  Simms. — Improvements  in  cooling  the  surfiices  of  the  cylinders  of 
explosively  driven  engines  by  means  of  air. 

10690.  Tangyes  Ld.  &  Robson. — New  or  improved  mechaiusm  for  revers- 
ing and  stopping  oil,  gas,  or  other  motors  driven  by  machineiy  or 
apparatus 

11058.  CUibbe,  Southej-,  &  the  Electric  Motive  Power  Co.,  Ld.— Improve- 
ments in  motor  cars  or  autocars,  applicable  also  to  launches. 

11078.     Peugeot.— Improvements  in  oil  engines. 

11088.  Gans.— Improvements  relating  to  igniters  for  the  motors  of  auto- 
motive vehicles  and  feed  vessels  therefor. 


11309.     Bomboin.— Improvemenls  in  vaporisers  for  petroleum  engines. 
1 1307.     Day.  —  Improvements  in  and  connected  with  gas  and  oil  engines. 
11343.     Faure. — Improvements    in  or   connected   with   motor-driven    road 

11347.     Wiseman  S:  Molroyd. — Improvements  in  hydrocarbon  motors. 

11351.     Hayward.  —  Improvemenls  in  rotary  engines. 

11414.     Barker. — Improvements  in   fog  or  audible  ^gnal ling  apparatus  for 

lighthouses  and  the  like. 
11475.     Longuemaie. — Improvements  in   burners  for   pelToleuro  and  other 

It4Sl.  Tomlinson.— Improvements  in  the  driving  of  machinery,  vehicles, 
boats,  and  the  like,  by  electro-motors  or  other  high-speed  motors. 

11491.  Holden. — ^Improvements  in  the  construction  of  internal  combustion 
engines  for  propelling  carriages,  cycles,  and  boats. 

11J06.  Magee. — Improvements  in  and  connected  with  railway  vehicles  and 
road  vehicles  driven  by  means  of  oil  motors. 

11549.  Hamerschlag.— Improvements  in  igniting  devices  for  gas  and  petro- 
leum engines. 

11573.  Haddan  (De  Coninck). — Improvements  in  and  relating  to  auto- 
motive vehicles. 

11914.     Lutimann. — Improvements  in  and  connected  with  motnr- propelled 

11993.     Polke. — Improved  cam  mechanism. 

13003.     Abel   (The  Gas- M  otoren-Fabrik    Deutz). — Appliance   employed    in 

starting  gas  and  oil  motor  engines. 
12041.     Smith. — Improvemenls  in  road  motor  cars  and  in  machinery  for  the 

12274.  Hunler.  — Improvemenls  in  internal  combustion  motors  for  use  in  the 
propulsion  of  automobile  vehicles  and  water  craft  and  for  general 
purposes. 

13337.  British  Motor  Syndicate,  Ld  (Maybach) Improvements  in  port- 
able engines. 

■Z446.     J,,  S.,  F.,  fi:  E.  Carter. — Improvements  in  explosion  engines. 

12539.     Paget. — Improvements  in  and  connected  with  fly-wheels  for  motor- 

I1633.     J.  A.  &  W.  Drake.— Improvemcr 

12758.     Crottan.— Improvementb  in  moti- 
inflammable  vapour, 

1 1776.     Hilderbrand.— An  improved  carburettor  or  gas-producer. 

12805.     Altham. — Improvemenls  in  oil  engines. 

13943.  Kowbolham.— Improvements  in  gaa- gen  crating  apparatus  for  explo- 
sion engines. 

13833.  Young  (Gardner).— Improvemenls  in  and  relating  to  igniters  for  ex.- 
plosion  engines  or  motors. 
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13864.     Audin. — Improvements  in  gas  or  petroleum  engines. 

14212.     Wood. — Improvfmeiils  in  explosion  engines. 

14115.     Peugeot. — A  new  system  of  air  carburettor. 

'437S-     W.  &  C.  S.  Gowl land.— Improvements  in  and  connected  with  metni 

for  the  utilisation  of  acetylene  gas  in  motors  and  ordnance,  and  (or 

producing  explosions  and  for  other  purposes. 
14446.     W,  &  C.  S.  Gowlland. — Improvements  in  or  relating  to  fluid-preffiore 

14639.  Dowsing. — Improvements  in  apparatus  or  the  production  of  electri- 
city from  the  waste  heat  of  gas,  steam,  or  other  heal  ei^^es. 

14731.  Wilson.  - 'Improvements  in  the  vapori^ng  and  igniting  devices  of 
petroleum  engines. 

14756.  Roots. — Improvements  in  or  connected  with  oil  engines  for  pR>- 
pelling  carriages,  boats,  and  the  like. 

14829.  Rowbotham.— Improvements  in  vaporisng  arrangements  for  oii  <« 
inflammable  vapour  engines. 

'49S9-     Menil  &  Nai^nith. — Improvements  in  intcnul  combustion  ei^DC^ 

15045.     Baker. — Improvements  in  gas  or  vapour  engines. 

15127.  Melhuish. — Improvemenls  in  and  relating  to  Ihe  conslraction  and 
arrangement  of  gear  for  regulating  or  aulomatically  conlrollii^  the 
speed  and  power  of  internal  combustion  engines,  &c. 

15197.     Heys  (Heilmann).— Improvements  in  oil  and  gas  ei^nes. 

15267.  Stilwell. — Improvements  in  engines  i^ierated  by  gas,  vapour,  oii,  t* 
the  like. 

15179.  Rowbotham.— Improvements  in  vaporising  apparatus  for  expkeioii 
engines. 

15752.  Gowlland. — Improved  method  of  obtaining  motive  power  from 
gaseous  pressure,  and  apparatus  therefor. 

16067.     Banks. — Improvements  in  oil  motors,  specially  applicable  to  cycles. 

16J77A.  Pratis  &  Marengo.— The  ulilisalion  of  hydn^en  gas  for  the  obwin- 
meni  of  light,  heat,  and  power. 

16348.      Gordon.  —  Improvements  in  ignition  apparatus  for  explosive  engines. 

16366.  G.  G.  &  R.  O.  Blakey.— Improvements  in  gas  and  other  e>pkHivc 
engines. 

16465.     Bollee. — Improvements  in  or  relating  to  motor  or  self-propelled  iwl 

16512.  Singer.  — Improvements  in  internal  combustion  or  detonating  enginc^ 

16630.  Bcctz.  —  Improvemenls  in  rotary  explosion  engines  or  motors. 

16660.  Bennett  &  Thomas. — Improvements  in  oil  and  spirit  engines. 

1670S.  Hunt. — Improvements  in  r^ulaling  apparatus  for  gas  motor  engines. 

16997.  Lacasse. — New  or  improved  horseless  carriage. 

17203  Gale  &  Thompson.  — Improvements  in  methods  and  means  for  declric 

regulation  of  power. 

17221.  Gauticr  &  Wehrte.— Improvements  in  and  relating  to  motor  vehicles. 
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17448-    Jahn.^ Improved  starting  apparatus  for  gis  engines  and  the  like. 
'7S73-     Pennington.— Improvements  iti   or  relating   to  the  ignition  of  the 

cha^e  in  explosion,  oil,  and  like  engines. 
17926.     Reynolds.— An  improved  explosion  motor  for  cycles,  vehicles,  and 

18051.  Holt.— Improvements  in  gas  or  oil  motor  Iramcars  and  similar 
vehicles. 

18194.     Golby  (Rumpf.). — Improvements  in  hydrocarbon  motors. 

183OZ.      Huskisson. — Improvements  in  and  relating  lo  rotary  turbine  engines. 

18394.  Abel  (The  Gas-Motoren-Fabrik  Deuti).— Method  for  starting  gas  and 
oil  motor  engines  with  twin  cylinders. 

1S304.     Bromhead  (Neil). — A  double-acting  ur  duplex  cril  engine. 

iSjzo.     Dunkley. — Improvements  in  motor  carriages. 

18551.  Clubbe,  Southey,  &  the  Electric  Motive  Power  Co.  Ld. — Im- 
provements in  and  relating  lo  the  suspen»on  or  supporting  of 
engines  on  motor  carriages. 

185S5.  Anol  &  Johnston.- Improvements  in  oil  or  gas  motors  for  wheeled 
vehicles  and  for  general  purposes. 

18783.    Austin. — Improvements  in  mechanically  propelled  road  vehicles. 

18839.  Lan Chester.  ^Improvements  in  the  igniting  arrangements  of  gas  and 
oit  motor  engines. 

18831.  Stephens.— Improvements  in  oil  engines  for  marine  and  vehicular 
propulsion. 

18988.  Edwards  (C.  &  J.  Kiister). — Improvements  in  apparatus  for  equalis- 
ing the  pressure  upon  the  crankpins  of  steam  and  other  engines. 

19061.  Bergmann  &  Vollmer. — Improvements  in  or  appertaining  to  autocars 
and  the  like- 

19136.     Grelet. — An  improved  explosion  motor. 

19ZII.  Prince,  Smith  &  Monkhouse. — Improvements  in  internal  com- 
bustion motors. 

19332-  Smith.— Improved  means  for  lessening  vibration  in  recipnacating 
engines  and  machines. 

20428.     Roger- — Improvements  in  gas  and  oil  motors  for  autocars. 

ao449-  Smith. — Improvements  in  lubricating  the  cylinders,  pistons,  and 
valves  of  gas  engines. 

20655-  Wilkinson.— Improvements  in  gas,  oil,  and  like  engines  for  autocars, 
also  applicable  for  other  suitable  purposes. 

31136.  Lister. ^Improved  oil  or  gas  engine  applicable  for  use  in  the  pro- 
pulsion of  vehicles. 

31274-     Mundcn- — Improvements  in  motor  vehicles. 

31587.     Faure.— Improvements  in  bol -air  engines. 

31675.     Johnson.  ^Improvements  in  and  connected  with  motor  carriages. 

21743.  M artel. ^Improvements  in  the  construction  of  hydrocarburetted-air 
engines,  and  in  their  application  to  tram  and  other  load  vehicles. 
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2i877-  Horasby  &  Sons,  Ld.   (Bmlon).— Speed  regulating  mechinism     or 

petroleum  and  other  motors. 

32064.  Bayer. — Improvements  in  rotary  engines. 

31376.  Southall.  —  Improvements  in  oil  engines. 

22537.  Gibbon. — Improvements  in  explosion  engines. 

32935.  Lanchetler.— ImprovemenlE  in  gas  and  oil  motor  engines. 

23005.  Quentin.— ImprovementsinandrclalinglobydrocaibDiivapourmotors. 

33110.  Tangye  &  Johnson.— A  new  or  iwpcoved  gas  and  wl  ot  petroleum 

33138.     Lones. — An  improved  gas  engine,  convertible  into  an  <hI  en^ne  or 

33141.     PetaveL — Revolving  cylinder  oil  or  gas  ei^ne. 

33270.     Pelrjano.— Apparatus   for  vaporising    hydrocarbons,   applicable    to 

engines  worked  bf  gas,  petroleum,  alcohol,  and  the  like. 
33396.     The  Motive   Power  &   Light  Co.    Ld.   &   Friend. — Improvemenis 

in  hydrocarbon  motors. 
23306.     Aogj. — Improvemenis  in  eiplodve  engines. 
i335o.~Ajial  &  Johmtoo.  —Improvements   in  apparatus   for   forming  and 

regulating  the  combination  of  oil  with  air  for  oil  motors. 
33461.     Wisch.^Reversing^ear  for  explosion  motors. 
33491.     Monin  &  Perot. — Improvements  in  and  relating  to  gas  and  petroleum 

motors. 
33604.     Roots  &  Venables. — Improvements  in  or  connected  with  oil  motors 

for  vehicles,  cycles,  boats,  and  the  like. 
23S01.     O'Brien  (Triouleyre).^ Improvements  in  autocars. 
33860.    Swidetski   &    Sch wicker.— Self-healing   vaporiser   for  mineral  oil 

34091.     Dawes. — Improvements  in  internal  combustion  engines. 

34144.     Thompson  (Pillon  &  Le  Melle). — Improved  balanced  moior  engine. 

24311.     Dawes. — Improvements  in  interna!  combustion  ei^ines. 

24457.     ^-   ^'   ^    S-    Priestman. — Improvements  in  igniting  devices   (or 

hydrocarburcttcd-air  engines. 
Z4550.     Gathmann.  ^Improvements  in  rotary  gas  and  oil  engines. 
24656.     Bickerton. — Improvements  relating  to  the  utilisation  of  waste  gases 

from  gas  engines  for  heating  purposes. 
34793.     Craslin. — Improvements  in  or  connected  with  apparatus  for  i-apor- 

ising  oil. 

24804.  Ide.  —  Improvements  in  steam,  gas,  or  other  engines. 

24805.  Lancbesler.  — Improvemenis  in  the  ignitii^  arrangements  of  gas  and 

oil  motor  engines. 
24858.     Caldwell. — An    improved    governor,    especially   applicable   to  gas 

engines  and  the  like. 
34881.     Furneaux  &  Butler. — Improvements  in  explo»on  engines  specially 

suitable  for  propelling  vehicles,  boats,  and  other  bodies. 


34905-     Nayler.— Improvements  in  vaporisers  for  oil  motors. 

24994-     Oechelhaeuser. — Improvements  in  high-pressure  gas  engines. 

25558.  Arnold. — Improvements  in  the  method  anil  means  for  discharging  the 
vapour  generated  in  the  water  jackets  of  gas  and  oil  engines. 

35642.  Smith.  —  Improved  apparatus  for  silencing  the  exhaust  in  gas  or  other 
engines. 

26233.     Alien  &  Barker,  — Improvements  in  oil  and  gas  engines. 

26261.  Mewbum  (Bates). — Improvements  in  and  in  connection  with  the 
manufacture  of  combustible  gas,  including  illuminating  gas,  and  in 
apparatus  or  plant  for  the  purpttse. 

26192.  Baines  S:  Norris. — Improvements  in  engine  lubricators,  in  part  applic- 
able to  oil-feeding  appliances  for  oil  engines. 

36399.     Read  Si  Turner. — Improvements  in  gas  and  oil  engines. 

26638.     Allsop. — Improvements  in  gas  and  petroleum  engines  and  motors. 

26879.     Power. — Improvements  in  governing  oil,  gas,  and  vapour  engines. 

371S4-     Simpson. — Improvements  in  motor-driven  vehicles. 

37307.     Pennington. — Improvements  in   the  electric   ignition  of  chaises  in 

3720S,  Pennington. — Improvements  in  means  lor  suppressing  the  noise  of 

the  exhaust  from  internal  combustion  engines. 

37276.  Middleton. — Improvements  in  motor  wheels  or  mechanical  tractors. 

2740S.  James. — Improvements  in  engine  'exhausts.' 

27535-  Payne.—lmprovemenls  in  hydrocarbon  and  other  vapour  motors. 

27568.  Johnson.— Improvements  in  oil  and  gas  motors. 

27602.  Hotden. — Improvements  in  the  construction  of  internal  combustion 

engines  in  combination  with  cycles  or  carriages. 

27603.  Holden. — Improvements  in  the  construction  of  internal  combustion 

engines  in  combination  with  cycles  or  carriages. 
27979.     Thomson. — Improvements  in  apparatus  for  deriving,  controlling,  and 
regulating  motive  power  from  gas  or  oil  engines  for  various  pur- 

28117.     Lyon.— Improved  means  or  apparatus  for  igniting  exploMve  gases  in 

petroleum  and  other  like  motors. 
18514.     Tomlinson. — Improvements  in  and  relating  to  internal  combustion 

and  compressed-air  engines. 
28523.     Button.— Improvements  in  oil,  gas,  and  anald^ons  motors, 
28527.     Mackenzie  &  Carlin^. — Improvements  in  gas  or  oil  motor  engines, 

also  applicable  to  steam  or  other  fluid-pressure  engines. 
28583,  Lepape.  — .A.  new  or  improved  cooler  for  petroleum  motors. 
28648.  Balier  &  Humphrey.  — Improvements  in  motors  or  engines. 
28841-  Culver.- Improvements  in  gas  engines. 
28S67.  Geisenhof.  -  .\n  improved  motor-van. 
28892.  Wood.— Improvements  in  valve  gear  for  gas  or  oil  engines. 
3S979.     Roser  &  Maiurier, — Improvements  in  and  relating  to  gas  or  petro 

leum  and  like  motors. 
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29067.     Turner. — An  improved  silent  ctmdenser  foe  gas  arid  like  engines. 

19578.  Biyan. — Improvemeats  in  combined  internal  combustion  and  com- 
pressed gas  or  air  engines. 

39610.  Jones. — Improvements  in  and  pertaining  to  molois  adapted  to  be 
worked  by  pressure  of  fluid,  such  as  a  combustible  mixture  of  p«lro- 
leum  vapour,  or  gas  with  air,  or  analogous  motive  Quid. 

29718.  Haidingham  (Webster). ^Improvements  in  rotary  engines,  applicable 
for  use  as  motors,  pumps,  blowers,  or  the  like. 

39747.  Higgins,  Bessemer,  &  Nicholson. — Improvements  relating  to  en^nes 
or  motors  and  to  the  application  of  the  same  for  the  propulsion  oi 
vehicles, 

Z9S54.     L'Homme. — Improvements  in  explosion  engines  or  motors. 

39S58.      Altmann.— Improved  method  and  apparatus  for  burning  liquid  iiitL 

30010.  Potter. — Improvements  in  engines  acttmted  by  oil,  petroleum,  spiiil. 
or  other  gas-generating  liquids. 

30026.      I.  &  T.  W.  Cordingley  &  Smith.— Improvements  in  oil  motors. 

30045.  Toll. — Improvements  in  or  relating  to  the  valve  mechanism  of  eiplo- 
sion  engines. 

30075.     Marsden. — Improvements  in  oil  or  liquid  hydrocarbon  motors. 

30133.     Askham. — Improved  apparatus  applicable  to  gas  engines. 

3016Z.     Komer  &  Perkes-^Improvetnents  in  explosive  gas  motors. 

1897. 
95.     Dagnall. — Improvements  in  internal  combustion  engines. 
659.     Rub. — Improvements  relating  to  the  igniting  devices  of  the  mntois 

679,     Lister.— Improvements  appertaining  to  oil  engines. 
736.     M.  H.  C.  &  R.  E.  C  Shann. — Improvements  in  or  relatittg  to  ex- 
plosion engines. 
746.      Gafltiei  &  Wehrl^. — Improvements  in  carburet ting-appaiat us. 
878.      Philippot. — An  improved  atomising  device  for  petroleum  and  other 

900.     Winton. —Improvements  in  explosion  engines. 

913.     Norgrove,  Westwood,  J.  &  J.  C  Bates,  Poultney,  &  R.  H.  Bates. 

—Improvements  in  or  relating  to  vaporisers  for  oil  en^nes  and 

the  like. 
ton.     Wimshurst.- Improvements  in  gas  and  explo«ve  vapour  engines. 
1160.     Lake  (La  Society  Frilscher  &  Iloudry).— Improvements  in  gas  and 

petroleum  engines. 
1400.     Dougill.— Improvements  in  or  relating  to  motor  engines  worked  tiy 

gas  or  other  combustible  vapours. 
1403.     Hunter. — Improvements  in  gas  or  oil  engines. 
1475.     Poron. — Improvements  in  motor  engines  and  gear  for  autocars. 
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1598-     Winton. — ImprovemeDts  in  eiplodon  engines. 

1652.     Conrad.— An  apparatus  for  governing  iJie  valve  gear  of  hydrocarbon 
motors. 

1694,  Winton.  — Improvements  in  explosion  engines. 

1695.  Winton. — Improvements  in  explosion  engines. 
1095.     Holt. — A  regulator  of  the  circulation  of  cooling  water. 

2123.     Majtindale.— Improvements  in  motors  operated  by  fluid  or  gaseous 

pressure. 
2595.     Rii^elmanD. ^Improved  means  fbt  exploding  combustible  mixtures, 

and    utilbii^    the    explosive    force    thereof   for    driving    rotary 

engines. 
2666.     Johnson. — Improvements  in  and  fonnecied  wiih  the  generaitng  and 

transmission  of  power   for  driving  tramway  carriages  and  other 

road  vehicles  and  for  other  purposes. 
3849.  Stroh. — Starting  device  for  oil  engines. 
3035.     Maxim. — Improvements  in  cooling  devices  for  gas,  oil,  and  steam 

and  similar  engines. 
3370.     Crossley. — Improvements  in  internal  combustion  motors. 
3890.     Auriol. — Improvements  in  gas  engines. 
4299.     Palerson.— Improvements  in  and  connected  with  petroleum  and  like 

engines  for  motor  cars  and  other  purposes. 
452s.     Caley  &   Stephenson.  —  Improvements  in   gas,   <hI,   and   other  ex- 
plosion engines. 
4556.     Pennington. — Improvements  in  or  relating  to  the  cooling  of  cylinders 

of  explouon  engines. 
4580.     OUivier. — ^Improvements  relating  to  explosion  ermines. 
4605.     Ball.— Improvements  in  and  relating  lo  oil  and  gas  engines. 
4610.     Emblelon. — Improvements  in  explosion  motors. 
4640.     Vallee. — Autocar  with  special  petroleum  motor. 
4879.     Prentice. — Improvements  in  steam,  gas,  and  other  engines. 
488S.     OUivier. — Improvements  in  gas,  petroleum,  or  like  motors. 
4963.     Hamilton. — Improvements  in  steam,  gas,  and  air  engines. 
5147.     Rolfe  &  Hornby.— 'Improvements  in  and  connected  with  explosion 

engines. 
5522.     Brewer   (Nicolas). — Improvements    in   or  connected    with    gas    or 

internal  combustion  motors. 
5526,     Clubbe,  Southey,  &  The  Electric  Motive  Power  Co.  Ld.— A  firing 

device  for  internal  combustion  engines. 
5618.     Bowden  &   Urquait.  —  Improvements  in  or  connected  with  internal 

combustion  engines  working  with  liquid  hydrocarbon  and  air. 
5736.     Lees. — Improvements  applicable  to  explosion  engines. 
588a.      Roots  4  Verables. — Improvements  in  petrocars  or  motor  vehicles. 
6035.      Dunsmore. — Improvements  in  and  relating  to  gas  and  oil  engioes. 
6645.     Toumet.— Certain  improvements  in  oil  and  gas  engines. 
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6651.     Hsi^reaves. — Improvemenu  in  01  relating  to  internal  combustioD 
engines. 

6683.     Myeis.— Improvements    connected    with    explosive    vapour    power 

engines. 
7g74.     Rowden. — Improvements  in  apparatus   (or  igniting  the  compressed 

chaises  in  gas  or  oil  motors. 
709S.     Reeve.— In<provements  in  and  relating  to  gas  or  liquid  [nel  engines. 
7333.     Le  Bran.— Improvements  in  gas,  petroleum,  or  Ifke  motors. 
7516.     Sundbetg. —  Improvements  in  regulating  devices  for  gas  and  pelru- 

leum  engines. 
7770.     Baines  &  Norris.  — Improvements  in  oil  engines. 
77S5.     Banki  &  Csonka. — Improvements  in  automatic  igniting  apparatus  fm 

gas  and  petroleum  motors. 
7969.     Longuemare.-- Improvements  in  carburettors  for  eKplosion  engines. 
7979.     Mattindale. —Improvements  in  rotary  engines. 
S056.     Piitsch. — Improvements  in  or  relating  to  gas  engines. 
8064.     Marks  (Bouvier).  -  Improvements  in  vaporisers  for  chI  motors. 
8100.     Shann. — Improvements  in  01  relating  to  internal  explosion  engines. 
8318.     Pinknejr. — Improvements  in  oil  engines. 
8471.     Royer. — Improved  means  for  cooling  the  water  or  condensing  the 

steam  from  the  motors  of  motor-cars. 
8529.     Dougill  &.  Marks.  —  Improvements  in  gas,  oil,  and  like  engines. 
8547.     Thornton  &  Pollard. -Improvements  in  motors  worked  with  healed 

compressed  air,  in  parts  applicable  to  internal  combustion  engines 
8831.      Wimshurst.      An  imptovement  in  gas  or  oil  engines. 
9002.      Erie. — Improvements  in  motor  road  vehicles. 
909S.     Sciitz  &  Heydemeyer. — Improvements  in  or  relating  to  apperatu.'^  fur 

starting  gas  engines  or  the  like. 
9389.     Baker.— Improvements  in  gas  engines. 
9463.     Ktaus. — Improvements  in  motor  or  self-propelled  vehicles. 
9722.     Roots  4  Venables.  — Improvements  in  and  Connected  with  <m1  motors 

for  vehicles  and  propelling  generally. 
9784.     Grivel. —Improvements   in   and  relating  to  carburetting  apparatus, 

particularly  applicable  lo  petroleum  engines,  oil  engines,  and  Ihe 

like. 
9907.     Peugeot. — An  improvement  in  oil  engines. 

9919.     Buck  &  Torrey. — Improvements  in  apparatus  for  carburetting  air. 
9963.     Grivel.  -Improvements   in  carburetting  air  or  internal  combustion 

engines,  particularly  adapted  for  the  propulsion  of  motor  cars  anil 

other  vehicles. 
10005.     Fritscher  *  Houdry. — Improvements  in  gas  or  hydrocarbon  motors. 
10097.     Henroid-Schwei^er.— Improvements  in  internal  combustion  engines. 
10161.     Boull   (Lefebvre), — Improvements  in  or   relating  to  appiiatits  tur 

carburetting  air. 
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10519-  Johnson. — Improvement  in  and  connected  with  oil  and  other  ex- 
plosion motors  Tor  the  purpose  o(  reducing  the  smell  and  visible 
vapour  of  or  from  the  exhausr. 

10630.     Maxim. — Improvements  in  aerial  or  flying  machines. 

1 1015.     Marks  (Chaudun).— Improvements  in  rotary  molors. 

11334-  Vaughan-Sherrtn. — Improvements  in  electric  ignition  devices  for 
gas  engines  and  other  gaseous  explosive  mixture  engines. 

II414.  Baker  &  Offen. — Improvements  in  gear  for  converting  reciprocating 
motion  into  rotary  in  engines  and  other  machines. 

11510.     Mitchell. ^Improvements  in  rotary  engines. 

1 1547.     Casley  &  Woodman. — Improvements  in  hydrocarbon  motors. 

11619.  Pilcher.— Improvements  in  and  connected  with  engines  actuated  by 
mixed  products  of  combustion  and  steam. 

11710.  Boult  (La  Soci^t^  Anonj-me  d'Automobilisme  et  de  CycUsme).— 
Improvements  in  or  relating  to  oil  and  similar  motors. 

1 1801.     Fielding. ^.4n  improved  vaporising  and  igniting  device  for  gas  and 

II9JO.     Esteve. — Improved  mineral  oil  engine. 

11951.  Lamy  &  Kichard.— Improvements  in  or  relating  to  internal  com- 
bustion engines  or  motors. 

12050.  Fairhurst. — Improvements  in  motive  power  engines  actuated  by  the 
explosive  force  of  gases  or  vapours. 

11117.     Pool. — Improvements  in  explosion  engines. 

12199.  Johnson. — Improvements  in  and  connected  with  fluid-pressure 
apparatus  for  generating,  storing,  and  transmitting  power. 

12553.     Rossel.^Improvements  in  petroleum  and  like  motors. 
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554  "^f^  Gas  Engine 

'4397-  Wattles,— Improvements  in  the  genefi-iion  and  utilisation  of  hydrogen 
gas  and  electricity  foe  moiive  power,  lighting  and  heating  pur- 

14455.     Capel. —Improvements  in  gas  engines. 

14649.     De  la  Croix. — Improvements  in  motor  cycles. 

14814.     While  (Brown),— An  improved  method  of  apparatus  for  generating 

motive  power  by  explosions. 
14826.     liall. — Improvements  in  or  relating  to  power- transmission  apparatus. 
15233.     Duryea. — Improvements  in  hydrocarbon  or  gas  engines. 
15348.     Simms. — Improvements  in  or  connected  with  ihe  exhaust  valves  of 

explosion  engines, 
15354.     Boult  (Chaudun). — Improvements  in  or  relatii^  to  rotary  motors. 
1541 1.     Bosch. — Improved  elecftic  igniter  for  gas  engines. 
158ZI.     Croiet. — Improvements  in   or  connected  with  cylinder  and  piston 

15908.     Katz. — Improvements  In  or  relating  to  explosion  motors. 

159S0.     Sello,  Schaefer  &  Lehmbeck. — Improvements  in  oil  and  gas  engines. 

159E3.     Uhlenhulh. — Improvements  in  internal  combustion  engines. 

16074.     Call  ice.— Motor  engine  worked  by  explosive  fluid  mixtures. 

1638a  Ricci.— Improved  mechanism  for  regulating  the  ignition  point  in  oil 
and  other  motors. 

16399.     Bracklow.  — Improvements  in  or  relating  to  gas  and  oil  motors. 

16411.     Seuniei. — An  improved  hydcocBibon  motor. 

16631.     Kuss. — Improvements  in  and  relating  to  gas  engines. 

16705.      Calloch. — A  new  or  imjauved  motor  car. 

16739.     New. — ^Improvements  in  heavy-oil  engines. 

16943.     Kobinson  &  Molyneux.— Improvements  in  pistons. 

16977.  Jones.— Improvements  in  means  for  heating  the  ignition  device  iat 
gas,  oil,  or  spirit  engines. 

17137.  Petr^ino. — Improvements  in  and  connected  with  gas  and  hydro- 
carbon engines. 

17104.     Snuthall. — Improvements  in  gas  and  <mI  motor  engines. 

17317.  Petr^no  &  Bonnet.— Improvements  in  and  connected  with  gas  and 
hydrocarbon  engines. 

17S39.  Ilomsby  &  Edwards. — Improvemetils  in  or  connected  with  explnsian 
engines. 

17842.  Marconnet.— Improvements  in  or  i^nnected  with  apparatus  for  the- 
generation  of  gaseous  fluid  pressure. 

18005.  Thompson  (Julien). — Improvements  in  and  relating  to  apparatus  fis- 
producing  gas  suitable  for  heating,  motive  power,  or  lighting  pur- 
poses by  the  aid  of  volatile  hydrocarbons. 

18210,     E.,  T.  H.,  &  L.  Gardner. — Improvements  jn  or  relating  10  oil  motors. 

18531.  La wson.— Improvements  in  or  relating  to  motors,  especially  snitable 
for  the  propulsion  of  motor  road  vehicles.  • 
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18804. 

I9S33- 

I9S34- 


19673- 
1991a 
19936. 


204SS. 


21738. 

^1833- 

12065- 

M310. 
22564. 
22971. 


Tomlinson.— Improvements  in  and  relating   to  internal  combustion 

or  explosive  engines. 
Pecr^no. —Improvements  in  means   for  reversing   gas  and  hydro. 

carbon  (petroleum)  motors. 
Martini  &  Deimel. — Improvements  in  gas  ignition  apparatus. 
Haddan  (Heinle  &  Wegelin). — Improvements  in  gas  motors. 
Haddan  (Heinle  &  W^elin).— Improvements  in  lubricating  devices 


form 


Dymond   (Meyer). — Improved   process    for  attaining  a    very   high 

ignition  temperature  in  hydrocarbon  engines. 
Hayol. — Improvements  in  gas  turbines. 
Kowden. — Improvements  in  internal  combustion  engines. 
O'Donnel  (De  Bouilhac). — Improvements  in  and  relating  lo  motor 

Cail. — Improvements  in  or  relating  to  internal  combustion  engines  or 
motors. 

Dymond  (Diirr). — Improvements  in  hydrocarbon  locomotives. 

J.  F.  &  R.  H.  Shaw.— An  improved  method  for  supplying  lubri- 
cating oil  in  regular  quantities  for  gas  and  oil  engines  and  ihe  like, 
and  for  supplying  in  regular  quantities  combustible  liquids  for 
driving  purposes. 

Cordonniei. — Ne*  or  improved  rotary  motor. 

Firman  &  Cave. — Improvements  in  explosion  engines. 

Jensen  (C.  S  A.  White). ^An  electric  igniter  for  internal  combustion 
engines. 

Martha. — Improvements  in  gas,  petroleum  or  mineral-oil  motors. 

Roots. —Improvements  in  internal  combustion  engines. 

Edmondson  &  Dawson. — Improvements  in  the  method  of  and  means 
employed  for  starting  internal  combustion  engines. 

Ironmonger. — Improvements  in  rotary  engines  actuated  by  steam  or 
other  expansive  gases. 

Dutton. — Improvements  in  oil,  gas,  and  analf^ous  motors 

Bom  bom. —Improvements  in  fuel-feeding  devices  for  petroleum 
motors  and  similar  combustion  engines. 

Scott  &  Hawkins. — Improvements  in  and  relating  to  the  generation 
of  gas  for  motive  power,  illuminating,  healing,  and  other  purposes. 

Dymond. — Improvements  in  gas  burners  suitable  for  use  in  incan- 
descent gas  lighting  and  for  other  purposes. 

Pinkney.  —  Improvements  in  fluid-pressure  heat  motors. 

Fistic.  ^Improvements  in  gas  engines. 

Leigh  (Gosselin). — Improvements  in  motors  driv 
petroleum  or  any  other  suitable  gas  or  vapour. 

Simpson.— Improvements  in    and    connected   with    internal    1 
bustion  motors. 


1  by  combustible 


^33^''     Thompson    (De    Von). —  Improvements    in    and    relating    to    gas 

33541.  Ciibbes  &  Koss.^A  new  or  improt'ed  means  of  obviating  or  sup- 
pressing the  noise  caused  from  the  exhaust  gases  escaping  from 
gas  or  other  engines,  and  appatatas  connected  therewith. 

23581.  W.  D.  &S.  Priestman&  Richardson.— Imptovemcnts  in  the  vrark- 
ing  of  inlemal  combustion  engines. 

23622.  Kowlingson  (La  Soci^t^  Diligeon  et  Cie).— Improved  cooling 
airangement  for  internal  combustion  engines,  specially  applicable  to 
motor  road  vehicles. 

34096.     Weiss  &   Mietz.— Improvements   in  and  connected  ivith  explosion 

3443Z.     Mason  &  Rixson.— Improved  w«t«r  regulator  for  hot  in  gas  engine 

24712,     Doolittle  (Still   &    Bengough). — Improvements   in  or  pertaining  to 

motor  apparatus  suitable  for  propelling  catri^es,  cycles,  and  other 

road  vehicles,  or  for  light  power  purposes  generally. 
34861.     E.,  T.  H.,  &  L.  Gardner. — New  or  improved  feed  mechanism  for 

inlernal  combustion  engines. 
Z5581.     Crouan. — A  lighting  regulator  for  gas  and  petroleum  motors,  lighting 

electrically. 
25582.     Crouan. — Electric  lighter  fur  gas  and  petroleum  motors. 
25856.     Hesketh  &  Marcet.  — New  or  improved  means  lor  generating  gascona 

products  of  combustion  under  pressure,  for  operating  engines  or  for 

other  purposes. 
25^7.     Hamilton. — Improvements  in  gas  and  similar  engines. 
2689S.     Iden.— Improvements   in  spirit  or  light-oil   motors  for  vehicles  and 

the  like. 
271 12.     Crouan. — New  system  of  regulator  for  gas  and  petroleum  motors. 
37301.     Ravel.  —Improvements  in  ga.i  and  like  engines. 
27315.     Kowbotham. — Improvements  in  explosion  engines. 
28390.     Boult  {Rumpf). — Improvements  in  or  relating  to  internal  combustion 

28821.     Thompson  (Itgens  &  Brunn). — Improvements  in  and  connected  ivith 

2S91S.     Turrell  &  Lawson, — Improvements  In  or  relating  to  motor  vehicles. 

39074.     Btillie. — Improvements  in  explosion  motors. 

29361.     Keiridge- — Improvements  in  or  relating  to  electric  gas-lighting  and 

controlling  devices. 
39467.     New. — Improvements  in   the   ignition    arrangements  of   explosion 

engines. 
29468.     New.  —Improvements  in  explosion  engines. 
3950S.     Hubei. — Method  and  apparatus  for  utilising  steam  and  combustion 

gases  at  very  high  pressures  as  motive  power. 


395^7-     Boult  (Dusaulx.) — Improvements  in  or  lelating  to  carburettors  (or 

oil  motors. 
^593-     Lloyd. — Improvements  in  and  relating  to  explosion  engines. 
30106.     Chauveau. — Apparatus  for  mining  the  explosive  chatge  of  intcnlal 

combustion  engines. 
3018Z.     Conrad.— Improvements   in    balancing    devices  for  power  engines 

with  thrust  crank  driving. 
30266.     Johnson. — Motor  eta. 
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NAME    INDEX 
GAS    AND    OIL    ENGINE    PATENTS 

1791-1897    INCLUSIVE 


-  (Daimler).  1879—3345 ; 

—  —  (Langen  4  Otto).   1866—434: 

1867-3145 
(Daimler),      1874-414,      605 ; 

1875—71 

-  (Gaj-Moloren-Fabnk      Deult), 


AUG 
Altham,  1896—13805 
Attraann,    1888 — 8317 ;    1891 — 7157 : 

1893-31534;  1896—39858 
Anderson,  J.,  1S54 — 191 ;  1S59 — 3767; 

■866—3363;    1871—3336;     iS8a— 

I7S*;  1B87— ijoio 
Anderson,  1888 — i4i^S.  174 13  ;    1899 


1B8S-11933;  1886-5804;  .887- 

Andrew.     1883-1010.     3066. 

4391; 

847,  1189,  11503,  I3I87,  17I8S, 

1S84 — 13331 ;   18S5 — 5561 ; 

1893- 

17896:     18B8— 688,      3030,     3095, 

17337,  3oSoa.  30803 

5734,    9603,     14349;     1889—5616, 

Ansple,  1879—3905 

18746,    30893;     1891  -1903,    6717, 

Aniisell  S  Bruce.  1875-3016 

8469.  14519,  177»4.  33847;  "893- 

Arbos,  J,,  1863-3108 

3738,      13304;      1893— 735,      9181, 

Archai,  1887-911 1 

10*74;    1B94— 408,  31839;    189s— 

Archibald,  C,  D.,  1858-996 

10758;     1896-795,    3317.    13003, 

Aria,  1888 — 9343 

-(Otto),      1875—3615:       1876- 

Armslrong,  1894—33853 
Arnold.  1896—35558 

aoSi ;        1878^1770;       1881 — 60; 

AttoI     and     another,     1896—18585. 

1881—1677 
(Spiel),  1881-4344 

Ars^^uloflf,  1S94 — 13S35 

Adam,  1887-1366 

Ashbuiy  and  others,  1883-51: 

88 

Adams,       1891-741;       1893-6838; 

Asher,  1885 — 14^4 

1894-6364,  8a,i 

.    Ashworth.  1891-18030 

Adorjan,  1896—6378 

Askham,  1B96-30133 

Astley  and  another,  1896-33= 

Ainsworlh,  18B4-8960 

Atkinson,    1B79-3313;    1881 

-4086; 

Alexander,  E.P.,  1875-4343;  1879- 

1883  -4378,      4388 ;       188, 

-3039- 

390s 

16404;    .885-a7t»,    3785, 

'S»*3; 

Allcock.  1881-565 

Allen     and     anolher,     1895-31315; 

1886—3533;  1887— 11911  : 

1889- 

30483;   1893-3181,  3493; 

1893- 

1896-3798,  363J3 

16900.  33075 ;  1S95  -1 1955 ; 

1896- 

Alli,ijn|MeNelt|.  1880—13045 

aB9S 

All-sop,  1897-13092,  26638 

Audin,  1896-13864 

Alston,  1896—4766 

Auge.  1896—33306 
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Boult  (Braucr  &  Windiach),  1893— 

-(CapLuine),    1888-15840,    1584T. 

15845,  15846 
-—  (Cbaner),  1893—13183 
—  (Compagnie   dcs   Moleuis  Niel), 

1893-14546 


Brewer  (Nia 


«),  . 


-55" 


-  (Lausmann),  1S94— I99r7 
—  (La  SociA^  Franfsise  des  Cycle 
Gladiator),  1895—30(114,  33706 


s  Ciebes- 


(Karger),  1895-    , 

—  (Landry  &  Beyroui),  1896—9359 

—  (La  Soci*t6  Anonyme  d'Auiorao- 
bilisme   a    de  Cyclume),     1897  — 

—  (Lefcbvre),  1897-10361 
-(Chaudun  1.1897-15354 

—  (Dusaulx).  1897—39567 

—  (Rumpfl,  1897-38390 

—  (La  Soeiiie  des  Moteur 
sac),  1893-14891 

-(Roilen),  1889-17034 

—  jSharpneck),  1B90— 18645 

—  (Levakseur),  1S91  -9006 
Boulton.  M,  P.  W,,  1B64— 1099,  1391. 

1636.30(4;  1865  -SO'.  837,   1915, 

199a ;      1866    738 ;       1868-1988  ; 

1876-3388,    3630,    3767;     1B77  — 

766 ;  1878 — 3378,  3535,  2609,  3707  ; 

■879-495  ;  i88i-i3oa,  1389,  3367  ; 

1886-2653 
Bouneville,  H.  A.,  1867-1575 
Bourne. J.,  1B6S-1878,  3594;  1B69— 

3705;  1870-1859 
Bousfield    and   another,    1B33— 38B  ; 

189S-11383;  1896-3113 
Bousfield  and  olhers.  1894 — iiioi 
Bousfield  (La  Soc\6l6  des  Pioc£d<s 

DesgofTe  el   de  Georges).   1S96— 

7350 
Bouton    and    another,    1895 — 19734, 

33403 ;  1896—9337.  9732 
Bouvier,  18^—8064 
Bowden  and  another,  1897 — 561S 
Bower  &  HoUingshead,  1S68— 3808 
Boys,  1B86— 10333 
Bracklow,  1897-16399 
Bradford,  1B91— 3156 
Bradley.  1893—3863 
Bmham  and  another,  1883 — 3751 
Brandon.  A,  H,,  1869-3178 
Brauer,  1893— isv» 
Brayton,    1S74— 2309  ;    1890 — 1106a; 

1B94— 613S 


1    Petroleum   Motor  C 
and  another,  1895—6523.  1 
Brciitmayer,     18B0 — 3140  ; 
.6257 


.   Ld. 


Bnggs,    1893—16365;    1895-16079: 

1896-6067 
Brigbtmore,  1888 — 4057 
BTiUK,  1897-3074 
Brindley  (Naylor  *  Wilson),    1895— 

34335 
Brine,  1884-13312  ;  1B86— 943 
Brinn,  Q,  L„  1875-3374 
Bnnns,  1890 — 4363  ;   1893-13859 
Briscall,  1883 — joao 
British    Motor  Syndicate  Ld.  (\iay- 

bach),  1896—13337 
Bromhead        (NcilJ,       1846  —  4153. 

18304 
Broolcs,  189a — 1346 


Brough,  W.  B,  &  C.  S. ,  1896—3696 

Browell,    1S84— 14341 ;    1887 — 3530. 

1134s;   IB8E-7S47,  16057;   1B89— 


Bruce  &  Antisell,  1875—3016 


16379,  163B0,  16381.  1638a :  1893— 
16751,  16753.  21175 :  1894— SMo- 
9780;  1895—19368 

Brunn  and  another.  1897 — 38S11 

Bnidon.  1889— 6 161 

Bryan,  1896—99573 

Brysnl.  1984—14476 

Biydges,  1881—3330 

Buck  and  another,  1897—9939 

Buckeye  Manufacturing  Co..  1S95 — 

Buf,      1883—5113;       1887-10303; 

1B89— 10634 
Bullock,  1883-5085 
Burgh,  1885-  -15194 
Burne,  1896  -40&7 
Bun,      1887-11678  :       1888—3437 ; 

1890-19690;  1891  —  19086.  33578; 

1893-1377.  74« ;  'S94-'3S46 
Bunon.  1B96  -31B77 
Buss.  1875—1933 
Butcher,    1B79-3618.   4377;     1880— 

474;      1881-3786;       1883-1835; 

1884-5641 
Butler.     1887—15598;      1888-1780. 

1781  ;  1S90— 6990 
—  and  others,   1889-9303;     1S93— 


Bniierwonh.  E..  1874  —  1652:  1 
11086;  i8e6-ac7,  7936,  131; 
Bultms,  1885-1414 
Byerley  &  Collins,  1838-7871 


Cail,  1897-30116 
Caird  and  others.  1897 — 13711 
Caldwell,  1896—24858 
'  Caley  and  anolher.  1897—4538 
Calloch.  1897—13161,  16705 
Campbell,   1883-595':  '885—6990; 

1888-10748:    1891—4355;    1893- 

15199,    1,666;    1894-778;    1S95- 

16609 
Capel,  1897-144SS 
Capell,  1883-911 
Capitaine.  1888—15840,  15841 

15846;    1891—8069      


1885-7500,    7581 ; 


—  &    Brilnler, 

1886-3140 
Carling,  1891— no;   1896—38537 
Carpenter  and  ano(h«,  1896 — 3798 
Carosis,  A.,  1853 — 1671 
Can-obbi  &  BellinL,  1874—961 
Carw,  1896—9143 
Carter.  J.,  S..  F.,&  E.,  1B94— 9889  : 

1896  -  13446 
Casley  and  another,  1897-11547 
Casper  (Tavemier),  1887-4757;  1888 

-56=8;   1889—7069;   1B90-1586 
Cas5on,  1878—3774 
Catliall,  1885-11555 
Cave  and  another,  1897-30389 
Charon,  1888-12399 
Charter,   18B7-116E,    13749:    1893- 

13183 
Chasseloup-Laubal.  1896-9571 
Chatlerlon.  1S93-6384 
Chaudun.  1897  —  15354 
Chauveau,  1897  -30106 


Chemi 
ChrLslo, 

Clark.  ? 


-9343 


ihe  and  another,  1894-11536 
,.M.(Hureoun),  1868-354 

(i-esnard),  1869  -  1748 

(Fell),  1879  -1996 

Kabathl,  1883—999 

-    -JLaurenl).  1882 -6n6 

Clark,  W..  185B  -969 

—  —  (Merlanchon),  1863  —  1449 

Bobrownicki),  1866-181 

Clark  (Economic  Motor  Co.),  1883- 
4360;  1885-11394.  13483 

(Hopkins),  1884-11837 

Clark,  M.  E.,  1896  -7835 

aarke.  T.  A.  W.,  1895-3337 


Clerk,    D.,    1877-352;    1878-3045; 

1879-3434;     1881— 10B9;     1883  — 

4«43;    1883-4046;    1886-13913; 

1889-8805;    1891  —  13413,    16404, 

18788;  1893-544S,  11936.    13117; 

1895-3890 
Cln-k     and     onolher,    1894  -  33946 ; 

1895 -.0710 
Clerk  and  others,  1881-3536 
aiff  and  another,  1B83-638 
Clubbe  and    another,     1895-156^, 

16157,33347;  1B96-4069 
Qubbe    and    others,     1896— 1105S, 

18551  ;  1897-5536 
Coates,  1890^-6910;  1891-18376 
Coates  and  others,  1895-39533 
Cobham  and  another,  1884—3495 
Cock,  1893— 18513 
Coffey,  1891  -3350 
Cohade.  M.  F.,  1860-1585 
Collins  and  Byerley,  1838-7871 
Collis,  1805-    "  ' 
Collon  (Han 
Compagnon 


rtig),  1885-9801 


, 13°47 


30183 


Cook,  1896—6073 
Cooke,  1B83— 326 
Cooper,  1891-4771;  1895- 
Cordenons,  1889-6748 
Cordingley,    }.    &   T.    W. 

35375;  1896-30026 
Cordonnier.  1897-30369 
Corroack,  W.,  1846—11345 
Courtney  (Branlerl,  1893  -7047 
Courtois  and  anotlier,  1896-6834 
Cousins  and  another,  1879-4101 
Covert,   1889—13473.  30S49  ;   189 


894- 


,9931 


895-2550:  1896-34793 
:.  i8oi  -uSoi 

897-3354' 


ribbes  and  another, 
risi,  18S9  -  30349 
ropper.  1878-3444 


18B4    4777,     11578; 


5833:     18S8  -1705, 


'878-5113:   1879- 
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1884-3537.    '53";    1887—15010; 

1888—14348,   174I3:   i39'— '099^: 

1891-2863;    1893-16900,    13075. 

a45a4;  1896-3895 
Crosaley,  F.  W.,  1B74— 3305 
-  -  and  W.  J.,  ,875-3331  ;  1877- 


Crow,  1B96  -4634 

Crowden,  1896-3034 

Crowe  and  olbers,  1S83 -3706 ;   1889 

-7594 
Croiel,  1897  -15831 
Cniikshanit  (White),  1890-16301 
Csonka,  1889-6396 
Csonka  and  another.  1897—7785 
Csonlta  and  others,  1894— 11119 
Culver,  1896  -38843 
Cummine,  1895-19391 
CundalL.]. S. ,  ft.  D. ,  W.  D. .  A  H.  C, , 

1896-6974 
CundaK,   R.  D.,  W.   D.,  &  H.   C, 

1895-18706 
Cunyngbame,  1886-10333 
Cirrmac,  18^—3393 


1886—111  1B88 — 3805,8300,9349: 

1890-14900 
Dicomhe  and  another.  1894-3303 
DeConinck,  1896-11573 
De  Dion  and  another.  1895— 19734. 

19735.  33403;  1896-9337,9733 
Deed  and  others.  1896  —3503 
Deimel  and  another,  1897—18940 
De  la  Croix,  1897-14649 
Delahaye.  1895-19960 
Ddlalre,  1893-9549 
De   Palados   and   another,    1S94  — 

13996 
De  Sales.  1895-33417 
De  V'esian  and  another.  1894  —  laSso 
DeVon,  1897-33361 
Dewhurst.  1884-5413 
Dheyne     and     others.     1B90— 5933. 

15535 
Dickinson,  1894-9305 
Dickson,  J.  F.,  1875    744 
Diederichs.  1889—14936 
Diesel,      1B93— 7341;       1895—4343. 


Dagnali..  1897-95 

Daimler,  1874-414.  605:  1875—71; 
1879-3145;  1883-5784;  1885- 
4315.  107B6;  18B5-13163;  1886- 
14034 ;  1B89— 10Q07 

Dale.  1896-8355 

Dalton  and  another, 

Daly,  1889- 

Davey,  1883-3537,  3787 

Davies,  1883—781 


■,  '879  -3467 


Davis 


Davy,     1884-13364  ;      1886-3473  ; 

""     -7677.13916,   15658;    iSiw— 

7;   1893  -3401,   4696:    1894— 


Dawson,  1885-79J0;  1S86— 4460; 
1887-6501;  1890—6407;  1891  — 
9865;  1893-6953;  1893-1070, 
7426;  1894-11803;  1895-13097 

Dawson  and  another,  1897  -30801 


Day,     1891— 6410 


Dorrington,  1890  -6910;  1891 — 18376 
DougilT,    1881—3133  ;    1883  -3097  -. 

1884-13318;  1887-10360;  1888- 

9587;  1893-13437;  1897—1400 
Dougill    and    another,    1896-1337: 

'897-B5»9 
Douglas.  J.  C,   1835-6875;  1884- 

11750 
Dowie,  1893-30088 
Dowsing   and  another.   1897-6573, 

'4639 
Drake,  1893-16675  (see  Mtof 
Drake.  ).  A.  &  W.,  1896  -13633 
Drake    and     another,     1881—4407: 

1883-1717;    1B91-1B640.    31015, 

31339;  1893-11141,11708,33797 

1893  -8639 
Drysdale.  1893— 13600 
Ducretet.  1887-9717 
Duerr,  1889—30161 
Dufrene  and  others,  1863-1866       ■ 
Duke.  1894-31033 
Duller,  1894—573 
Duncan,  1896  —  10164 
Duncan  and  others.  1895— 17315 
Dunkley,  1896-18530 
Dunsmore,  1897-6035 


Duric,  1S93-7943.  33800 

Dllrr,    1892—21953;     1893—14573; 

1895-M38J  ;  1897  -"135. 
Duryta.     1895  -11400;    iSg6    7036; 

1897-15333 
Dusaulx  and  others,  1897  -39567 
DuUon,  .896-38533;  1897-3.339 
Dallon  (Spiel).  1883-4008 
Dymond.  1897—39065 
I^mond  (Meyer).  1897  —1964a 
I^son,  iB8j  -5537 


EABNSHAW,  1B91— 18715 
Eaion.  1894  -6647 
Ecooomic  Molor  Co. .  1883—4360 
Edinglon,  J.  C.  1854-549 


1897- 


Edwank  and  olhers.  1896  -6933 
Edwards,     1880-760;     1881—1765; 

1891—17073;    1B93— 8ij8,    1196a; 

1893-145^ 
Edwards  ( Peiit  &  Bland),  189a  -360 
—  (C.  J.  Kttsler),  1896-18988 
Eledric    Motive     Posver    Co.,    Ld,, 

1896-11058.  18551;  ie97--55'6 
Ellerbeck  ft  Syers,  1875  -4316 
Ellis.  189a -10660 


Emm! 


-397 


Emmel  and  another.  1B79-4101 

Enger,  i89a-ai475 

Erben.  1895—8041. 

Erie.  1897  -900a 

Eslevc.  1B97— 11930 

Eteve     and     another.     1881—3.1: 

1884-3.35 
Euger,  .895-31484 
Evans.  1891-17815;  1B93-3788 
Evers,  1891  —17364 
Ewins.  1804—13530 
Ewins  and  anoiher,  188.-1388 


FaBER.  1887-7350 
Fachris,  189.-5663 
Fairfai.  1884-.3573 
—  (Sdhnlcin),  .893-17391 
Fairhuret,  1897-13050 


Fairwealher  (Babcock).  1886—478 

Farmer,  1894—7894 

Faure,  1894-15153;  1S96-1134I. 
3.5B7 

Ferr^iti.  i895-a56s 

Fessajd,  1895—31574 

Fiddes.  .880—5319;  1891—10333; 
.B93  -1351B 

Fiddes,  A.  and  F.  A.,  1894—4312 

Fidler,  .894  -3540 

Fielding,  1881  -533  ;  188a  -994  ; 
1883—3070;  1884  3933;  1886  — 
3403,  9563;  1890  691a;  1891- 
195.7;  'B93-.0B;  1894 -1 1997; 
1897-118^1 

Finnan  and  another.  1B97  — 203B9 

Firma  Fried.  Knipp,  1894—753 

Flnh,  W.,  1870—3554 

Fischinger.  1890  -7177 

Fistie.  1897-31561,  33564 

Fogany,  1873—3848 

Forbes.  .893—14650 

Ford.   S.,     .874—486 


Forest.  1883-19 

Forrest,  1891-23559 

Foster,  1873-387;  1894 — 1064 

Foulis,     1878 — 4630,    4843  :     1879 — 

»73.    4755:     1880—3423.    5090; 

18B1— 1B0;  1883—3380 
Francois,  1878 — 3474 ;  1879—4830 
Franklin  &  Dubois,  1869-1375 
Frascr,  1895-9188 
Frederking,  1889-30166 
Friend,  .888-1.614 
Frilseber  and  another,  .897—10005 
Fryer,  1893  -15405 
Fumeaux,  .893  -13363 
Furneaux  and  another.  1895-4604; 


Gale  and  another.  1896—17303 
Gallice,  1891-22559;   iSgj-iSo^^ 
Gait,  1887-1168,  13749 
Gambardella,  P.,  1859—1345 
Gans,  1895—19367;  1896-11088 
Ganswindi,  1894—1.804 
Gardie,    .883-3383;      1886-6161; 

1838-2649;  1893-16413 
Gardner,  1896-8918,  13833 
Gardner    and   others.    1897-34861, 

Garner.  1893-18.53 
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I3I87.    I7I08,     1709^:    I8S8-6S8. 
30".     3^S.    57»1.    960a.    '4349: 

1889—^16.  18746,  80893;   1890- 

1943.    4'64;    1B91-1903,   6717. 

8469.  14519,   177**.  3aa47;  1892  - 
3738;     1893-735.     91B1.    10374; 

1894-408,    31839 ;    '895-10758 ; 
1896-795,3317,  "8294 

Gaseoine  and  anolher,  1896—6834 

Gase,  1888-3964,  6036 

Gass.  1895-16556 

Galhmann,  1896  -34550 

Gamier,  1896-313 

Gautier  and   anolher,    1895—19700; 

1896-17331 ;  1B97— 746 
Gavillet,  1887-2194 
Gedge,  W.  E.,  1865-3600;  1867— 

(Marti   &   QuaglisI,     1B83- 

5043 
Geisenbereer,  1880-533 
GoisenhofT  1896  -  38867 
Geisenhofancl  anolher,  1B94 — 754a 
Genly,  1891—14309;  189a— 867* 
Geoi^e.  R.,  1866  -3135 
Gessner,  1893  — 10340 
Gibbon,  1B93— 11963;  1894—10633; 

1896-33537 
Gilbert-Russell,  1S93-18118 
Gill,  J.,  1868  -3364 
Gillespie  and  another,  1884-3495 

1886— 661 3 

Gilloii,  1885-11558 

Gilman  &  Sowerby,  1835-5150 

Girardel.  1889     16393 

Gladiator,  La  Socifttf  Fran^aise  des 

Cycles,  ir 


1801-3504 
Goddard,  1894— 35334 
Goeljes  and  anolher.  1894-13996 
Goltw  and  another,  1896— 1B194 
Gootiiich,  1B73  -3641 
Gotdieil.  R.,  1874-35 
Gordon,  1896-16348 
Gossclin.  1897-  33791 
Gowlland.  1896     15753 
Gowlland,  W.  &  C.  S..  1896-14375. 

14446 
Graddon,  1879—1161,  4483:    1880— 

5479;  1881-799 
Grant,  1894-3593 

■    -■  895-33533 


*s-'S'* 


Grelet,  1B96— 19136 


,  '■  0053 
1S89— 16309  ; 


GriHiti.  1881— 54S3  ;  1883-4080  ; 
1884—3758.  I'S^,  143":  1886- 
15764:  1887-3934.  10460;  1890- 
6317,  10953,  19963;  1891-4535; 
1893-8733,16339;   1894-13398 

Griliilh.  1884  -I330I 

Grist.  1B95  -16096 

Grivel,  1897—9784,  9963 

Grob,  1890-3919,  10718;  1891  — 
3831,  9333,  14369 

Groth,  1881—1383 

—  (Daimler),  1883-5784;  1S84- 
9113;  1885—13163 

Grove,  1B93-13330;  1895—19143 

Grove     and     aooUKT.      1S94— 8668, 

Guibeit  and  another,  1895-13047 

Guillery,  1893-9131 

Guthrie,    1883—3337;     1884—9001, 

10483 
Gwpine  and  another,  1881— 1409 


Haddan  (Schilu).  1883—4455 

(Gavillet      &      MarWresclie), 

1887-2194 
—  —  (Arehat),  1887—9111 

(Piquet  ft  Co.),  1S94  -10034 

Pons  y  Ciirei),  1B94-11593 

(De  Cobinck),  1896—11573 

(Heinle     &     Wegelin)    1897- 


Hae 


•  '9534 


i88i-8ti: 
3517 


1882-614  i 


Hale,  1883     3193 

Haley  8:    Mills,    1875-365;    1877— 

3™4 
Hall,       1890-143B3  ;       1896-6590. 

11549;  1897-14836 
Haliewell,    R.,    1875-3836;    1876- 

49S7.    4988;     1B77-B19;     1878- 

1798,  5093;  1879-1450 
Hailing  and  another.  1895—1310 
HamCTschlag,  1896—11549 
Hamillon,  1888-3546;  1889-16434; 

1890—6015;     1893—4189. 

1893-31130,34384;     - 

1B97-4963,  35987 
Hamilton  and  another,  1894  —1845s ; 

1B96-731 
Handford,  1883—1019 
Handyaide  and  another,  1881—3536  ; 

Hannan,  18B6  -3993 


-S; 


HAN 

Hannoversche  Mascbinenbau  Actieo 

Gescllschaft,  The,  1878-1997 
Hardaker,  1880—9190 
Harding  and  anolher,  1895-8197 
Hardingham  (Cleland),  1891  -8389 
-(Websler),  i896-a97i8 
Hargreavts,       1887—5485;       1B88  — 

10980,      19361,       1B761  :       1B89— 

14789:  1897-6651 
Harris.  1S93— 3165;   1894—19894 
Hanig,  18S5-9801 
Hanley,    1889— 1760;   1890—15309; 

1B91— 31496;  i89a-i74»7;  1893- 

333a,  3971,  10310 
Haselune,  G.  (Leggo),  1871-9254 

—  —  (Goodrich],  1871-3641 

JBraylon),  .874-9909 

Hasellitir,  S..  1853  - 14086 
Hawkins,  1891—9805;  1894-34898 

—  and  anothn-,  1897  -=1833 
Hayot.  1B97-19673 
Hayward.  1896-11351 
Haiard.  E..  1826  -5403 

Hparson,  1886-15955;  1887—13593; 

1888—14401 
Hceley  and  others,  1895-99593 
Hees,  1879  -3739 
Heilman,  1896     15197 
Heinle    and    another,    1897-19533. 

HeUri89i— 11698  ;  1893  —  17639 
Henderson  (Eleve&  Biaam),   1884- 

"15 
Henniges.  1880—4159 
Henriod-Sch«eiier,        1894  -  10788  ; 

1897—10097 
Henty    and    anolher,     1894-90538 ; 

1895-18070 
Hesketh  and  another,  1897-95856 
Helherington,  W.  1..  1869—3585 
Heunebise,  1866-3448 
Hewitt.  1895-11709 
Heydemeyer    and     another,    1897 — 


-  (Htfil 


-15197 


Higgins  and  others.  1896  -99747 
Higginson,       1890-17371  ;      1891— 

5490;   1893-590 
Hilderbrand,  1896-6915,  13776 
Hill.      1884-5007.      13603;      1885— 

7104 
HiHe,  1890-10649 
HiLlon.  1878-10 
HinchlitTe.  1895—15411 
Hirsch,   1894—13333.  24089:  1895- 


HUN 

Hitchcock,i89i -18640.31015,  31339. 

1S93-11141,  117708.  99797 
Hock,  J.,  1874-493 
Hockeii,  1896-9770 
Hoelljes.  1B89 -13447 
Hogg,  1899-14650 

—  and  another,  1894—8668,  30193 
Holden,  1896—11491,  97609,  97603 
Holder,  1883-3336.  5965 
Hollingshed  &  Bower,  iW8-98o8 
Holmes,  J.  E,,  1864— 1988 
Holroyd  and  another,  1894  —  11369  ; 

1896-11347 

—  and  others,  1895—94411 

Holl.  1884-3B93.  8911,  15319;  1885 
-3747;  1890-19314.90888;  1899 
-1946,  10437;  1894-4301.  8395. 
10113,  14003:  1895-19095:  1896 
—4345,  18051 ;  1897—9095 

Holt  it  Crossley,  1S79  — 1912,  4499; 
1880-3411  ;  18S1  -370,  3450, 
5469  ;  1889-3449  ;  '884  -3537, 
15311;    1888-14348;    1891—10998 

Hopkins  and  another,  1879-3561; 
1883-9492,  5406;   1884-11837 

HorTi(Vandiisen),  1891—8039 

Home,  1880—5094 

Horasby,   1891-17073;    1899—8138, 
11963;  1893-14558 
-  and  anolher,   1894—6139  ;   1897— 
5147,  17839 

-andothen,  1896-6933 

Homsbv  &  Sons,  Ld.  ( Burton).  1896 
-91877 

Horsey  and  another,  1895  -973 

Hosack.  1887 -888 

Houdry  and  anolher,  1897—10005 

Howard  and  anolher.  1883— 3S8: 
1895-11989;  1896-9113 

—  and  olhers.  1894  -11101 
Howden,  1889-9685 
Hovle,  1895  —  17560 
Huber,  18^-99508 
Huesler  (Grob),  1891  -9333 
Hughes,  E.  T.,  1B79  -3481 

(Cordenons),    1891-9976 

Hugon,  P.,  1860-615,  3909;  1863  — 

653,  65986 
Hullcy,  1893-24584 
Humes,      1885-8411  ;      1886-1464, 


Humphrey,  1895 -347 


-563' 


olher. 


-38648 


Humpidge.  1899-3417 

Hum.      1889-9685;       1896—16708; 

1897- 13988 
Hunter,  I.  M..  1868-2680 
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HUN 
HuntinpOQ,      1899-14593  ; 


1339;   18B6-47S5.  130S6,  14169 
Hutter,  1893—3193 
Hydra  &  Bcnneil.  1869-3087 


IBBETT,   .896-6740 

Ide.  1S96- 34804 
Iden,  1897-36898 
Imray.  J.,  1873  -1946;  1888-1336 

(Glaser).  1B89-877B 

(SchweisM),  1S83-836 

■ (Weilbach),  1889-3887 

Inslone,  1893-3047 
Ireland,  1S85  -1478 
Irgens.  1891  — 11138 
—  and  others,  18^-38811 
Ironmonger,  1897—10880 


,  1895-0638; 
-"     -17395 


(6-37408 


ienkLn,  F..  1874     3441 
enner.  1880-3607 
ensen,  P.,  1873-1433 
—  (Weilbach),  1888  -15S5B 
-}C.4A.  While).  .897-30455 
Johns.  1884-5303,  5303 


-8841 


(Tower),  .895-5373 

Johnson  J.   H.,   1860-335;    1861  — 

107;  1874-3795 

(Bisschop),  1883-579 

(FranfoLs),  1878—3474 

^  (La      Sod«S     des      Moteura 

Lttbrigol),  1877— 3 '59 

(Wertheim),  .876-3444 

Johnson,  1879-3733;  1B80-1131 
—  (Deboutleville  &  Malandin).   1884 
-5,6653,  .5248;  1885-157.0; 


-8678 


1S86— 11;  1888-3805 

■  (Genly),  1891— i4ao9;  1 
-(Hille),  .893-13088 

■  (La  Socift*  des  Tissages  el  Ateliers 
de  Conalniolion   Diederichs),  .887 


6  Salomon),  1S88- 

—  (l^enoir).  1883-5315;  1885- 

—  (Pieper),  1891-19773.  19773 
Johnson  4  Cropper,  1878—3444 


<8o4 


Johnson,  C.  M.,  1896  -31675,  275^ 
1897—3666,  10519.  13199,  i294aA. 
30*66 

—  W.,  ar>d  another,    1896—33110 
Johnston,  1B88-8353;    1895-18379, 

30189 ;  1896-18^5 

—  and  another,  1896—13350 
Jones,  1896-39610;  1897-16977 
Julien,  .897-1B005 

Junkets,  .893-14317 
Justice  (Hale),  1887-11355 

—  (Backeliau),  1884-11361 

—  (Baldwin),  1890-13678 

—  Oiam),  188.-34.5 
-(Hale),  .883-3193.  5165;  1885- 

-(TaykM-),  18B6-4881 


Kabath,  1883-999 

Kane,  1895-10305 

Karavodin,  .895—749 

Karger,  1895-1071 

Kaselowsky,      .890-4574  ;      1891  - 

Kati.  .897-15908 

Keating  and  another,  1896-6573 

Kelly,  1893-1.598 

Kempoter,  1885—1581 

Kenwonhy  and  another,  1S79  -5467 


.89. 


3.496; 


4159 


Key,  .89.-6949 

Kidd.  .876-1034 

KienkowsVi,  De,  1876—3.91 

Kinder  &  Kinsey.  1B67-499 

King.  1879-4337;  1881-4333;  1883 

—638 :    1884-7384-7288  ;    1885  - 

1478.  1700 
King  (Connelly),  1890-5631:  1891- 

Kirchenpauer,  1883-3373.  5043 
Kirkhove  and  another.  1881-3561 
Kirkwood.  Lascelles  &  Hall.  1874- 

4410 
Klaus.  1897-94G3 
Kluniinger,  1895-8355 
Knight.    1887-3783,13555:    1888- 

9^1 ;    1889-6831  :    iti9i  — 10936; 

1893-13333;  1894— 17333 
Kolbe,  1895-4973,  8815,  8817 
KSrling.    1883-3703;    1887—19863; 

1888  -17167 
Konung.  1881—3931 
Kortynski.  1888-6468 
KosokoiT,  1887-12696 


tCoslOviti.  iS88— 8173 
Krauaa.  1879-309 
—  and  anolher,  1895 — 9933 
Kummer  &  Co.,  iBgo— 7177 
KUsler,  C.  &  J. ,  1896-1B9S8 
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—  required  in  combustion  of  Dowson 
gas,  365 

—  suction  silencer  for  'Stockport 
Otto,'  31 B 

-  supply  drawn  Ihrough  vaporiser  in 
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comjffession,  379 
BischofF  engine,  13a 
Biimingbam     Corporation,    tests    of 

Barker  Otto  engines,  339 
Bousfield  on  stratification,  350 
Boyle's  law,  3S 
Brake,  tests  of : 

Braylon  engine,  157,  159 

Clerk  engine.  191-4 
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and   vaponser   of    Robey   oil 

engine,  437 
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—  increase  of,  the  cause  of  economy, 
376-386 

Compomlive  table  of  old  and  new 
type,  Ctossley  Otto  engines,  310 

—  Ubie  of  Crossley  Otio  gas 
consumptions  and  compressions, 
3"7 


Comparison  of  ioo-h.p.  steam   and 
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376 
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Atkinson  '  Cycle'  engines,  379 
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gines, different  compressions,  376 


—  indicator     fror 
engine.  417 
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Difficulties  of  oil  engine.  462-473 
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—  Groves  on,  93 

—  Thurston  on,  1 
Distillation    of    i 
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ratus Tot.  405 

Xiwson  plant  used  to  operate  400- 
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producer,  fuel  for.  354 

producer,  the,  359-376 

analysis  cf,  363-364 

-  —  heat  evolved  by  combustion  of, 

producer,  consump  ion  of  fuel. 

-  producer  and  Olto  engine,   test 
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engine. 
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gases  heating  ait    supply   i 


448 


e.  453 


12-339 
increased  eoml 
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in.  375-376 
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ESciet 
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—  comparalii'e  table  of,  383 
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Electrical  i; 
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engine, 
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ing method  in,  346 
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Manchester,  109 


Ailiinson  cycle  engine.  383 

—  —  Braylon  engine,  158 

—  —  Clnk  engine.  191-194 
9-n.h.p.   Crossley   Otio    18 


4-n,  h.  p.    Crossley     scavenging 

engine,  316 
■•  —  '  Fawcell '  engine,  396 

Hugon  engine,  133 

Lenoir  engine,  114,  asa 

Otto  engine,  17a,  175,  180, 1B3 


Gas,  oonsumption  of,  t^  Ono  and 

Langen,  141 
—  —  '  Trent '  engine,  3B9 
Gas  consumptions.  compBiative  table 

of,  in  CrCBsIey  enginea,  317 

—  —  Barker  Otto  engines,  339,  330 

Bun's  compound  Otto,  338 

Bun's  Olto  engine,  339 

Crossley  Otio  engines,  decrease 

'".  375 

Stockpon  Otto  .'^^ne,  331-333 

Taneye's  Otto  engines,  333 

Wells  Bros. '  Otio  engine.  346 

—  efficiency  of  in  eiplonve  mixtures, 

113,     tI3 

—  for  motive  power  and  illuminating 
gas,  355 

Gas  engine,  Atkinson  '  Cycle,'  378- 
384 

—  ~  Atkinson  '  UliUl^,'  384-386 
The  '  Campbell,'  386 

Otto  Crosiley  scavenging,  309- 

317 

The  '  Day, '390,  393 

The  ■  Fawcett, '  393  -396 

—  —  The  '  Midland,'  387 
The  '  Trent,'  387^-990 

The  '  Stockpon  Otto,'  318-334 

The  Barker  Otto  oigine,   334- 

Olto  Tangye,  339-333 

The    Burt    Compound     Otto 

engine,  333-339 

BunVhigh  speed  Otto,  340, 343 

Robey's  Otto,  34»-344 

WelU  Bros.'  Otio,  344-346 

FiddingandPlatl'sOlloi — '- 

346  ...       , 

—  —  giving  impulse  every  revolution, 
a86 

—  —  design,  leading  focton  in,  306- 
3^ 

comparative  table  of  old  and 

new  type  Croasley  Otto,  310 
the  largest  manDfactared.  333- 

3*4 
—  working   with     producer   gah 

precautions  required.  366 
and  pfoduoer,  consumpliiM  of 

fuel  371,  373 
Gas.  Dowson,  voluineof  bit  tequind 

—  —  heat  evolved  1^  combustion  of, 
366 

Gas  production,   chemical   reactions 

in,  3Sfr-359 
Gas  producers,  condiuiMs  of  succcs*. 


Gm  [producer,  the  Lencaucbei,  367- 

Gas,  LencAucbei  producer,  analysis 

of.  370 
Gas  producers,  Dowsod,  359-367 

other  makers  of.  370 

Dowson.  fuel  for,  354 

Gas  producer  plant  for  3ob,p.  engine. 

361-361 

—  Dowson,  analy^s  of,  3G3-364 
Gay-Lussac's  laws.  8a 

Geaj'  wheels,  disadvantages  of,  339 

Gillies'  engine,  151 

Glycerine  bath  for  oil  engine  pump, 

439 
Governors  of  BischofT  engine.  396 

—  Brayton  and  Lenoir.  333 

—  Clerk.  234 

—  Lenoir  and  Hugon,  996 

—  Otto,  330,  331,  333 

—  Olto  and  Langen,  337 

—  Tanpe  (Hnknev),  335 
Goveming  in  Crossley  oil  engine,  433 

—  Tangye  oil  engine.  439-44° 

—  Campbell  oil  engine.  447-448 

—  Britannia  oil  engine,  450 

—  Clarke  Chapman's  oil  engine,  455 

—  Welb  Bros.'  oil  engine,  457 

~  difficulties    in    Priestman    engine, 
466 

—  Sam  nelson  engine,  467 

—  Homsby  oil  engine,  469 
Governor  ^r    of    Crossley  '  Otto  ' 


GriSin  patent  Samuelson  oil  engine, 

Guilford.  Mr.  F.  L.,  tests  of  '  Trent ' 
engine.  aSt) 


HAtrrsPEUiLLB's.  Abbi.  engine,  i 
Heal,  available  definition  of,  iia 
tableof,  113 

—  balance    sheets    of  OtIO    engine, 
17a,  176 

—  engines  perfect,  39 

—  -  imperfect.  41 

—  evolved  by  combusiion,  88.  89 

—  balance  sheet  in  Society   of  Arts 
test  of  Aikinson  cycle  engine,  383 

—  evolved  by  combustion  of  Dowson 
gas,  366 


Heat,     balance-sheet    <rf    Homsby 
Akroyd  engine,  435,  406 

—  mechanical  equivalent  of,  36 

—  losses  in  gas  engine,  73 

—  lost  through  surfoces  in  Otto.  17a. 
176 

—  of  compression,  40,  370 


Heating  i^lue  of  Openshaw  gas,  375 

—  of  Vaporiser  charge    in    Crossley 
Olto  oil  engine,  430 

—  air  supply  in  oil  engine,  advantage 
of,  443 

in  Britannia  oil  engine,  450 

Heavy  oils,  decomposition  of,  403 
High    pressure  slarter,    Clerk    Lan- 
chester,  349 

—  speed  Utlo  engine,  Burt's.  339— 


343 
Hi^-- 

—  theory  of  limit  by  cooling,  357 
Hoboken.  coal  gas.  175 
Hopkinson,    Dr.      John.     Judge    in 

Society  of  Arts  tests,  379 
Homsby  Akroyd  oil  en^ne,  430-436 
Hot  air  engines.  Ericcson'a,  95 
Joule's,  a; 

—  —  —  Rankine  on.  34 
rling-s,3S 


-Wenh 


s,  35 


Hugon's  engine.  3  . 

—  igniting  valve,  309 
Huyghens' gunpowder  engitK,  i 
Hydrogen,  So,  83 

—  heat  evolved  by,  89 


Igniting  ai .r,~. 

—  chemical.  335 

—  electrical,  303-307 

—  flame,  307-331 
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Ignition  lamp,   lype  in  use  in  low 
engines.  431-433 

—  ID  Ctossley  oil  engine.  435 

—  lube  and   vaporiser  combined   in 

oil  engine. 


lllun 


:r  engine 


iling  gas  and  gas  Tor  motive 
Hornsby  oil 
compresiiun 


engine,  418 

Importance  of  shape 
space,  378 

Improvements  desirable   in   oil  en- 
gines, 47a 

Impulse  -  every  -  revolution     engines, 
future  of,  973 

Impulse-eveiy-revoliition  engines,  a86 

Impulses  not  cut  out  in  Fielding  and 
Flail's  engines,  346 

Imray  on  siratilication.  350.  au 

Incandescent  igniter-tube  and  valve 
)t  Olto  Crossley  1893  engine,  303, 


30s 
Incandescent  igni. 

for  'Stockport  Otio,'  319,  330 
used  in  slaning  gear.  353 

—  in  initial  pressures,  385 
Increased     compression,     causi 
economy,  376-3B6 


valve 


Indicator  diagrams  from  Lanchester 
low-pressure  staxter.  351 

—  —  from   Olio  engine   using    pro- 
ducer gas,  374 

—  —  from  engine  with  ordinary  and 
Dowson  «s,  3S3 

from  Priestman  oil  engine.  417 

—  —  of  ignitions  at  low  lemperalures, 

from  Hornsby  Akroyd  oil  en- 
gine. 436 

from  Robey  oil  engine.  438 

from  Crossley  oil  engine.  438 

—  —  from   Fielding   and    Plan    oil 
engine.  444 

—  —  from  Dunptiell  oil  engine.  448 
from  Brilannia  oil  enpne,  45J 

■ from  Weyraan  and  Hitchcock 

oil  engine,  458 

Wells  Bros.'  oil  engim 

inert  gas.  cushion  of.  347.  ^B 
''■  -  ^.347 


460 


Inflammability.  8 
Inflammaijon,  deunii 
Isothermal  line,  40 


,  Prof.  Kleeming,  on  compres- 


engir 


s.  376 


Indicator  diagrams,  tbeoretical,  43, 
47.  50.  S=.  54 

.  Comparative  Otto  and  Atkin- 
son cycle  engines,  379 

•  (Sociely  of  Arts  Atkinson  cycle 

engine),  aSo,  381 

—  —  (■  Trent '  gas  engine).  389 


(Slide     valve    Otto     Crossley 

engine).  309 
4-n.h.p.    Crossley     scavenging 

engine,  316 
from     'Stockport    Otlo."    331, 

3» 

Barker  Otto  engine,  329.  330 

Biirt's  compound  Olto.  33B 

high  speed  Otto  engine,  343 

Olto  engine.  339 

from  Clerk- Lanchester  starter. 


-type   t 


engine. 


,  (he 


Etna,  431-433 

—  for  Crossley  oil  enpne,  436 

Britannia  oil  engine.  451 

Lanchester.      K      WT.    designer    of 

Barker  Olio  engine,  339 

—  and  D.  Clerk  Hdf-slarter,  349 

—  low-pressure  slartei.  549-353 
Langen's,  Otto  and,  engine,  10,  136 
Largest  engine  manufactiucd,  Stock- 
port Otto,  333-314 

Launches,   oil  engines  suitable    for. 

459 
Leban's  engine,  j 

Legal  restrictions  upon  light  oils,  388 
Lencauchei  gas  producer,  367-370 


Lencaucbei    producer    gas,    analysis 


electrical  ignilion,  303 

Light      spring      indicator     diagrams 
Crossley  Otto  engines,  308-309 

—  —  —  diagram  Crossley  scaveDging 
engine,  316 

Stockport    Olio    engine, 

331 

Limitation   of   cha^e   m  oil   engine 

owing  10  heating,  465 
Limits  of  increased  compression,  385 

—  of  increase  in  gas  engine  efficiencies, 

—  ofheat  evolution.  057-9 
London  coal  gas,  371 
Losses  in  gas  engines.  7a.  78 
Low    pressure    slaiter.     Lanchester, 


:.  258 


Mallard  and  Le 

menls.  85-87 

theory  ot  lim 

Manimum  coraptesiioiii  puaiiuie.  30s 
Mean    pressure  in  gas   engine    with 

producer  gas.  371 
Mean  pressures  less  in  oil  engines,  465 
Members  of  the  Olefine  series,  391 
Methods  still  open  I0  obtain  increased 

economy,  381-386 
Mechanical  efliciency.  Otto.  174 
Midland  gas  engine,  The,  3S7 
Miller,  Mr.  T.  L..  tests  of  '  Fawcell ' 

gas  engine,  396 
Million  on  compression,  17 

—  gas  engine,  17 
Mixtures,  true  explosive,  79-83 

—  best  for  non-compression  t 


igine, 


-  dilute,  83 

Mixing  valve.  Clerk,  1S7 

-  -  Otto,  170 

Morrison,  Mr.  J.  W,,  tests  of  Barker 

Otto  engine,  319 
Motive  power,  gas  necessary  for,  355 


lied  from    Russian 
petroleum.  392 
Neutral  gases,  cushion  of,  247.  34S 
Non-compression  engines— 


Non-compression  < 
Gillies',  151 
Hugon's,  30,  12^ 


Non-Gonduding  material  in  Capttaine 

vaporiser.  439 
Norton.  Prof.,  on  Kriccson,  36 
Notable  quantity,  346 

Oilers  Olio's.  336 

—  Clerk's,  338 

Oils,    American    petroleum,    compo- 
sition of.  389 

—  consumption  of  Pneslman  engine, 
414-416 

—  ~-  of  Hornsby  Akroyd  oil  engine, 
434-416 


-ofCrra 

-  of  Fiel 


1  engine,  437^39 


in  Campbell  oil  engine,  448 

in  Britannia  oil  engine.  453 

in  Wells  Bros.'  oil  eneine,  458 

in   Weyman    and    Hitchcock 

engine.  456 
—  distillation  of,  eiiperimentsin,4oi 


-   Pennsylva 


I    pelro 


-  petroleum  and  stiale  oil 
son's  table  of.  397 
—  engines.  Messrs.  Wells  I 
4S9  . 


i-.4S6- 


„    e,  the  Hock,  407 

—  —  iheBraylon,  407 
the  Spiel,  408 

—  —  the  ^muelson,  41&-430 

—  —  the  Hornsby  Akroyd,  430-436 
the  Robey.  437 

—  —  the  Capitaine,  437-439 

—  -  the  Crossley  Ono,  430-439 
the  Tangye,  439-443 

Fielding  and  Plan's.  44>-445 

—  —  the  Campbell,  445-449 
-  the  Britannia.  449-453 

"  ■■-'.'s,  453- 


Cla 

45S 
—  —  Weyman  and  Hitchcock's 


455- 
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388 

ail  used  in  early,  388 

eaily  forms  of,  407 

ID  wbicb  the  oil  is  sprayed  first, 

40^-420 
method  of  spray  difRaion,  410 

pump  used    in    Capit^ne    oil 

engine.  439,  430 

—  —  with  exienuU  vaponsen,  439- 

*^  ■     , 

—  engine  uunp,  type  generally  in  use, 
"-433. 

Tangyeoi 


—  —  governor,  338,  233 

igniling  valve,  iga 

stoning  gear,  a+a 

-^tialsof,  173.  175,180, 

Olio  a  theoiy,  345 

Otlo  and  Langeivs  clutch,  i 

engine,  >36 

M.  Tresea  on,  145 


397 


s.  Crossley 


—  engines  made  by  V. 
Bros. ,  397-318 

—  Crossley   engine    189a ;    igniling 
valve  and  lube,  30a.  305 

1893  :  governing  gear,  301- 

303 

tests  of,  308-389 

scavenging  engine,  309-317 

engines,  comparalive  table  of 

old  and  new  types,  310 

—  —  engines,   comparabve   diagram 


Otlo    Slockporl    engines,    lesls    by 

Bellamy,  3a  r,  333 
engine,  400-b.p.  largest  made, 

331.  334 

—  Tangye  engine,  339-333 

—  engine,  Burt's  patents.  339 

—  engines  by  Messrs.  Robey,  34^-344 

—  higb  speed  engine.  Burl's,  340-343 

—  engines  by  Messrs.    Fielding  arid 
Plau,  346 

—  engines  by  Messis.   Wells  Bros.. 

—  Barker  engine,  334-339 

■  — tests  at  &nleygflswOiii,  339 


Packed  chai^,  347 
Paraffin  oil,  Scotch  analysis  o 
Papin's  experiments,  i 

Petroleum  engine,  Brayton's. 


the  Hock,  407 

the  Biayton,  407 

the  Spiel,  408 

in  which  the  oil  is  first  s[HaT^, 

409-430 

method  of  ^iray  diSusion,  410 

the  Samuelion,  416-410 

—    splaying   device   i 


—  engine.ignitionlampinSaniudsoD, 

4'9 

—  engines,    the    Homsby    Akroyd, 

430-436 
vapori»°r  and  cylinder.  Honuby 

Akroyd,  431 
the  Robey,  427 

—  —  the  Capltaine.  437-439 

wiih  externa]  vaporisers,  439- 

4S9 
the  Cnissley  0«o.  430-439 

—  engine  lamp,  type  in  use,  431-433 
the  Tangye,  4»-443 

Fielding  and  Plait's,  443-^445 

the  Campbell,  445-449 

the  Britannia,  449-453 

Clarke,  Chapman  4  Co.,  453- 

4SS 
— ' —  Weymanand  Hitchcock's,  455- 

4S6 
Weill  Bros.',  ^56-459 


-  Slockporl  engines,  318-334 


Petroleunis  principally  med,  388 
~  crude.  388,  389 

—  American,  composition  of.  389 

Pennsylvania  petroleum,  composition 

of.  390 
Petroleum,   Russian,   naphlhenes  in, 

391  _.      .. 

—  elher  and  spinl,  393 

—  and  shale  oils,  British,  Professor 
Robinson's  eiperimenla  in,  397 

—  and  paraffin  burning  oils   sold  in 
Britain,  394-398 

■ ■ flashing  point  of,  394 

—  vaporised  with  aJr,  400 

—  oils,   distilling  by  air   or   steam, 
40s 

—  oils,  experiments  in  distillation  ot, 

—  heavy  oil,  decomposition  of,  403 


Products  of  comboslion  totally  ex- 
pelled in  Atkinson  Cycle  engine,  383 

Producer  gas,  chemical  reactions  in 
making,  35*^339 

—  Dowson  gas,  359-3^ 

—  Lencauchez  gas,  367-370 

—  Dowson  gas,  consumption  of  fiiel, 
37' 

—  Taylor's  gas,  lest  with  100-h.p. 
engine,  373 

Pump  lor  oil  used  in  Capitaine  oil 
engine,  439 

—  and  oil  supply  in  Crassley  engirte, 
435 

P\m  mixture  obtained  by  scavenging. 


Rankine  on  air  er^ne,  34 

available  heat,  ill 

—  —  science     of    ibermodynamics 


—  speed   old    and    new    type   Olio 
Crosalry  engines,  310 

—  valve  in  Fawcett  gas  engine,  395 

—  valves  in  Burl's  Otto  engine*,  339 
340 

Ports,  action  of  excessive  surbce  in, 

307 
Pons  and  passages,  design  of,  335, 

Possible  eflic 


gas  engines, 
engine  vaporiser  and 


cylinder,  411 
spraying  jet  a 


tests  of  by  Unwin,  414-416 

Premature  ignitions,  cause  of,  306 

—  explosions  avoided  by  scavenging, 
3«o 

Pressure,  effect  of  healing  oil  under, 
403 

—  advantage  of,  in  vapour  jet,  437 

—  and  temperature,  38,  107 

produced  by  explosion,  99-101 

—  —  if  no  loss  existed,  104-105 
Products  of  combustion.  Sa,  109 
proportion    in   Hugon    engine, 


Ratio  of  cc 

--iaa , 

in  Million's  e  „      .    , 

in  Olio's  engine,  173.  175 

—  of  air  to  gas.  Atkinson  engine. 
Society  of  Arts  tests,  381 

—  of  specific  heats.  Hironeous 
assumption  by  Society  of  Arts  in 
their  tests,  sSi-383 

Reactions,  chemical,  in  gas  produe- 

'"(!.  35^359 
Reduction    in   gas  consumption   due 

to  incTfased  compression,  318 
Redwood  and  Dewar'i  method  of  oil 

distillation,  404 
Red-hot    surfaces    in     vaporisers    a 

Relative  cost  of  power,   steam   and 

gas  engine,  354 
Reservoir,  use  of.    in    starting  gear, 

353 
Richards'  analysis  of  Lencauchei  gas, 

370 
Richardson  and  Norris,  ihe  Robey  oil 

engine,  437 
Robson's  engine,  195 
Robinson,  Professor,  experiments  on 

British  sold  petroleum  and   shale 
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586 


The  Gas  Engine 


((he 


Root's     petent     oi 

Brilannia),  449-453 
Rowden.    I'rofeasor   W.    J.,  on  the 

Bun  compound  engine,  333 
tesi  of  Bun's  compound  Olio, 

338 
Royal   daylight  oil,    distillation    of. 

4D1 
Russoline   oil   analysis  by   Wilson. 


SAl.TI.ev   gas   works   lest  of  Barker 

Olio  engine,  ya) 
Samuelson  oil  engine.  416-430 
Scavenging   engine.    Crossley    Oiio 

engine.  309-^17 

—  advoniages  of.  380 

—  amuigenienis  in  Wells  Bros.'  Otlo, 
344 


Schmidt  on  compression.  16 
Schiittler  on  straliticalion,  as^ 
—  tests  of  Olio  engine,  180 
Self-staning    gear,     necessity     for. 

347 
Shale  and  petroleum  oils,  Robinson's 

table  of,  397 
Silencer   for   Stockpon    'Olio'    air 

"' '"    ' '"' ■    gas  engine,    387- 


190 

Kimplesi 


r.  350 


w  combustkin.  Bouslield  on.  350 


Imi 


Olio  < 


,346 


Slaby  on.  347-9 

Slide  valves,  defects  of.  304-305 
Spongier,  Mr.  H.  W.,  tcsl of  loo-h, p. 

engine  and  gas  producer,  373 
Specihc    heais.   raiio    of.     Erroneous 

assumption     of    Society    of    Arls 

Judges,  afli-aSi 
c ;c-  !._,,  of  gjt^,^  f^ 


Spiel 


Spray  diftuser,  type  of  ii 
engines,  410 

4'9 
Spraymg  jet  and  air  valve,  Prieslman, 


413 


'ILH 


35= 


s  by  Mr. 


Suuiing  gear.  Clerk*s,  339 

Otto's,  =43 

for  Stockpon  'Otto.'  330 

the  Clerk  Crossley,  347-348 

—  ~  the  Clerk  Lanchestcr,  34S-349 
-  Lancheiter   low- pressure,  349- 

.    Stockport    Olio    eogines, 

Tangye  Olio  engines.  353 

Fielding    S    Plait's    Olio 

engines,  353 
~  Samuelson  oil  engine,  430 

—  Homsby     Akroyd     engine,     430, 
433 

—  the  Capilaine  oil  engine,  408 

—  the  Etna  oil  engine  lamp.  433 

—  the  Tangye  oil  engine,  439 

—  Fielding  A  Plan's  oil  engine.  +43 

—  lamp  m  Brilannis     *' 
Slock  pan  Otlo  engii 

Bellamy,  321.  331 

318-324 

4oo-h,p.  engine,  largest  made. 

333-334 
Stockport  engine.  197 
St  rati  heal  ion,  Bousfield  on,  350 

—  eiperimenis  in   support   of.    349. 

—  tallai^  of.  354.  355.  3j6 

—  Otto  on.  346 

—  Schdlller  on.  156 

—  Slaby  on.  347.  348 
Street's  gBi  engine  pump,  1 


Messrs.  Fieiding  S  Platis.  346 

Tang>e'sOltoengine.  339-333 

—  starting  gear,  35a 

—  engine  (Robson's).  195 
Tar  in  produper  gas.  370 
Taylor's  gas  producer,  tests  of,  373 
Temperature      of     combustion      in 

Brayton  engine,  161 

exhaust  in  Lenoir's  engine.   133 

—  in  Oho  engine.  173,  170 

Temperatures  of  explosion.  107-111 

— in  Olio  and  Langen  engine. 


engines.  464 


in  Otlo  engine,  177.  179 
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TemperHtures  of  ait  supply  in  Priest- 
man  oil  engine,  464 
walls  of  combustion  chamber  in 

Tests   oT  4-li-b-p-.    Atkinson     Cycle 

engine,  278 
modem  Crossley  ■  Otto '  engine 

—  —  slide  valve  Otlo  engine  1881, 
309 

Crossley       Otto        scavenging 

engine  by  6,  Clerk,  316 

—  —  Crossley  Otto  engine  by  Society 
of  Arts,  317 

—  scavenging  engine  by  Atkin- 

Stockport     Otto    engine     witb 

—  —  Barker  Otio   engine  al  Sallley 
gas  works,  339,  330 

Tangye's    Otto    engine,     35- 

n.h.p. ,  333 
Burt's      compound     Otto     by 

Jameson,  338 

_  — Rowden,  338 

a  6-b.h.p.    Wells   Bros/    Olto 

engine,  346 
Dowson  producer  and  6o-h.p. 


engini 


373 


loo-h.p.  Olio  and  gas  pro- 
ducer, 373 

Olio  engine  and  Dowson  pro- 
ducer by  D.  Clerk ,  374 

Testing    tbe   flashing   point  of  oils, 

„394-39S 

Tests  and  oil  consumption  in  Pnest- 

of  Homsby    Akroyd   oil 

engine.  434-426 

—  of  Capitaine  oil  engine.  438 

—  and  oil  consumption  of  Crossley 
oil  engine,  437-439 

of  Fielding  &  Piatt's  oil 

tngine,  444 
in   Campbell   oil  engine. 


Thermodynamics  of  ihe  gas  engine. 

36 
Ihermal  units  in  Russoline  and  Royal 

daylight  oils,  416 
Throltling  in  entering  gases,  303 
Thurston's     expoimenls     on     Otto 

engine,  175 

on  dissociation.  178 

Time  taken  to  start  Hornsby  Akroyd 

oil  engine,  42^ 

Capiiaine  oil  engine,  438 

Crossley  oil  engine,  437 

Fielding     &     Rail's    oil 

engine,  444 

^ firilannia  oil  engine,  453 

Timing  valve,  absence  oT,  in   Darker 

Ouo,  338 
Tower,    Mr.    Beaucfiamp,  Judge  in 

Society  of  Arts  tests,  37^ 
Tnsca's     experiments     m     Lenoir 

engine.  133 

—  —  in  Hugon  engine,  133 

Otto  and  Laogen  engine,  141 

theories  of  Otto    and  Langen 

engine.  145 
Trent  gas  engine,  the,  287-390 
Trunk  piston  of  two  diameters,  287 
Type,  first  description  of  perfect  cycle. 

—  second  description  of  perfect  cycle, 

—  third  description  of  perfect  cycle. 

y 

—  I  A,  description  of  perfect  cycle. 


Lenoir  engine,  ii 
Hugon  engine,  i; 
Bischoff  engine,  i 


Clerk  engine.  184 
Olio  engine,  166 
Stockport  engine,  1 


in  "Wells  Bros.'  oil   engine 

458 
Theoretic  efficiencies.  68 
Theories  of  action  in  cylinder.  243 
Theoretical  rlagram,    adiabatic  am 

isothermal  lines,  384 
Theoiy  of  valorising  oil,  358-406 


Olto  and  Langen  engine,  13 
Types  of  oil  engines,  408-4C9 
—  of    vaporiser    deptndenl   ( 
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Vdve-gearing  'Trent'  gai  engine, 
aSB 

—  —  of  '  Slockpori   Otto  '    engine, 

QI40D  h.p.  '  Stockport    Otto,' 

3*4-335 

and   airangemenls   of  Barker 

'  Otto,'  3»6-337 

-in  Burl's  high  speed  Otto  en- 
gine, 340-34" 

ValvEleas  git  engine,    '  The    Day, 


s  Engine 

WBI 

Varying   ignition    in   Btirker    Otto- 

without  tuning  valre,  338 
Velocity  of  flame  propagBlion,  85 

—  —  entering  miiture  in  early  OUo- 
Crossley  engines.  30^ 

--eihauit    gases   in    ne#    type 

0110,396 

old  type  Otto.  306 

entering   miilurc    in     nwdem 

Otto  Croailey  engine.  306 
Volumes    and     relltive    weighti    ol 

gases,  Si 
of    Denu    coal   gas. 

173 

—  _  _  —  _  of  Hobokea   cosl  gai, 
176 

Vohime  of  air  miuired  in  combus- 
tion of  Dowson  gas,  365 
Volatile      liquids     produced    Gromi 


Vaponser    surfaces    should    not    be 

—  and  cylinder   of    PHestntan     i^ 

—  in  Samudson  oil  engine,  419 

—  and  cylinder  Hornby  Akroyd 
engine,  431 

—  and  combustion  dumber  of 
Robey  oil  engine,  427 

Capilaine    oil   engine, 

—  in  Crossley  oil  engine,  434 

—  in  Tangye  oil  engine,  440 

—  and  ignition  lube  combined  m 
Fielding  &  Plati  oil  engine,  443 

—  in  Campbell  oil  engine,  445 

—  and    ignition     in      Britannia    oil 

Vaporiser,    type  of,    dependent    on 

Vnponsing  arrangements  in  Clarke  & 
Chapman's  oil  engine,  453 

Weyman  &  Hilcfcock  en- 
gine. 4SS 

—  in  eilemal  vessel,  method  of,  470 

—  light  oils.  3B7 

Vaporising  petroleum  with  air,  40a 

—  and  decomposing  melhods  of, 
398-406 

Vapour  tension  of  water,  39*-3» 


Walls    . 

temperature  of ,  46S 
Water  jacket,  use  of.  37 

—  evaporated  by  air,  399 

—  gas  for  gas  engines,  370 

—  jacket     beat    lost    m    Atkinion'a 
'  Cycle '  engine,  378 

— Priestman  oil  engine, 

4"S 

—  vapour  tension.  396. 399 
Wave  explosion,  114 

Wave*  Of  presiure  or  oidllalinns  in 

Wedding  on  dissociation.  183 
Weights   and   volume,    relative,   of 

—  molecular,  of  gases,  81,  Ba 
Wells  Bros. '  OtlD  engine,  344-346 


-  Professor  A.,   lest 
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